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In 1976-77 the number of such failures rose sharply to 621 as compared 
to 382 in the previous year. Though their number dropped to 526 in 
1977-78, it is still quite high as compared to the position prevailing prior 
to 1976-77. 

34. We find that failures of outer rolling stock such as failures of tyres, 
axles, wheels, brake apparatus, etc., which had been steadily declining till 
1973-74 had doubled during 1974-75. This was followed by a decline 
in such failures during 1975-76 and 1976-77. However, during 1977-78 
there was an abnormal increase in their number from 300 (in the previous 
year) to 1267. This sudden increase is disquieting and calls for investiga¬ 
tion and action. From the break-up of 1267 failures of other rolling stock 
daring 1977-78, we find that the Central and South Eastern Railways 
accounted for 620 and 615 failures respectively, i.e., 97.5 per cent of the 
total. While surprisingly, no such failure was reported on the North 
Eastern Northeast Frontier and Southern Railways, only 2 such failures 
were reported on the Northern, 9 on the Western, 10 on the Eastern and 
11 on the South Central Railways. It appears that the figures reported by 
most of the Railways may not be correct and the reporting of such failures 
and compilation of statistics in this regard need to be thoroughly looked 
•to. 

35. Accidents due to failure of permanent way also increased sharply 
from 1972-73 onwards with a further increase in 1976-77. Failures of 
permanent way consist of broken rails, failures of tunnels, bridges, viaducts, 
cwlrtrts, etc., flooding of portions of permanent way and slips in cuttings 
or embankments. Broken rails constituted the majority of the permanent 
way failures and their number and incidence related to kilometreage of 
running track are given in Table 10 below:— 

TABLE to 

Failures of permanent way 


Year 


Total number 
of accidents 
due to failure 
of permanent 
way 

Running 

track 

kilo¬ 

metres 

Number 

of 

broken 

rails 

Incidence 
of broken 
rails per 

100 kilometres 
of running 
track 

1968-69 . 


154 

70,691 

97 

0-14 

1969-70 . 


166 

71,251 

113 

0-16 

1970-71 . 


117 

71,669 

' 79 

Oil 

1971-72 . 


98 

73,225 

59 

008 

1972-73 . 


535 

73,664 

478 

0-65 

1973-74 . 


560 

74,401 

503 

0 68 

1974-75 . 


435 

- 74,197 

400 

0-54 

1975-76 . 


652 

74,255 

578 

0-78 

1976-77 . 


1,013 

74.839 

916 

1-22 

1977-78 


768 

75 012 

682 

0-91 
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6. Sbri C. S. Parameswaran, Ex-General Manager, Railways. 

7. Shri Arya Bhushan, Ex-Commissioner of Railway Safety. 

Secretary «> 

8. Shri V. K. Thapar, Joint Director (Safety), Railway Board. 

The terms of reference of the Committee will be as under:— 

1. to review the position of accidents on the Indian Rail¬ 
ways since the appointment of the Railway Accidents 
Inquiry Committee, 1968 and to review the implementa¬ 
tion of their recommendations; and 

2. to examine the adequacy of the existing organisation,, 
equipment and practices for ensuring safe running of 
traims on the Indian Railways, and to suggest measures 
for prevention of accidents. 

The Committee will submit its report within six months from die 
date it starts functioning. 

(Sd.) B. MOHANTY, 
Secretary, Railway Board 
and 

ex officio Jt. Secretary to the Govt, of India.” 

2. After completing the Preliminaries an staffing of the Secretariat, 
the Railway Accidents Enquiry Committee—1978 (hereinafter referred - to 
as the Committee) held their first meeting on March 27, 1978 to chalk 
out their course of action. Discussions were also held with the Minister 
of Railways, the Minister of State for Railways and the Chairman and 
Members of the Railway Board. 

To advise the Committee on signal and tele-communication matters, the 
Government appointed Shri S. M. Gowri Shankar, Ex-Chief Administrative 
Officer, Railways and former Director, Sisnal and Telecommunications, 
Railway Board, as Consultant to the Committee. 

Shri V. K. Thapar worked as Secretary till November 25, 1978 and, on 
his proceeding abroad for training under the United Nations Development 
Programme, Shri R. S. Soin. -Joint Director, Civil Engineering (Track), 
Railway Board, took over as Secretary of the Committee from December 
2, 1978. 

Keeping in view the wide scope of investigations which have been entrusted 
to the Committee, the Government have extended its tenure u'pto Septem¬ 
ber 30, 1979. 
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3. The appointment of the Committee was given wide publicity through 
public notices in all important English and Hindi newspapers and also one 
leading newspaper commanding wide circulation in regional languages. A 
comprehensive questionnaire was issued to the Railway Administrations, 
the Commission of Railway Safety, the two recognised trade union Federa¬ 
tions, the Federation of Railway Officers Associations and the Railway 
Service Commissions, soliciting information and their views on specific 
issues of railway working which have a bearing on the safe running of trains. 
Communications were also addressed to retired Chairmen/Members of the 
Railway Board, Senior Officers of the Railways and of the Commission of 
Railway Safety, requesting them for their views on such matters. Views 
and observations were also invited from the concerned Ministries of the 
Central Government, the State Governments and Chambers of Commerce. 

4. The two terms of reference of the Committee are distinct from each 
other. We decided that the review of accidents on the Indian Railways since 
the appointment of the Railway Accidents Inquiry Committee, 1968 (herein¬ 
after referred to as the Wanchoo Committee) and of the implementation 
of their recommendations would constitute our first report and the second 
term of reference of the Committee regarding examination of the adequacy 
of the existing organisation, equipment and practices for ensuring safe 
running of trains on the Indian Railways and suggesting measures for pre¬ 
vention of accidents would be dealt with in our subsequent report. 

Methodology 

5. Review of accidents on Indian Railways .—In the terminology of th© 
Railways the term ‘accident’, which has been defined in Chapter II, 
envelopes a wide spectrum of occurrences or consequences thereof 
which not only affect safety b't also cause interference with normal 
working like failures of railway equipment, namely, engines, rolling stock 
and permanent way, etc., which may not necessarily mean a mishap. It is, 
however, the accidents which fall in the categories of collisions, derailments, 
accidents at level crossings and fires in trains, which ordinarily result in 
loss of life or limb or damage to property which agitate the public. We, 
therefore, decided to restrict the detailed review of accidents only to the 
main categories of accidents mentioned above as was done by the Wanchoo 
Committee. Besides, we shall also review train accidents like averted 
collisions, breach of block rules, drivers passing signals at danger and 
train partings which carry a potential hazard to safety of train operations 
and in which cases it is only a fortuitous circumstance that actual mishap 
has been saved. Since the term of reference of the Committee requires 
them to review the accidents on the Indian Railways since the appoint¬ 
ment of the Wanchoo Committee, the review of accidents covered in this 
report will be for the period from April l, 1968 to March 31, 1978. 
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6. It was estimated that a review on the aforesaid lines would cover 
around 20,000 train accidents and, in view of the volume of work involved, 
it was initially proposed to do this analysis with the help of a computer. 
The Railway Board estimated that about 300 computer hours would be 
required for this work and, for writing the programme, a detailed systems 
study would be necessary. They, however, felt that the Railways would not 
be able to spare so much manpower or computer time since the mainten¬ 
ance of computers was in a transition stage due to the winding up of M/s. 
International Business Machines. A preliminary survey with the Indian 
counter part of the above-mentioned firm also showed that the work involved’ 
was likely to take more than three months and a proper estimate of time 
could be had only after a systems study was undertaken. Such an analysis 
was estimated to cost Rs. 3 lakhs approximately. Enquiries made by us 
also revealed that the Indian Institute of Technology and the University 
Compilers at Delhi were not in :\ position to handle the job of such a 
magnitude. In view of the above constraints the Committee finally decided 
to compile and analyse rhe train accidents statistics without the use of a 
computer. Accordingly, 121 proforma were prepared and circulated to the 
Railways in October, 1978 for compilation of the required statistics. This 
resulted in some setback to the schedule of work of the Committee. 

7. We had asked the Railways to send the accident statistics, duly com¬ 
piled, by 15th January, 1979. However, till May, 1979, part information 
in this respect had been received from only two Railways and nothing from 
the others. Since a detailed review of accidents would be 'possible only after 
accident statistics have been received from all the Railways and duly analys¬ 
ed, we give in the first report only a brief statistical appreciation of impor¬ 
tant categories of train accidents during the 10 year period ending 1977-78. 
Information in this respect has been obtained from the ‘Supplement to the 
Report by the Railway Board on Indian Railways—Statistical Statements’ 
published annually upto 1969-70. ‘Accident Statistics of Indian Railways’ 
published annually since 1970-71 and ‘A Review of Accidents on Indian 
Government Railways’ issued annually by the Railway Board- This ap¬ 
preciation is given in Chapter II. The detailed causewise review of acci¬ 
dents will be dealt with in our subsequent report. We also give in Chapter 
III a review of the serious accidents which were statutorily inquired into by 
the Additional Commissioners of Railway Safety in exercise of the powers 
conferred on them under the Indian Railways Act, 1890 (9 of 1890). In¬ 
formation in respect of these was obtained from the annual reports on the 
working of the Commission of Railway Safety issued bv the Ministry of 
Tourism and Civil Aviation. 

8. Pevtew of implementation o ! the r^mvvepdo^om made by the 
Wanckoo Committee, —The terms of reference of the Committee required 
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them to review the implementation of the recommendations made by tbo 
Wanchoo Committee. The Wanchoo Committee had summarised their 
(reports into recommendations and observations which aggregate to 729. 
However, since there is no clear-cut indication as to which item is a recom¬ 
mendation and which an observation, we have reviewed all these recommen¬ 
dations and observations. The more important of these have been dealt 
with in detail in Chapter IV. In the case of recommendations which are 
merely observations or factual statements or which have been fully or 
substantially implemented, or dealt with by the Railway Board by issuing 
appropriate instructions, we have not made any detailed comments. How- * 
ever, for convenience of reference, we have given in the Appendix to this 
report all these recommendations and observations together with the views 
of and action* taken by the Railway Board. 

9. Assessment of adequacy of the existing organisation, equipment and 
practices for ensuring safe running of trains :— The Committee' decided that, 
for making an assessment in this respect, they would visit important installa¬ 
tions and centres of railway activity, collect evidence from railway officers 
and staff at different levels and hold discussions with various organisations. 
Our detailed comments and recommendations on this term of reference will 
be given in the subsequent report. 

10. We may point out that while reviewing the recommendations of the 
Wanchoo Committee, besides relying on the information given by the Rail¬ 
way Board, the Zonal Railway Administrations, the Research, Designs and 
Standards Organisation (hereinafter referred to as RDSO) and the Com¬ 
mission of Railway Saftey, the Committee have also made use of material 
available in the statistics of the Railway Board, the Indian Railway Con¬ 
ference Association and the Commission of Railway Safety. We would like 
to make it clear that, in the light of material and information which may 
become available later on, die Committee may find it necessary to amplify, 
elucidate, supplement or amend in their subsequent report some of the ob¬ 
servations made and conclusions drawn in this report. 

11. In our detailed review of the implementation of the important re¬ 
commendations of the Wanchoo Committee, which has been made in Cha¬ 
pter IV, we have at times been highly critical of the Railway Board and 
the Railway Administrations in respect of the action taken. This might con¬ 
vey the impression that safety on the Railways has deteriorated. This im¬ 
pression would not be correct. From the brief statistical review of the ac¬ 
cidents given in Chapter II, was find that, broadly speaking, there has been 
a reduction in the incidence of important accidents, namely collisions, derail¬ 
ments, accidents at level crossings and fires in trains as compared to the 
position obtaining at the time when the Kunzru and Wanchoo Committees 
went into this question, Prima facie, this is an indication that there has 
been an improvement in the overall safety record of the Railways. 



CHAPTER II 


Brief statistical appreciation of important categories of train accidents dur¬ 
ing the period 1968-69 to 1977-78 

12. The ‘Review of Accidents on Indian Government Railways’ publish¬ 
ed annually by the Railway Board defines an ‘accident’ as under:— 

“Any occurrence which does or may affect the safety of the Railway, 
its engines, rolling stock, permanent way, works, passengers, or railway 
servants or which affects the safety of others, or which does or may 
cause delays to trains or loss to the Railway is termed as an accident.” 

For the purpose of our enquiry, accidents have been broadly grouped as 
under:— 

Group I—Collisions, dertailments, accidents at level crossings and 
fires in trains. These are referred to as ‘Consequential’ accidents. 

Group II—Failure of railway equipment, viz, failure of locomotives, 
rolling stock, permanent way, overhead wires, signalling apparatus, 
etc. 

Group III—Miscellaneous accidents, such as trains running over 
obstructions; collisions involving light engines, trollies, derailments of 
light engines, fires at stations, etc. 

Group IV—Technical accidents such as breach of block rules, dis¬ 
regard of signals by drivers, averted collisions and train partings. These 
are also referred to as ‘Indicative’ accidents. 

13. For reasons given in Chapter I, it has not been possible for us to 
carry out a detailed causewise analysis of accidents on the Railways so far. 
The review in this Chapter is more in the nature of a broad statistical probe 
to see if there is any noticeable trend in the occurrence of accidents falling 
in the aforesaid four groups. The Wanchoo Committee had covered a 
period of 5 years from 1963-64 to 1967-68. Our review covers a period 
of 10 years from 1968-69 to 1977-78. In order to view the trends 
in comparative perspective, w e have, wherever possible, given 
the corresponding figures for the years 1963-64 to 1967-68 in juxtaposition. 
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14. Incidence oj total accidents :—For an appreciation of the safety per¬ 
formance of the Railways, the incidence of accidents falling in Groups I to 
III since 1963-64, as given in the annual reviews issued by the Railway 
Board is shown in Annexure I. This trend is depicted in Graph 1. We find 
that, after a steady fall in the incidence of total accidents to 10.4 per million 
train kilometres during 1971-72, it sharply rose to 15.2 in 1972-73 and 
further to 25.0 in 1974-75. This was followed by a decline for two years and 
then a rise again in 1977-78 when the incidence to total accidents per 
million train kilometres was 20.9 as compared to 18.7 in the previous 
year. This does not reveal a healthy trend. 

15. Casualties in accidents :—Of all the accidents, those which fall in 
Group I normally result in casualities or damage to property. The casual¬ 
ties and damage which took place in Group I accidents as compared to 
those in the total number of accidents during the years 1968-69 to 1977- 
78 are given in Table I below:— 


1 . 


2 . 

3. 


TABLE 1 


Casua’ties and loss due to damage in accidents during the period 1968-69 to 1977-78 





Casualties 


Loss 
— due 

to damage 
(Rupees in 
lakhs) 

Type of accident 

Number 

Killed 

Injured 

Total 

All types of acci¬ 
dents (Groups I, 

II and III) 

78,247 

2,118 

7,724 

9,842 

2,783 

Important accide- 

nts(Group I only) . 

8,705 

2,052 

7,344 

9,396 

2,150 

Percentage 

® y 00 

11.1 

96.9 

95.1 

95.5 

77.3 

(1) 





16. It will be seen that while accidents in Group I constituted only 11 
per cent of the total number of accidents, they accounted for as much as 
97 per cent of the deaths, 95 per cent of the injuries and 77 per cent of the 
loss due to damage property. In view of the serious consequence's of such 

accidents, the Kunzru and the Wanchoo Committees had referred to these 
as ‘important’ accidents. We have adopted the same terminology. For the 
same reason, we have made a more detailed survey of the occurrence of 
Group I or ‘important’ accidents, indicating only the annual incidence of 
the accidents which fall in the remaining three groups. 
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Group I or ‘important’ accidents: 

17. Overall incidence: —The incidence of important accidents, gauge- 
wise, in relation to the density of traffic, is shown in Table 2 below:— 

TABLE 2 


Incidence of important accidents—Gaugewise 


Year 




Number of 
accidents 

Train kilo¬ 
metres (in 
millions) 

Incidence 
of accidents 
per million 
train 

kilometres 

Index of 
incidence 

(1) 




(2) 

(3) 

(4) 

(5) 

Broad Gauge 








1962-63 


. 


907 

266.96 

3.3 

100 (base)* 

1963-64 




827 

270.0 

3.1 

94 

1964-65 




589 

276.9 

2.1 

64 

1965-66 




535 

287.4 

1.9 

58 

1966-67 




484 

291.3 

1.7 

52 

1967-68 




503 

295.1 

1.7 

52 100 (base)* 

1968-69 




435 

305-87 

1.42 

84 

1969-70 




447 

315.56 

1.42 

84 

1970-71 




381 

311.93 

1.22 

72 

1971-72 




377 

320.45 

1.18 

69 

1972-73 




388 

320.0 

1.21 

71 

1973-74 




377 

301.94 

1.25 

74 

1974-75 




450 

305-98 

1.47 

86 

1975-76 




463 

342.51 

1.35 

79 

1976-77 




383 

361.27 

1.06 

62 

1977-78 




414 

376.23 

1.10 

65 

Metre Gauge 








1962-63 


. 

• 

858 

129.70 

6.5 

100 (base)* 

1963-64 


■ 

• 

732 

133.09' 

5.5 

85 


*1962-63 has been taken as the base for the 5-year period commencing from 1963-64 
1967-68 has been taken as the base for the 10-year period commencing from 1968-69 
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(1) 


(2) 

(3) 

(4) 

(5) 

1964-65 . 


610 

137.36 

4.4 

68 

1965-66 . 


598 

140-43 

4.3 

66 

1966-67 . 


533 

140.88 

3.8 

58 

1967-68 . 


528 

139.97 

3.8 

58 100(base)* 

1968-69 . 


421 

142-31 

2.96 

78 

1969-70 . 


456 

145.58 

3.13 

82 

1970-71 . 


400 

143.51 

2.79 

73 

1971-72 . 


428 

142.77 

3.00 

79 

1972-73 . 


363 

140.18 

2.59 

68 

1973-74 . 


346 

119.65 

2-89 

76 

1974-75 . 


421 

114.45 

3.68 

97 

1975-76 . 

• 

455 

134.44 

3.38 

89 

1976-77 . 

. 

358 

139.49 

2.57 

68 

1977-78 . 

. 

393 

138.57 

2.84 

75 

Narrow Gauge 
1962-63 . 


130 

HlfiHP 

11.4 

100 (base)* 

1963-64 . 


83 

11.41 

7.3 

63 

1964-65 . 


80 

11.37 

70 

61 

1965-66 . 


67 

11.31 

60 

53 

1966-67 . 


73 

11.54 

6-3 

55 

1967-68 . 


74 

1166 

63 

55 100(base)* 

1968-69 . 


52 

11.72 

4.44 

70 

1969-70 . 


60 

1170 

5.13 

81 

1970-71 . 


59 

11.45 

5.15 

82 

1971-72 . 


59 

11.26 

5.24 

83 

1972-73 . 


62 

1126 

5.51 

87 

1973-74 . 


59 

9.68 

610 

97 

1974-75 . 


54 

9.16 

5.90 

94 

1975-76 . 


46 

9.43 

4.88 

77 

1976-77 . 


39 

951 

4.10 

65 

1977-78 . 


59 

10.11 

5.84 

93 


*1962-63 has been taken as the base for the 5-year period commencing from 1963-64. 
1967-68 has been taken as the base for tne 10-year period commencing from 1968-69. 
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18. It will be seen that, on the broad and metre gauges, there was, by 
and large, a fall in the incidence of important accidents per million train 
kilometres except for the years 1974-75 and 1975-76 during which there 
was an increase. After some improvement in 1976-77, the incidence of 
important accidents again increased in 1977-78 both on the broad and 
metre gauges. On the narrow gauge, after an abrupt fall during 1968-69, 
the incidence of important accidents per million train kilometres steadily 
rose to 6.10 during 1973-74. This was followed by a decline for three years 
to 4.10 in 1976-77. In 1977-78 there was a significant increase in the in¬ 
cidence of important accidents to 5.84 per million train kilometres. 

19. The number of important accidents taken categorywise, viz-, collisions, 
derailm ents, accidents at level crossings and fires in trains which occurred 
since 1963-64 is given in Annexure II. The trend is shown in Graph 2. 
In the paragraphs that follow we have discussed the incidence of these 
in detail. In order to highlight the relative hazard potential of the different 
categories of important accidents, casualties and loss due to damage which 
resulted from these are given in Table 3. 

TABLE 3 

Casualties and loss due to damage in important accidents during the period 1968-69 to 

1977-78 

A—Number of accidents/casualties/amount 
of loss 

B— ‘A’ taken as a percentage of the total 
against item 5. 


Category of 

A 

Number of 


Casualties 


Loss due 

accident 

or 

B 

acciucnti ^ ■ 
and per- 




(Rupees 


centage of 

Killed 

Injured 

Total 

in lakhs) 



the total 





1. Collisions 

A 

B 

571 

6-6 

617 

30.1 

2,938 

40.0 

3,555 

37-8 

770 

35.8 

2. Derailments . 

A 

B 

6,728 

77-3 

368 

47-9 

1,656 

22.6 

2,024 

21.5 

1,269 

59.0 

3. Accidents at level 
crossings 

A 

B 

1,159 

13.3 

927 

45.2 

2,293 

31.2 

3,220 

34.3 

5 

0-3 

4. Fires in trains 

A 

B 

247 

2.8 

140 

6.8 

457 

6.2 

597 

6.4 

105 

4.9 

5. Total number of im¬ 
portant accidents 


8,705 

2,052 

7,344 

9,396 

2,150 
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20. It will be seen that though collisions constituted 6.6 per cent of the 
total number of important accidents during the period 1968-69 to 1977-78, 
these accounted for 30.1, 40 and 35.8 per cent of the deaths, injuries and 
loss due to damage to railway property respectively. Accidents at level 
crossings resulted in the largest number of fatalities, mainly of road users; 
these accounted for 45.2 per cent of the persons killed in important accidents. 
Derailments constituted 77.3 per cent of the total number of important 
accidents and accounted for 17.9, 22.6 and 59 per cent of the deaths,, 
injuries and loss due to damage to railway property respectively. 

21. Collisions .—The incidence of train collisions per million train 
kilometres and their number, gauge-wise, are given in Table 4. The trend 
is shown in Graph 3. 


TABLE 4 

Incidence of train collisions—gauge wise 

A—Number of train collisions 

B—Incidence of train collisions per 
million train kilometrers. 


Year 

Broad Gauge 

A B 

Metre Gauge 

llfTlj B 

Narrow Gauge 

A B 

Total 

A '-B 

1963-64 

58 

0.21 

25 

0.18 

3 

0.26 

86 

0.20 

1964-65 

54 

0.19 

29 

0.21 

3 

0.26 

86 

020 

9965-66 

58 

0.20 

21 

0.14 

Nil 


79 

0.18 

1966-67 

51 

0.17 

16 

0.11 

1 

0.09 

68 

0.15 

1967-68 

48 

0.16 

20 

0.14 

2 

0.17 

70 

0.16 

1968-69 

36 

0.12 

11 

0.08 

Nil 


47 

0.10 

1969-70 

40 

0.13 

14 

0.10 

Nil 


54 

0.11 

1970-71 

48 

0.15 

11 

0.08 

Nil 


59 

0.13 

1971-72 

38 

0.12 

17 

0.12 

2 

0.18 

57 

0.12 

1972-73 

44 

0.14 

14 

0.10 

1 

0.09 

59 

0.13 

1973-74 

58 

0.19 

7 

0.06 

1 

0.10 

66 

0.15 

1974-75 

52 

0.17 

14 

0.12 

Nil 


66 

0 - 1 5 

1975-76 

48 

0.14 

16 

012 

Nil 


64 

0.1 3 

1976-77 

38 

0.11 

7 

0.05 

Nil 

45 

0.0 9 

1977-08 

44 

0.12 

9 

0.06 

1 

0.10 

54 

0.10 
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22. As was observed by the Kunzru and Wanchoo Committees also, the 
incidence of train collisions per million train kilometres on the metre gauge 
has all along been less than that on the broad gauge. On the broad gauge, 
after a sharp drop in the incidence of train collisions to 0.12 per million 
train kilometres in 1968-69 as compared to 0.16 in the 'previous year, it 
fluctuated between 0.12 and 0.15 till 1973-74 when there was a sharp 
inerases to 0.19. This was followed by a declining trend. On the metre 
gauge also, there has been a general declining trend. On the narrow gauge 
too, the incidence of train collisions has come down in recent years. 

23. The incidence of train collisions involving passenger* and goods 
trains on the broad and metre gauges is given in Table 5 below:— 

TABLE 5 

Incidence of collisions—taking passenger trains and goods trains (including other trains) 

Separately 

A—Number of train collisions 
B—Incidence of train collisions per 
million passenger/good s train kilo- 
mcires. 

Passenger trains Goods trains (including 

other trains) 

Broad Metre Broad Metre 

Gauge Gauge Gauge Gauge 

"A B A B A B ~ 'A B 

(2) (3) (4) “(5) (6) (7) (8) (9)~ 


1963-64 

• 

14 

0.11 

10 

0.13 

44 

0.35 

15 

0.30 

1964-65 

• 

13 

0.10 

13 

017 

41 

0.33 

16 

0.31 

1965-66 

• 

27 

0.19 

9 

0.11 

31 

0-24 

12 

0.23 

1966-67 


18 

0.12 

2 

0.02 

33 

0.25 

14 

0.27 

1967-68 


23 

0.16 

12 

015 

25 

0.18 

8 

016 

1968-69 


19 

0.12 

4 

005 

17 

0.11 

7 

0.12 

1969-70 

• 

8 

0.05 

4 

0.05 

32 

0.20 

10 

016 

1970-71 


19 

0-12 

6 

0.07 

29 

0.19 

5 

O.Og 

1971-72 


17 

010 

8 

0.09 

21 

013 

9 

0.15 

1972-73 


15 

0.09 

6 

0.07 

29 

0.18 

8 

0.14 

1973-74 


26 

012 

4 

0.06 

32 

0.22 

3 

006 

1974-75 


24 

0.16 

5 

0.08 

28 

0.18 

9 

0.18 

1975-76 


21 

0.12 

7 

0.09 

27 

016 

9 

017 

1976-77 


17 

0.09 

5 

0.06 

21 

0.12 

2 

0.04 

1977-78 


29 

0.15 

6 

0.07 

15 

0.08 

3 

0.06 


♦Collisions involving a train carrying passengers is treated as a passenger train collision. 


Year 

oT 
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24. On the broad gauge, the incidence of collisions involving passenger 
trains fluctuated 1 considerably during the last decade. The declining trend 
from 1968-69 to 1972-73 got reversed during 1973-74 and 1974-75 
when the incidence increased to 0.16 per million train kilometres, thus going 
hack to the level obtaining in 1967-68. It then declined for two years to 
0.09 in 1976-77 but again rose to 0.15 in 1977-78, In the case of goods 
trains on the broad gauge, after a general rising trend from 1968-69 to 
1973-74, during which period the incidence increased from 0.11 to 0.22 per 
million train kilometres, there has been a steady decline in the incruence 
during the last five years and was 0.08 during 1976-78. 

On the metre gauge the incidence of collision involving passenger trains 
registered a sharp decline during 1968-69, being 0.05 per million passenger 
train kilometres as compared to 0.15 in the previous year. During 1970-71 

the incidence rose to 0.07 and has remained almost static thereafter. 
Collisions of goods trains on metre gauge have shown a general declining 

trend except for the two intervening years 1974-75 and 1975-76 when their 
incidence rose sharply. 

, 25. Derailments .—The incidence of derailments on the broad and metre 

gauges per million passenger | goods train kilometres is given in Tabic 6 
and the trend is shown in Graph 4. 

Table 6 

Incidence of derailments on broad and metre gauge taking passenger trains and 
goods trains (including other trains ) separately. 

A—'Number of derailments 

B—Incidence per million passenger/ 
goods train kilometres. 


Year 

Passenger 

Goods 


Total 


A 

B 

A 

B 

A 

B 

(1) 

(2) 

(3) 

(4) 

(5) 

(6) 

(7) 

Broad Gauge 







!963-64 

56 

0.41 

567 

4.4 

623 

2.3 

1964-65 

66 

0.49 

386 

3.1 

452 

1.6 

1065-66 

68 

048 

318 

2.4 

386 

1.3 

1966-67 

66 

0.46 

272 

2.1 

338 

1.2 

1067-68 

73 

0.50 

295 

2.0 

36g 

1.2 
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(1) 

(2) 

(3) 

(4) 

(5) 

(7) 

(7) 

I 968-69 

78 

0.51 

217 

1.42 

295 

1.0 

1969-70 

61 

0.39 

251 

1.57 

312 

1.0 

1970-71 

62 

0.39 

201 

1.30 

263 

0.8 

1971-72 

57 

0.35 

211 

1.33 

268 

0.8 

1972-73 

71 

0.44 

185 

1.17 

256 

0.8 

1973-74 

56 

' 0.36 

191 

1.31 

247 

0.8 

1974-75 

71 

0.46 

234 

1.53 

305 

1.0 

1975-76 

82 

0.48 

259 

1.52 

341 

1.0 

1976-77 

70 

0.38 

229 

1.29 

299 

0.8 

1977-78 

88 

0.45 

227 

1.26 

315 

0.8 

Metre Gauge 

1963-64 

73 

0-99 

520 

10.4 

593 

4-5 

1964-65 

64 

0.83 

m 

8.6 

505 

3.7 

1965-66 

61 

077 

447 

8.4 

508 

3.6 

1966-67 

67 

0.82 

396 

7.6 

463 

3.3 

1967-68 

84 

1.00 

365 

7.7 

449 

3-2 

1968-69 

51 

0.62 

296 

4.91 

347 

2.4 

1969-70 

65 

0.78 

323 

5.21 

388 

2.7 

1970-71 

49 

0.58 

290 

4.93 

339 

2.4 

1971-72 

\ 

74 

0-88 

281 

4.81 

355 

2.5 

1972-73 

49 

0.59 

242 

4.27 

291 

2.1 

1973-74 

64 

0-89 

214 

4.49 

278 

2.3 

1974-75 

74 

1.13 

269 

5-50 

343 

3.0 

1975-76 

93 

1.14 

292 

5.54 

385 

2.9 

1976-77 

67 

0.80 

■232 

4.20 

299 

2.1 

1977-78 

81 

0.95 

256 

4.83 

337 

2.4 


26. On the broad gauge, there was a reduction in the incidence of 
derailments in 1968-69 as compared to the previous year, after which it 
has remained almost static. Taking passenger and goods trains separately, 
we find that while the incidence of derailments of passenger trains has not 
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shown much change, there has been considerable decline in the incidence 
of goods train derailments during the 10-year period of our study as com¬ 
pared to the position obtaining in the 5-year period ending 1967-68. 


On the metre gauge, the incidence of derailments of passenger trains 
had recorded a general decline in the quinquenium 1968-69 to 1972-73, 
but during the subsequent 5-year period ending 1977-78 there was con¬ 
siderable deterioration in the position and the incidence per million 
passenger train kilometres has gone back to the level obtaining prior to 
1967-68- In the case of goods trains on the metre gauge, there was a 
sharp drop in the incidence of derailments during 1968-69 to 4.91 as 
compared to 7.7 in the previous year; it has remained around that level 
since then. 


27. Accidents at level crossings .—The number of accidents at manned 
and unmanned level crossings during the 10-year period ending 1977-78 
together with those in the earlier quinquenium are given in Table 7. 

Tablf 7 

Incidence of accidnts at manned and unmanned level crossings. 

A—Number of level crossings 

B—Number of accidents 

C—Incidence of accidents per manned 
unmanned level crossing. ' 




Incidence 

of 

accidents at level crossings 

Year 


Manned 


Unmanned 


A 

B 

C 

A* B C 

1 

2 

3 

4 

5 6 7 


1963-64 

. 7 

1964-65 

| 

. ] 16,300 

1965-66 

V 

• I 

1966-67 

! 

• ! 

1967-68 

J 


40 0.0025 26,085 88 0.003 4 

(Average for 5 years'—Taken from Part I 
Report of the Wanchoo Committee) 
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(1) 


(2) 

(3) 

(4) 

(5) 

(6) 

(7) 

1968-69 . 

. 

14,603 

40 

0.0027 

26,068 

89 

0 0034 

1969-70 

■ 

14,662 

36 

0.0025 

26,172 

75 

0 0029 

1970-71 

• 

14,713 

31 

0.0021 

26,491 

90 

0.0034, 

1971-72 

• 

14,682 

38 

0.0026 

26,627 

80 

0.0030> 

1972-73 

• 

N.A. 

43 


N.A. 

88 

• • 

1973-74 

* 

14,805 

34 

0.0023 

26,634 

91 

0.0034 

1974-75 


14,746 

44 

0.0030 

26,379 

96 

0 0036 

1975-76 


14,410 

27 

0-0019 

26,757 

78 

0.0029 

1976-77 


14,208 

23 

0.0016 

26,430 

63 

0.0024 

1977-78 

• 

13,953 

6 30 

0.0022 

26,638 

63 

0.0024- 


♦Figures include ’D’ class level crossings also. 
N.A.—denotes ” not available 


28. We find that there has been, by and large, a downward trend in 
the incidence of accidents at both manned and unmanned level crossing 
during the 10-year period ending 1977-78. Since level crossing accidents 
account for 45 per cent of the fatalities in all accidents, the decline in theic 
number is a healthy sign. During the 5-year period covered by the 
Wanchoo Committee, the average annual number of persons killed and: 
injured in level crossing accidents was 45 and 169 respectively. As. 
against that, during the 10-year peripd ending 1977-78 the average annual 
number of persons killed and injured had gone up to 93 and 229 respec¬ 
tively. This clearly shows that the fall in the incidence of level crossing 
accidents does not mean a reduction in the hazard to human life and limb 
in these accidents. Since just less than half of the total deaths in railway 
accidents are accounted for by level crossing accidents, the gravity of 
these needs no further emphasis. We have made recommendations in this 
respect in Chapter IV of this report but we would stress that this should 
be viewed as a matter of overriding urgency and action initiated accord¬ 
ingly. 

29. Fires in trains .-—The number of accidents due to fires in trains 
and the incidence thereof correlated to density of traffic taken separately 
for passenger and goods trains is given in Table S. The trend is shown 
in Graph 5. 
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TABLE 8 

Hnc&ence qf fires m. trains on broad and'metre gauges taking passenger trains and goods 
drains ,(including other trains ) separately. 


A—Number 

B—Incidence per million passenger/ 
goods train kilometres. 


• 

Gauge 

Year 

Passenger Trains 

Goods Trains 


Total 

A 

B 

A 

B 

A 

B 

Sroad Gauge 

1963-64 

■53 

0-41 

24 

0-19 

77 

0-29 

4964-65 

15 

0-11 

6 

0.05 

21 

008 

-1965-66 

20 

0‘ 14 

12 

0-09 

32 

Oil 

•1966-67 .. 

26 

0-18 

8 

0-06 

34 

0-11 

■1967-68 

•18 

0-12 

8 

0-06 

26 

0-09 

,1968-69 . 

.35 

0-23 

3 

0-02 

38 

0-12 

‘1969-70 

28 ' 

0-18 

7 

0-04 

35 

Oil 

>1970-71 

7 

0-04 

2 

0-01 

9 

003 

jl 971-72 

18 

0-11 

4 

003 

22 

0-07 

i972-73 

13 

0-08 

8 

0-05 

21 

0-07 

,1973-74 

/ 

10 

0-06 

1 

001 

11 

0-04 

1974-75 

16 

• 0T0 

3 

O'02 

19 

0-06 

1975-76 

14 

0-08 

5 

0-03 

19 

006 

1976-77 .. 

12 

0-07 

Nil 


12 

0-03 

1977-78 

8 

0-04 

3 

0-02 

11 

0-03 

IMetre Gauge 

1963-64 

26 

0‘35 

9 

0-18 

35 

0-26 

1964-65 

9 

0-11 

1 

0-02 

10 

0-07 


1 RB.—2. 
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1 


2 

3 

4 

5 

6 

7' 

1965-66 


10 

Oil 

Nil 


10 

0-07 

1966-67 

• • 

18 

0-22 

1 

0-02 

19 

0-13 

1967-68 

• • 

15 

0-18 

1 

0-02 

16 

0-11 

1968-69 

• • 

9 

0-11 

1 

0-02 

10 

1 

0*0 T 

1969-70 


10 

0-12 

Nil 


10 

0-07' 

1970-71 

• • 

2 

0-02 

1 

0-02 

3 

0-02 

1971-72 

• « 

Nil 

•• 

Nil 

• • 

Nil 


1972-73 

• • 

4 

0-05 

Nil 


4 

0-03- 

1973-74 

• • 

1 

0-01 

Nil 


I 

0-01 

1974-75 

• • 

2 

0-03 

r W>-, 

004 

4 

0-03’ 

1975-76 


5 

0-06 

3 

0-06 

8 

0-06- 

1976-77 


2 

0-05 

Nil 

•• 

4 

0-03 

1977-78 


3 

O'04 

Nil 


3 

0-02 


30. The sudden drop in the incidence of fires in trains on both the: 
broad and metre gauges during 1970-71 as compared to the previous year 
was due to the revision in classification of accidents falling in this category,, 
consequent to implementation of recommendation 324(iii) in Part II of 
the report of the Wanchoo Committee, whereby fires in diesel and electric 
locomotives began to be treated as ‘engine failures’. Thereafter the inci¬ 
dence of fires in trains on the broad gauge had increased. However, since 
1974-75 there has been a declining trend. On the metre gauge, the inci¬ 
dence of fires increased during 1975-76 followed by a decline during the- 
next two years. 

Fires in trains during the period 1963-64 to 1967-68 resulted in 25.4‘ 
jfer cent of the total number of deaths; the figure has now come' down to* 
6.8 per cent. 

Group II accidents or failure of railway equipment: 

31. Accidents due to failure of railway equipment under different cate¬ 
gories are given in Table 9. The trend is depected in Graph 6. 
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TABLE 9 


Number of accidents due to failure of railway equipment 


Year 

Failure of engine 
and rolling stock 

En- Coup- Other 

gines lings rolling 

and stock 

draft 
gear 

Fai¬ 

lure 

of 

per¬ 

ma¬ 

nent 

way 

Fai¬ 

lure 

of 

over¬ 

head 

wires 

Fai¬ 

lure! 

of 

signa¬ 

lling 

appa¬ 

ratus 

Total] 

(1) 

(2) 

(3) 

(4) 

(5) 

(6) 

(7) 

(8) 

1963-64 . 

. 2,292 

1,413 

298 

173 

Nil 

• 

4,176 

1964-65 . 

2,830 

1,023 

309 

240 

Nil 

* 

3,602 

196'-66 . 

1,970 

840 

333 

205 

Nil 

* 

3,348 

1961 -67 . 

2,124 

613 

249 

239 

Nil 

* 

3,225 

196’-68 . 

2,042 

549 

212 

■194 

Nil 

* 

2,997 

1968-69 , 

2,010 

480 

214 

154 

1 

* 

2,859 

1969-70 . 

. 2,049 

394 

208 

166 

Nil 

+ 

2,817 

1979-71 . 

. 2,343 

392 

210 

117 

N.A. 

* 

3,062 

1971-72 , 

. 2,330 

357 

258 

98 

N.A. 

* 

3,043 

1971-73 . 

3,896 

434 

207 

535 

113 

* 

5,185 

1973-74 . 

. 4,815 

323 

191 

560 

193 

* 

6,082 

197 4-75 . 

7,138 

383 

381 

435 

162 

N.A. 

8,499 

1975-76 . 

7,905 

382 

310 

652 

174 

342 

9,765 

1976-77 . 

5,493 

f 621 

300 

1,013 

120 

309 

7,856 

1977-78 . 

6,208 

526 

1,267 

768 

111 

376 

9,256 


♦Failure of signalling apparatus began'to be classified as an accident under the head 
“ Failure of Railway Equipment ” (from the year 1974-75) consequent to the acceptance of 
the recommendation 324 (v) in Part II report of the Wanchoo Committee. 


N. A. denotes information not available. 

32, It is seen that engine failures had recorded a sharp increase in 
1972-73 and the figure had more than doubled by 1975-76. The increase 
during 1972-73 was due to the revised classification of engine failures ac¬ 
cording to which a diesel or electric locomotive is considered to have failed 
if it cnu'ses a delay of 30 minutes or more to the train it is hauling (as 
against the earlier figure of 60 minutes or more). After a sharp drop in 
engine failures during 1976-77, their number again increased in 1977-78. 

33, The declining trend in the number of failures of couplings and 
draft gear which had set in prior to the appointment of the Wanchoo Com¬ 
mittee, continued till 1973-74 after which there has been an upward trend. 






CHAPTER I 


INTRODUCTORY 

The latter part of the second half of 1977 saw two serious railway 
accidents in quick succession, involving heavy casualties and damage to 
railway property. The first was the collision between Howrah-Amritsar 
Deluxe Express and a goods train at Naini station on Mughal sarai-Allaha- 
bad broad gauge section of the Northern Railway on October 10, 1977 and 
the second was the derailment of Ahmedabad-Delhi Mail between Ajarka 
and Bawal stations on Bandikui-Rewari metre gauge section of the Western 
Railway on November 11, 1977. These accidents had greatly agitated 
the public and deep concern was voiced in the Parliament and> the Press. 
It was against this background that the Minister of Railways, Prof. Madhu 
Dapdavate, while making a statement in the Rajya Sabha on December 19, 
1977 ann ounced the Government’s decision to constitute a committee to 
go into the whole question of accidents. Subsequently, the following 
announcement was made by the Government of India through their 
Notification No. ERBI/77/21/86 dated January 3, 1978: 

“Having regard to the views expressed by the Members of Parliament 
and others on the recent rail accidents, the Minister of Railways 
announced in Pjarliament on December 19, 1977 the Government’s 
decision to appoint a High-Power Accidents Enquiry Committee to go 
into the whole question of accidents. 

The constitution of the Committee will be as follows:— 

Chairman 

1. Shri S. M. Sikri, former Chief Justice of Supreme Court 

of India. 

Members 

2. Dr. Murli Manohar Joshi, Member of Parliament (Lok 

Sabha). 

3. Shri Khurshid Alam Khan, Member of Parliament (Rajya 

Sabha) 

4. Shri Bagaram Tulpule, former General Manager Durga- 

pur Steel Plant and ex-Chairman, National Safety 

Council. 

5. Shri P. Sahai. Ex-Member Railway Board. 
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36. We find that there was a sharp rise in the number of failures of 
permanent way during 1972-73. This was followed by a further jump in 
1976-77, the increase being mainly due to increase in the number of bro¬ 
ken rails. The incidence of broken rails per 100 kilometres of running 
track increased from 0.14 during 1968-69 to 1.22 during 1976-77. Dur¬ 
ing 1977-78, the incidence stood at 0.91. The steep rise in the incidence 
during the last decade is a matter of concern and calls for- corrective action. 
We have commented further on this while reviewing the progress of track 
renewals in Chapter IV (Permanent Way). 

37. Failures of overhead wires has shown a general decline since 1973- 
74. Compilation of separate statistics of failure of signalling apparatus 
commenced only from 1975-76. No trend is discernible during this short 
period except that during 1977-78, there has been an increase in such 
failures as compared to the previous two years. 

Group Ill or miscellaneous accidents 

38. It will be seen from Annexure I that the declining trend in the inci¬ 
dence of miscellaneous accidents viz. trains running over obstructions, 
collisions involving light engines, trollies, derailments of light engines, fires 
at station, etc. which had commenced prior to the appointment of the 
Wanchoo Committee continued till 1971-72. This was followed by an in¬ 
crease in the incidence of such accidents during 1972-73 and 1973-74, 
after which there has again been a steady decline. 

Group IV or indicative accidents 

39. The incidence of indicative accidents which include averted colli¬ 
sions, breach of block rules and disregard of signals by drivers per million 
train kilometres categorywise is given in Table 11 below:— 

table li 

Incidence of Group IV or indicative accidents 

A—Number of accidents 

B—Incidence per million train 
kilometres 


Year 


Category of indicative accident 


Averted 

collisions 

Breach of block 
rules 

Drivers passing 
signals at danger 

A 

B 

A 

B 

A 

B 

1 

2 

3 

4 

5 

6 " 

7 

1963-64 . 

63 

0-15 

82 

0-20 

126 

0-30 

1964-65 . 

55 

0-13 

76 

0.18 

116 

0-27 

1965-66 . 

45 

0-10 

58 

0-13 

108 

•25 
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1 

2 

3 

4 

5 

6 

7 

1966-67 . 

46 

0-10 

56 

0-13 

93 

0-21 

1967-68 . 

44 

0-10 

41 

0-09 

100 

0-22 

1968-69 . 

31 

0-07 

46 

0-10 

68 

0-15 

1969-70 . 

22 

0-05 

36 

0-08 

47 ' 

0-10 

1970-71 

24 

0-05 

34 

0 07 

59 

0-13 

1971-72 . 

23 

0-05 

20 

0-04 

46 

0-10 

1972-73 . 

13 

0-03 

17 

0-04 

46 

0-10 

1973-74 . 

19 

0-04 

11 

0-03 

45 

010 

1974 75 . 

16 

O'04 

16 

0-04 

36 

0-08 

1975-76 . 

15 

0-03 

15 

0'03 

49 

0 10 

1976-77 . 

10 

0-02 

4 

0-01 

25 

0-05 

1977-78 . 

14 

0-03 

11 

0-02 

28 

005 

40. It will be seen that there has been a general declining trend in the 
incidence of averted collisions, breach of block rules and disregard of 
signals by drivers. 

41. The incidence of train partings on passenger and goods trains per 


100 million vehicle/wagon kilometres respectively is given in Table 12 
below:— 

TABLE 12 

Incidence of train partings on passenger and goods trains during the years 1968-69 to 

1977-78 

A—Number of train partings 

B—Incidence per 100 million vehicle/ 
wagon kilometres 


Year 


Vehicle 

Passenger trains 

Wagon 

Goods trains 
(including other 
trains) 

A B 

metres 
(in mi- 
lions) 

A 

B 

metres 
(in mil¬ 
lions) 

""1 


2 

3 

4 

5 

6 

7 

1968-69 . 


4,716 

64 

1-36 

10,815 

589 

5-45 

1969-70 . 


4,899 

33 

0-67 

11,310 

557 

4-92 

1970-7! . 


5,011 

39 

0-78 

10.999 

536 

4-87 

1971-72 . 

• 

5,202 

36 

0-69 

11,248 

552 

4-91 

1972-73 . 


5,242 

43 

0-82 

11,372 

427 

3-75 
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1 

2 

3 

4 

5 

6 

7 

U973-74 

4,918 

27 

0-55 

10,371 

334 

3-22 

It 974-75 . 

4,700 

31 

0-66 

10,969 

354 

3-23 

1975-76 . 

5,458 

6 

0-11 

12,184 

591 

4-85 

1976-77 . 

5,910 

18 

0-30 

13,065 

604 

4-62 

1977-78 . 

6,187 

12 

0-19 

13,299 

516 

3-88 


42. The incidence of passenger train partings per 100 million vehicle 
^kilometres has dropped considerably during the last 10 years. During 
1977-78, the incidence was 0.19 as compared to 1.36 during 1968-69. 
There has been a fall in the incidence of train partings on goods trains 
also, though not as marked as in the case of passenger trains. The inci¬ 
dence of goods train partings per 100 million wagon kilometres has drop¬ 
ped from 5.45 in 1968-69 to 3.22 in 1973-74. The incidence had gone 
up for two years during 1975-76 and 1976-77; however, during 1977-78 
at dropped to 3.88 as compared to 4.62 in the previous year. 

43. Conclusions :—From the broad review of accidents as made in the 
foregoing paragraphs we find that' there has been a general decline in the 
incidence of important accidents (Group I), miscellaneous accidents 
(Group III) and indicative accidents (Group IV) during the 10-year 
period from 1968-69 to 1977-78 as compared to the position obtaining in 
the 5-year period from 1963-64 to 1967-68 which was reviewed by the 
Wanchoo Committee. Group II ■ accidents or failures of railway equip¬ 
ment, namely, locomotives, rolling stock, permanent way, etc., however, 
■increased substantially during the said period. This demands immediate 
attention and action. We have made some recommendations in this re¬ 
gard in Chapter IV of this report. We also find that the years 1974-75 
and 1975-76 stand out as two significantly bad years as far as accidents 
are concerned. During these years, the incidence of almos't all categories 
of accidents increased sharply. This increase has been attributed by the 
Railway Board mainly to the general labour unrest which culminated in 
the all-India railway strike in May, 1974 and its after-effects. In the 
words of the Railway Board: “This affected the maintenance of rolling 
stock, track and more particularly discipline among the railwaymen.” 
This clearly brings out the importance of healthy industrial relations on the 
Railways for safe and efficient operation of trains. We will, however, 
make our recommendations on .this aspect in the subsequent report after 
.completing our study. 



CHAPTER 111 


Serious accidents during the years 1968-69 to 1977-78 —Causes and 

Consequences 

44. In exercise of the powers conferred under section 84 of the Indian; 
Railways Act 1890 (9 of 1890), the Central Government (Ministry o£ 
Tourism and Civil Aviation) have framed rules captioned ‘Statutory In¬ 
vestigations into Railway Accidents Rules—1973’ for enquiry into ‘serious 
accidents’, by the Additional Commissioners of Railway Safety. These- 
rules were issued in implementation of recommendation 279 (ii) in Part II 
of the report of the Wanchoo Committee by the Ministry of Tourism and 
Civil Aviation who exercise administrative control over the Commission of 
Railway Safety. They superseded the related provisions contained in the: 
Railway Board’s Notification of April, 1966. According to these rules an; 
inquiry into every ‘serious accident’ by the Additional Commissioner of 
Railway Safety is obligatory unless the Central Government has appointed: 
a Commission of Inquiry to inquire into the accident under the Commis¬ 
sion of Inquiry Act, 1952 (68 of 1952), or has appointed any other autho¬ 
rity to inquire into it and for that purpose has made all or any of the provi¬ 
sions of the said act applicable to that authority. For the purpose of this, 
rule ‘serious accident’ has been termed as one involving a train carrying' 
passengers which is attended with loss of human life or grievous hurt, as 
defined in the Indian Penal Code, to a passenger or possengers in the train,, 
or with serious damage to railway property of the value exceeding one- 
lakh rupees. 

45. Serious accidents of the above nature attract the attention of the 
public and press on a much wider scale than the other accidents. In fact,, 
the safety of rail travel is apt to be judged from the frequency of such acci¬ 
dents. Accidents of this description have, therefore, been singled out for 
analysis separately and in this Chapter we give the incidence, causes and 
consequences of such of the serious accidents as were inquired into by the- 
Additional Commissioners of Railway Safety or a Commission of Inquiry 
from 1968-69 to 1977-78. 

46. During the 10-year period from 1968-69 to 1977-78, there were- 
219 serious accidents on the Indian Railways. Out of these, in 218, sta¬ 
tutory inquiries were held by officers of the Commission of Railway- 
Safety and in one case* the inquiry was held by a Commission of Inquiry 

•Accident involving 13 Up Tezpur Express between Udalguri and Rowtabagan stations 
on Rangiya-Rangapara North section of Northeast Frontier Railway on 30-5-1977 (Killed— 
85, Injured—106, Damage to railway property—Rs. 11-11 lakhs. Cause—Washing away 
of the Bridge by flash floods—An act of God). 
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appointed under the Commissions of Inquiry Act, 1952. We find from the 
annual reports of the Commission of Railway Safety that during the period 
1968-69 to 1976-77 there were another 17 serious accidents, inquiries, 
into which were entrusted by the Additional Commissioners of Railway 
Safety to the Railway Administrations under sub-rule (5) of rule 2 of the 
‘Statutory Investigation into Railway Accidents Rules, 1973’. 

47. Casualties and damage in serious accidents .—A measure of the 
gravity of serious accidents is the relatively high proportion of casualties 
and damage to railway property which takes place in them. The extent 
of casualties and damage to railway property in serious accidents in com¬ 
parison to those which took place in important accidents namely, colli¬ 
sions, derailments, fires in trains and accidents between trains and road 
vehicles at level crossings during the period 1968-69 to 1977-78 is given in 
Table 13 below. 


TABLE 13 

Casualties and damage to Railway property in serious accidents compared to those in all 
categories of important accidents (Group I) 




1968-69 to 1977-78 


Type of accident Total 

Casualties 


Extent of loss 
due to damage 
to railway 
property 

luiuiuct “ 

of 

accidents 

Killed 

Injured 

T *al 





(Rupees in lakhs) 

0) 

(2) 

(3) 

(4) 

(5) 

(6) 

(1) Infporlant accidents, 
(collisions, derailments, 
fires in trains and acci¬ 
dents between trains 
and road vehicles at 
level crossings 

8,705 

2,052 

7,344 

9,396 

2,150 

(2) *Serious accidents in¬ 
quired into by the Ad¬ 
ditional Commissioners 
of Railway Safety and 
the Commission of In¬ 
quiry 

219 

1,068 

3,429 

4,497 

449 

(3) Serious accidents falling 
under categories men¬ 
tioned in item (1) above 

197 

1,008 

3,208 

4,216 

446 

(4) Percentage (3) 

- x 100 
(1) 

2-3 

49-1 

43-7 

44-9 

20-7 


♦These include accidents like explosions, collisions of trains with infringing, hoarding 
signal ladder, accidents causing casualties due to passengers struck by a hoarding or overhead 
bridge, accidents with road vehicles alongside track, etc. which do not fall in the category 
of important accidents against item (1) above. 





48. It will be seen that while serious accidents constituted only 2.3 
per cent of the total number of important accidents (Group I), these 
accounted for 49.1 per cent of the total fatalities, 43.7 per cent of the 
injuries and 20.7 per cent of the loss due to damage to railway property 
in all categories of important accidents. 

49. Incidence of serious accidents .—The number of serious accidents 
which occurred annually from 1957-58 to 1977-78 is given in Table 14 
tielow. 


TABLE 14 


Number of serious accidents from 1957-58 1 0 > 1977-78 


Year 



Number 

Year 

Number 

1957-58 

. 


17 

1968-69 . 

18 

1958-59 

. 


17 

1969-70 . 

16 

1959-60 



10 

1970-71 . 

20 

1960-61 



15 

1971-72 . 

17 

1961-62 



15 

1972-73 . 

14 


Total 

• 

74 

Total 

85 

1962-63 



14 



1963-64 


• 

9 

1973-74 . „ * . 

21 

1964-65 

• 


13 

1974-75 . 

20 

1965-66 

mJ • 


15 

1975-76 . 

25 

1966-67 

. 


23 

1976-77 . 

1 24 

1967-68 



19 

1977-78 . . ' 

24 


Total . 


79 

Total 

114 


The figures of serious accidents shown in Table 14 above against the years 
1974-75 and thereafter, do not include 20 serious accidents* involving 
collisions between good/passenger trains and road vehicles at manned 
level crossings in which there was loss of life or grievous injury to the 
passengers in road vehicles and accidents involving collisions and derail¬ 
ments of goods trains in which there was loss of life or grievous injury to 
any person. Inquiries into these accidents were also conducted by the 


♦Yearly distribution of 20 serious accidents : 1974-75—5; 1975-76—5; 1976-77—6; 

1977-78—4. 
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Additional Commissioners of Railway Safety pursuant to the implemen¬ 
tation of Recommendation 270(i)—Part II of the Report of the Wanchoo 
Committee. The above mentioned 20 serious accidents have been ex¬ 
cluded from the analysis of serious accidents in this Chapter to enable a 
proper comparison of the incidence of similar types of serious accidents. 

50. From Table 14 it will be seen that during the years 1973-74 to 
1977-78 there was a general increase in the number of serious accidents 
as compared to the position in the earlier years. 

51. The Kunzru and Wanchoo Committees had reviewed the inci¬ 

dence of serious accidents related to traffic density during the two quin¬ 
quennia namely, 1957—62 (hereinafter referred to as Period I) and 
1963—68 (Period II) respectively. In Table 15 below, we have analys¬ 
ed the corresponding position during the 10-year period since the appoint¬ 
ment of the Wanchoo Committee, splitting this period into two 5-year 
'periods, i.e. from 1968 to 1973 (Period III) and 1973 to 1978 (Period 
IV). i 

TABLE 15 


Incidence of serious accidents correlated to traffic density 


Period 

From —To 

Total 

Number of 

serious 

accidents 

Total 

train 

Kilometres 
during the 
period (in 
millions) 

Incidence 
of serious 
accidents 
per million 
train 

kilometres 

1 

1957—62 

74 

1893 91 

0-039 

II 

1963-64 





to 





1967-68 

79 

2169-72 

0- 036 

III 

1968-69 





to 





1972-73 

85 

2345-55 

0 036 

IV 

1973-74 





to 





1977-78 

114 

2382-42 

0- 048 


52. During Period IV there were 114 serious accidents as compared 
to 74, 79 and 85 serious accidents during Periods I, II and III respective¬ 
ly. There was thus an increase in the number of serious accidents during 
the last five-year period ending 1977-78. During the same period, the 
incidence of serious accidents per million train kilometres increased to 
0.048 from 0.036 in the previous two Periods. 

53. Correlation of serious accidents to important or Group I acci¬ 
dents .—The majority of serious accidents fall under the categories of im¬ 
portant or Group I accidents, namely collisions, derailments, accidents at 
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level crossings and fires in trains. In the analysis of important accidents 
made earlier in paragraphs 17 and 18 in Chapter II we have seen that 
there was a general decline in the incidence of such accidents during the 
last 15 years. In Table 16, we have correlated the incidence of serious 
accidents which fall in the categories of important accidents to the total 
number of important accidents which occurred in each year. 


TABLE 16 

Correlation of serious accidents falling in important categories to total number of 
important or Group 1 accidents. 


Year Total Total Total Percentage 

number of number of number of (3) 

serious seriouss important-- x 100 

accidents accidents accidents (4) 
falling in 
the categories 
of important 
accidents 


(1) 

(2) 

(3) 

(4) 

(5) 

1963-64 

9 

9 

1642 

0-55 

1964-65 

13 

13 

1279 

102 

1965-66 

15 

15 

1200 

1 - 25 

1966-67 

23 

20 

1090 

1- 83 

1967-68 

19 

16 

1105 

1-45 

1968-69 

18 

16 

908 

1-76 

1969-70 

16 

12 

963 

1-25 

1970-71 

20 

16 

840 

1-90 

1971-72 

17 

14 

864 

1-62 

1972-73 

14 

12 

813 

1-48 

1973-74 

21 

19 

782 

2-43 

1974-75 

25 

25 

925 

2-70 

1975-76 

30 

28 

964 

290 

1976-77 

30 

29 

780 

3-72 

1977-78 

28 

26 

866 

3-00 
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54. We find that the incidence of serious accidents which fall in the 
“Categories of important accidents when taken as a proportion of the total 
number of important accidents has been continuously rising even though 
the number of important accidents has been falling. This, prima facie, 
indicates that the consequences of such - accidents are becoming more 
serious. We will advert to this in the subsequent re'p'ort. 


55. Cause-wise analysis of serious accidentk —The detailed cause- 
wise incidence of serious accidents during the period 1968-69 to 
1977-78 is given in Annexure III. The position obtaining in the earlier 
two quinquennia has been juxtaposed for ready comparison. The sum¬ 
marised position is shown in Table 17 below. 


Table 17 

Cause-wise analysis of serious accidents 


SI. Broad causes (A) Number of serious accidents 

■No* |(B) Incidence per million train kilometres 



Period 

I 

(1957-62) 

Period 

II 

(1963—68) 

Period 

III 

(1968—73) 

Period 

IV 

(1973—78) 

0) (2) 

(3) 

(4) 

(5) 

(6) 

(i) Failure of drivers 

. (A) 22 
(B) 0 0116 

21 

0 0097 

31 

0.0132 

34 

0 0143 

'(ii) Failure of station staff 

(A) 18 

(B) 0.0095 

13 

0.0060 

3 

0.0013 

15 

0.0063 

(hi) Train wrecking ^ 

. (A) 12 

17 

10 

6 

• 

(B) 0 .0063 

0 0078 

0.0043 

0.0025 


(iv) Accidents at level crossings 
due to : 

(a) Failure of raliway staff 


(b) Failure of road users 
(v) Failure of engines 


(A) 1 

(B) 0 0005 

Nil 

(A) 3 

5 

(B) O '0016 

0 0023 

(A) 2 

1 

(B) 00011 

10-0005 

(A) 3 

2 

(B) O' 0016 

O'0009 


1 

0.0004 

Nil 

2 

9 

0 0009 

0 0038 

1 

3 

0 0004 

0 0013 

8 

10 

0 0034 

0 0042 


•(vi) Failure of rolling stock 
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(1) (2) 

(3) 

(4) 

(5) 

{ 6; 

(vii) Failure of track 

(A) 4 

3 

5 

8 


(B) 0- 0021 

0 0014 

0 0021 

0.0034‘ 

(viii) Fires intrains 

(A) 2 

3 

10 

12 


(B) 0 0011 

0 0014 

0 0043 

0.0050 

(ix) Miscellaneous causes (other (A) 7 
than the above) 

12 

14 

12 

(x) Causes not determined 

(A) Nil 

2 

Nil 

4 

(xi) Causes under consideration . 

(A) Nil 

Nil 

Nil 

1 

Total 

(A) 74 

79 

85 

114 


(B) 0039 

0 036 

0 036 

0 048 

56. The analysis in Table 

17 shows that 





(i) the number of serious accidents due to failure of drivers, 
registered an increase of 50 per cent during Periods III and) 
IV over those in the earlier two Periods; 

(ii) accidents due to failure of station staff, which decreased 
considerably during Period III, again went up during Period 
TV to the level obtaining prior to Period III; 

(iii) there was a decrease in the incidence of serious accidents, 
attributable to train wrecking; 

(iv) accidents at level crossings due to failure of road-users in¬ 
creased sharply during Period IV as compared to the position: 
obtaining in the earlier three Periods; 

(v) the incidence of serious accidents due to failure of locomo¬ 
tives went up during Period IV; 

(vi) the incidence of serious accidents due to failure of rolling 
stock has been continuously rising since Period II. This is a 
disturbing trend and calls for urgent corrective action; 

(vii) the incidence of serious accidents due to failure of track has 
also increased in recent years. From 3 serious accidents 
during Period II, their number increased to 5 and 8 during 
Periods III and IV; 

(viii) there was a substantial increase in the incidence of serious 
accidents due to fires in trains during the last ten years. 
From 3 serious accidents in Period II, their number shot up- 
to 10 during Period III and to 12 during Period IV; and 
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(ix) miscellaneous causes, namely faulty securing of consignments,, 
failure of catenary, moving train hit by a gas cylinder which 
rolled down the platform and burst and other causes account¬ 
ed for 14 and 12 serious accidents during Periods III and IV 
respectively as com'p'ared to 12 during Period II and 7 in. 
Period I. 

57. Clubbing the causative factors of serious accidents into broad 
categories, the results are summarised in Table 18 below. 

Table 18 

Broad cause-wise analysis to serious accidents 
A—Number of accidents 


B—‘A’ taken as a percentage of total number of 
accidents, 


SI. Broad causes 

No. 

Period I 

Period II 

Period III 

Period IV 

1957- 

-62 

1963-64 

to 

1967-68 

1968-69 

to 

1972-73 

1973-74 

to 

1977-78 

A 

B 

A 

B 

A 

B 

A 

B 

(i) Failure of railway staff 

41 

55-4 

34 

43-0 

35 

41-2 

49 

43-0 

(ii) Failure of equipment 

9 

12-2 

6 

7-6 

14 

16-5 

21 

18-4 

(iii) Failure of road users 

3 

4-0 

5 

6-3 

2 

2-3 

9 

7-9 

(iv) Fires in trains 

2 

2-7 

3 

3-8 

10 

11-8 

12 

10-5 

(v) Miscellaneous causes 

19 

25-7 

31 

39-3 

24 

28-2 

23 

20-2 

(vi) Total 

74 

100-0 

79 

100-0 

85 

100-0 

114 

100-0 


58. Failure of railway stall or human element was responsible for the 
largest number of serious accidents. The proportion of accidents attri¬ 
butable to human element has remained almost static, around 43 per cent 
during the last three Periods. Failure of equipment, i.e., locomotives, 
rolling stock and track takes the next place after failure of railway staff 
in the last three quinquennia and the' proportion of serious accidents due 
to these causes has steadily increased from 7.6 to 18.4 per cent. 

59. Consequences of serious accidents :—Annexure IV gives the- 
casualties, injuries and loss due to damage to railway property in serious, 
accidents. 



CHAPTER IV 


Review of the implementation of recommendations made by the 
Wanchoo Committee 

60. The Wanchoo Committee had summarised their report (Parts I 
-and II) into observations and recommendations aggregating to 729. We 
have considered all these recommendations and observations. We have 
not commented on such of the recommendations as are either in the 
nature of mere observations or are factual or which have been clearly, 
fully or substantially implemented or where Appropriate instructions hjive 
been issued by the Railway Board. All these recommendations along 
with those which were not accepted by the Ministry of Railways are in¬ 
cluded in the Appendix to this report together with the views of the Rail¬ 
way Board and the action taken by them. We will go into these matters, 
where necessary, in the subsequent report. In this Chapter we give a 
detailed review of the implementation of the remaining recommendations 
and observations of the Wanchoo Committee under the following 
-heads:— 

The Human Element 

Training of Staff 

Other Staff Matters 

Permanent Way 

Level Crossings 

Signalling and Interlocking 

Motive Power 

Goods and coaching stock 

Research, Designs and Standards 

Organisation and Other Matters. 

The Human Element 

61. The review of serious accidents which we have made in Chapter 
III brings out that failure of railway staff is the causative factor for the 
largest number of serious accidents. In the category of important acci¬ 
dents we find that 95 to 100 per cent of the collisions and about two- 
thirds of the derailments were also due to failure of railway staff. This 
highlights the importance of the human element. 
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62. The Wanchoo Committee made 61 recommendations on the 
subject of human element. Out of these, items 132 of Part I and! 
10, 11, 12, 13, 29, 30(i) to (vi), 32 of Part II are mere observations 
and did not call for any action; items 130 of Part I, 20, 27, 31* 35, 38. 
39(i), (ii), 41, 42, 43 of Part II have been either implemented or ap¬ 
propriate action taken by the Railway Board and items 28, 33, 37 (i) to 
(iii) of Part II were not accepted by the Railway Board. The aforesaid 
observations and recommendations together with the views of and action 
taken by the Railway Board are given in the Appendix to this report. Our 
detailed review of the implementation of the remaining recommendations 
is contained in the following paragraphs. 

63. Trade Unionss —Recommendations 14, 15, 16, 17, 18, 19 and 
21 (i), (ii), (iii)—Part II] The Wanchoo Committee recognised a dual 
role for trade unions, viz. mainly to protect the interests of staff and to 
strive for better working conditions for them; and also to inculcate duty- 
consciousness and a sense of discipline' in the staff. They recommended 
and observed as follows:— 

(i) there should be only one recognised employees’ union on 
each Railway with a recognised federation at the apex and 
ways and means should be explored to achieve this; 

(ii) the present system of allowing outsiders to hold offices in the 
unions left scope for non-railwaymen having political align¬ 
ments with different political parties to gain control over the 
trade unions and direct the movement more with the aim of 
furthering their political ends rather than in the interest of 
trade union movement. They felt that the trade unions 
should' be managed by the railwaymen who should be able 
to provide leadership to the railway workers and represent 
them in negotiations with the Railway Administrations. This 
process would be facilitated and accelerated if the Railway 
Administrations created a sense of security among their 
employees who functioned as office-bearers; 

(iii) the staff in the senior supervisory posts drawing gross emolu¬ 
ments of Rs. 500/- per month or above should not be allow¬ 
ed to become members of recognised trade unions. Such 
supervisory staff may be allowed to have a separate associa¬ 
tion on each Railway with a federation at the apex which 
should receive due recognition of the Railway Administra¬ 
tion and with some machinery in the nature of arbitration 
for Solution of collective problems of such staff. 

64. The Railway Board have stated that they had always sought the 
cooperation of recognised unions in increasing the element of safety in 
train operation and that it has been their consistent policy to strive for 

1 R.B.—3. 
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one organisation of labour on the Railways, to encourage leadership of 
the unions by the railwaymen themselves and not to favour recognition 
of sectional unions. The Railway Board, however, did not consider it 
practicable to prohibit senior supervisors from becoming members of 
recognised unions on the consideration that encouraging senior supervi¬ 
sors to form a separate association would not benefit either the trade 
unions or the Railway Administration, and would in fact, be contrary to 
the spirit of the recommendations of the Wanchoo Committee themselves 
that there should be only one union on each Railway. 

65. We note that matters relating to industrial relations are at pre¬ 
sent regulated, inter alia, by three Central enactments viz. Trade Unions 
Act, 1926, the Industrial Employment (Standing Orders) Act, 1946 and 
the Industrial Disputes Act, 1947. The National Commission on Labour 
(1969) which studied the Industrial Relations Practices and Procedures, 
found a number of shortcomings which had impeded the growth of 
industrial harmony. It came to the conclusion that it was essential to 
create a climate conducive to industrial harmony and foster proper 
attitudes in the minds of employees as well as employers so that coopera¬ 
tive endeavour might promote rapid economic progress. The Commis¬ 
sion made useful recommendations concerning the scope and coverage of 
the laws, procedure and machinery for speedy settlement of disputes and 
registration and recognition of unions. Recently, a 30-member Tripartite 
Committee on comprehensive Industrial Relations Laws and composition 
of Indian Labour Conference, which was set up by the Central Govern¬ 
ment in pursuance of the recommendation of the Tripartite Labour Con¬ 
ference (May 1977), studied the existing laws and made recommenda¬ 
tions regarding the broad framework of a comprehensive law on indus¬ 
trial relations. We understand that the Central Government pro'p'ose to 
enact a new law on industrial relations. 

66. Although the recommendations of the Wanchoo Committee’ re¬ 
ferred to in paragraph 63 (i) and (ii) of this report were accepted in 
principle, it has not been possible for the Ministry of Railways to imple¬ 
ment them. Recommendation in paragraph 63 (hi) was not accepted by 
the Ministry of Railways. 

67. Welfare Organisation :—(Recommendations 22, 23, 24, 25 and 
26—Part II)—The Wanchoo Committee observed that "of the grievances 
which figured most among the cases of individuals sponsored by the trade 
unions in respect of station staff and of driving staff—the’ top three places 
are taken by (i) payment of arrears of pay, allowances, etc.; (ii) sanc¬ 
tioning of increments and (iii) confirmation or fixing of pay or seniority 
or promotion” in that order. They felt that the reason for resorting to 
representation through trade unions was due to the staff losing hope of 
getting their due through normal channels. They felt that the role played 
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by the welfare organisation in the matter of removal of genuine grievances 
of staff had evidently been ineffective. While welcoming the working of 
some revitalised welfare bureaux in some of the divisions of the Railways, 
they had hoped that these would be taken as a model to be adopted or 
even improved upon by all divisions, and the time would soon come 
when the staff all along the line would feel that if they had some grievance 
or difficulty, it was the Welfare Inspector to whom they should address 
it. The Wanchoo Committee recommended that orientation training 
should be imparted to Welfare Inspectors as would enable them to accom¬ 
plish what their functional designation implies. 

68. The Railway Board have advised that it is the constant endeavour 
of the Railway Administrations to remove the grievances of the nature 
mentioned by the Wanchoo Committee and that steps have been taken 
to make the welfare organisations on the Railways more effective. 
Enumerating the steps taken, they have stated that a machinery to re¬ 
dress grievances has been set up on all the Railways with a view to 
ensuring prompt disposal of staff grievances, the Railways have been 
instructed to hold monthly meetings at different levels with organised 
labour in order to exclusively discuss and settle cases of non-payment of 
dues, to have a nominated day each month for meeting the recognised 
unions to solve all outstanding problems at which the officers of the 
Accounts and Personnel departments could be present, to ensure that 
every Welfare Inspector has clearly assigned duties and responsibilities 
on the basis of which his performance could be judged, and to make 
arrangements for imparting orientation training to Welfare Inspectors. 

69. The Wanchoo Committee observed that a properly managed 
personnel branch should be able to take care of the grievances of staff so 
that they do not feel the need of channelising their grievances through 
trade unions. Apparently, the measures spelt out by the Railway Board 
are primarily meant to sort out the problems with organised labour and 
trade unions. While the value of such measures is not denied, we are 
afraid that these measures alone would not achieve the objectives of the 
Wanchoo Committee, namely, building up of the credibility of the Rail¬ 
way Administration in the eyes of the employees in the matter of re- 
dressal of grievances so that the staff all along the line feel that for any 
grievance or difficulty it is the Welfare Inspector who should be addressed 
first. 

70. The Railways have informed us that machinery exists on their 
systems, which is improved upon from time to time by introducing innova¬ 
tions to promptly redress grievances of staff. The South Central Rail¬ 
way has, however, stated that it is not possible for the Welfare Organisa¬ 
tion to produce results due to shortage of supporting clerical staff. . 
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71. We find that a Staff Welfare Fortnight was conducted in February, 
1977 at the instance of the Railway Board with a view to taking stock of 
the representations received from staff. During the fortnight, a total of 
over 1.2 lakh representations were received from staff details of which 
are given in Table 19 below:— 


TABLE 19 

Representations received from staff during Staff Welfare Fortnight, February 1977 


S. Type of representations Num ber 

No. 


1. Provident Fund advances .10,075 

2. Advancesfor housebuilding, conveyance, festival and pay . • • 7,756 

3. Reimbursements of tuition fees, medical charges, educational assistance . 7,131 


4. Grant of increments .. 18,200 

5. Overtime claims 26,676 

6. Arrears/fixation of pay .16,887 

7. Travelling/running allowances, Dearness Allowance .... 3,789 

8. Settlement dues on retirement/death 2,767 

6. Grant of settlement passes ... 210 

01. Others 26.549 


Total . 1,20,040 


72. The Railway Board have advised us that 80,000 cases out of 
1,20,040 ( 67 per cent) were cleared in the ‘Staff Welfare Fortnight’. The 
top three positions were occupied by overtime claims, increments and 
arrears /refixation of pay. It is understandable that in a huge organisation 
like the Railways employing about 15 lakh regular employees and 3 lakh 
casual labour, grievances are bound to exist, especially having regard to 
the complicated rules and procedures. While the observance of such 
weeks/fortnights serves limited objectives and renders limited help, there’ 
is need for gearing up the machinery to ensure that staff representations 
are expeditiously attended to at all times. 
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73. We note that the Railway Board had issued instructions in 1972 
for imparting orientation training to welfare inspectors. From the replies 
to the questionnaire we find that some Railways are giving training to 
welfare inspectors while some are not. Personnel management is a specia¬ 
lised subject and welfare inspectors should be fully equipped for the same. 
We recommend that persons who are to work as welfare inspectors should 
be given proper training either before or within a specified period of tak¬ 
ing up duties as welfare inspectors so that they have an idea of the back¬ 
ground in which they have to function. 

74. The question of the structure and functioning of the organisation 

within a Railway Administration for redressing the grievances and diffi¬ 
culties of staff without undue delay is an important matter to which we 
will advert in the subsequent report. j 

75. Finalisation of accident enquiries and disciplinary action. —(Recom¬ 
mendations 133, 134—Part I and 34—Part II)—The Wanchoo Commit¬ 
tee found that the time taken in the finalisation of accident cases on some 
of the Railways was far beyond the target laid down by the Railway Board. 
They noticed that the interval of time between the date of finalisation of 
accident inquiry and the acceptance of findings by competent authority 
was long. While accepting the present procedure of disciplinary action 
to be cumbersome and time-consuming, they found that the major 
portion of the delays was due to the incidental delays occurring in the 
departmental office itself. They considered that there was scope for 
improvement if such delays were minimised. 

76. The Railway Board have indicated that instructions exist to the 
effect that accident cases should be finalised, including imposition of 
penalty on the defaulting staff, if any, within an average of 90 days of 
the occurrence of the accident. The finalistion of the accident cases is 
watched right upto the Railway Board through periodical returns which 
show the time taken at each stage of finalisation of an accident. It helps 
the Railways to locate the bottlenecks and take remedial measures. 
The Railways are also required to give summarised position of the 
accidents finalised during each quarter giving the break-up of cases 
where major penalty/minor penalty/no penalty is imposed, indicating, 
inter alia, the number of cases finalised under each category, total time 
taken and the average time taken to finalise accident cases. Since the 
time required for finalising different types of cases is bound to vary 
widely, the Railway Board have recently laid down different parameters 
especially while assessing the performance of the Railways for the annual 
award of Railway Minister’s Safety Shield-40 days from the date of acci¬ 
dent for cases where no railway staff is held responsible 60 days when 
minor punishment is given, 90 days where major penalty charge sheet is 
issued but minor penalty is imposed and 150 days where major penalty is 
imposed. 
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77. The Railways have furnished information regarding the average 
time taken for finalisation of accident cases during 1976-77 which is 
given in Table 20 below:— 


TABLE 20 



Average number of days taken for finalising 
accident cases during 1976-77 


Where no 

When no Where major 

Where 

Railway 

railway 
staff was 
held res¬ 
ponsible 

punishment penalty 

was imposed chargesheet 
was issued 
minor 
penalty 
was 

imposed 

major 
penalty was 
imposed 


Central 

61 

128-6 

292.5 

190.5 

Eastern 

101 

208 

404 

335 

Northern 

NA 

194* 

NA 

237* 

North Eastern . 

66 

123 

Nil 

160 

Northeast Frontier 

75.4 

120.5 

165.6 

236 

Southern 

85 

130 

186 

159 

Southern Central 

56 

141 

287 

274 

South Eastern 

76 

141 

163 

247 

Western 

NA 

207@ 

NA 

319@ 

Railway Board’s target 

40 

60 

90 

150 


Note : *Info* ation pertains to the calendar year 1977 as obtained from the Railway 
Board s office. 


©Information pertains to the four quarters ending 12/76, 6/77, 9/77 and 12/77 as 
obtained from the Railway Board’s office. 

78. It will be seen that the time taken by the Railways for finalisa¬ 
tion of accident cases exceeded in all cases the target laid down by the 
Railway Board. In respect of cases where' minor or major penalties were 
imposed and also where major • penalty chargesheets were issued but 
minor penalities were imposed, the average time taken exceeded the 
target by a very wide margin. Thus the recommendation made by the 
Wanchoo Committee remains substantially unimplemented. We would 
urge the Railway Board to take steps to ensure that the causes: of delay 
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in finalising accident cases are indentified and remedial measures taken to 
achieve the target laid down by themselves. 

79. Morale of supervisors —(Recommendations 126—Part 1 and 
36(i) to (vi)—Part II)—The Wanchoo Committee expressed the view 
that senior supervisors! should be recognised as junior members of 
management with a view to restoring their position and authority in the 
interest of efficient and successful r unning of administration. They 
gave the following suggestions:— 

(i) it is desirable that senior supervisors should always be consult¬ 

ed in regard to promotions and transfers of staff in their 
charge and conditions should be created whereby it becomes 
known to the staff right down the line that the action taken 
by the supervisors on the spot will ordinarily receive the 
support of the administration; 

(ii) the number of grades of senior supervisors should be reduced. 
As far as possible, most of the grades of senior supervisors 
should be selection grades. The grades should be so 
devised that the top of one grade is well below the starting 
point of the next grade so that when a person is promoted 
to the next grade there is substantial rise in emoluments. As 
an interim measure, the top-most grades of senior supervisors 
sould be appropriately raised keeping in view the present-day 
conditions as also the scale of senior supervisors in compar¬ 
able posts elsewhere; 

fiii) wherever there is a large concentration of staff, say 300 to 
500 men, working under a senior supervisor, the post should 
be upgraded to class II gazetted status. The implication of 
this scheme should be worked out by the Railway Admini¬ 
strations. Special care should be taken in selecting the right 
type of men whenever it is decided to upgrade posts of senior 
supervisors to Class n. The present designation may be 
retained or. if necessary, revised as Yard Superintendent, 
Shop Superintendent. Loco Superintendent, Station Super¬ 
intendent, etc. 

80. The Railway Board have stated that they agree with the view 
that senior supervisors are junior members of management. In regard 
to promotions and transfers of staff, they have informed us that the con¬ 
fidential reports written by the supervisory staff for employees working 
under them are invariably taken into account in assessing their suitabi¬ 
lity for promotion. The views of senior supervisors are also considered' 
in cases of transfers, wherever possible. In their comments the Railways 
have expressed divergent opinions on the above views of the Railway 
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Board. This recommendation of the Wanchoo Committee does not 
appear to have been fully implemented. 

81. Regarding reduction in the number of grades of senior super¬ 
visors, the Railway Board have advised that the Third Central Pay Com¬ 
mission, 1973, after having examined all factors such as qualifications, 
nature of duties performed, degree of supervision exercised and avenues 
of promotion available for each category, have recommended revised 
pay scales which are comparable to the grades of similar staff in other 
Government departments. They have stated that some of the important 
safety categories of staff including Chief Controllers, Loco Foremen, 
Loco Inspectors, Technical Supervisors in diesel and electric loco sheds, 
etc. have already been given the higher 'pay scale of Rs. 840—1040 and 
the allotment of this scale for other safety categories of staff like permanent, 
way inspectors, signal inspectors, etc. was also under consideration. 

82. The Railway Board have not commented on the multiplicity and 
the overlapping of grades of supervisors. We, however, note that this 
aspect was considered by the Third Central Pay Commission—1973, 
who had expressed the view that a reduction in the number of scales had 
been attempted by broad-banding the scales but to the extent which 
would neither create difficulty for the department nor would give rise to 
discontentment among large sections of employees. The Pay Commis¬ 
sion further observed that the scope for avoiding overlapping scales was 
restricted by the need of avoiding multiplicity of pay scales. Accordingly, 
though the Pav Commission continued the existing system of overlapping 
scales, they tried to reduce the period of overlapping with a view to pro¬ 
viding incentives to employees for getting promoted to higher grades. 

83. We consider that it would be difficult to evolve stales of pay which 
do not overlap at all. In any case, such a position does not ordinarily 
obtain in any department of the Government or in public sector undertak¬ 
ing. We, however, note that, to the extent the idea behind this recom¬ 
mendation could be accepted, action has already been taken within the 
framework of the recommendations of the Third Central Pay Commission. 

84. Regarding the upgradation of posts of senior supervisors to Class 
II gazetted status, the Railway Board did not accept the basis for upgra¬ 
dation as recommended by the Wanchoo Committee. They have inform¬ 
ed us that it has been decided to upgrade certain Grade ‘C’ posts in the 
highest supervisory scale of Rs. 840—1040/700—900 in departments 
other than Accounts and Cash and Pay, Rs. 500—900 in Accounts de¬ 
partment and Rs. 700—900 in Cash and Pay department to Group ‘B’ 
class II gazetted status. Accordingly, 47 posts of Station Superintendents/ 
Chief Yard Masters and 450 posts in various other departments have 
been upgraded to class II gazetted status on the Indian Railways, In view 
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of what has been stated above, we feel that the recommendation has been 
substantially implemented to the extent it was accepted by the Railway 
Board. 


85. Officer-staff and supervisor-staff ratio :—(Recommendations 40— 

Part II)—The Wanchoo Committee observed that there was a general 
awareness in the Railways of the problem of officer-staff and supervisor- 
staff ratios and the inadequacy of the present ratios. They, however, left 
it to the Railway Board and the Railway Administrations to work out 
appropriate ratios between the officers and the staff, after proper scienti¬ 
fic study. They expressed the view that, to improve the ratios, the matter 
would have to be tackled from both ends, that is to strengthen the number 
of officers and supervisors wherever required on the one hand and to 
make suitable adjustment in the number of men in the various wings on 
the other. , 

86. Officer-staff Ratio :—The Railway Board agreed that there was 
clearly a case for betterment of the officer-staff ratio, consistent with the 
technological changes and development that are taking place on the 
Railways. They stated that this question would be kept under examina¬ 
tion from time to time to ensure necessary improvement in the ratio, 
keeping in view the pace of technological development and growth and 
organisational requirements. 

87. The Railway Board directed the Efficiency Bureau in Novem¬ 
ber 1973 to conduct a study for evolving revised norms and identify 
areas where restructuring of cadres on short and long-term basis was neces¬ 
sary. In their study, the Efficiency Bureau brought out the officer-staff 
ratios as obtaining on the Railways in 1952-53, 1962-63 and 1972-73 
which have been supplemented by those obtaining in 1976-77 on the 
basis of the information in respect of officers and staff extracted from 
Statement Number 40—III of the Supplement to the Indian Railways 
Annual Report and Accounts for 1976-77 and are shown in Table 21. 
The position obtaining in the other Government departments and Public 
Sector undertakings has also been shown for ready comparison. 

TABLE 21 


Department 


Officer-staff raito as on 


31-3-53 

31-3-63 

31-3-73 

31-3-77 

Administration 

1:33 

1:36 

1:71 

1:49 

Accounts 

1:104 

1:78 

1:66 

1:56 

Civil Engineering 

1:386 

1:206 

1:200 

1:216 
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Department 


Officer-staff ratio as 

on 


31-3-53 

31-3-63 

31-3-73 

31-3-77 

Signal & Telecommunication, 

Engineering ... 


1:103 

1:120 

1:120 

Transportation .... 

1:419 

1:385 

1:437 

1:420 

Commercial .... 

1:477 

1:312 

1:257 

1:245 

Mechanical Engineering 

1:763 

1:550 

1:526 

1:594 

Stores 

1:140 

1:100 

1:112 

1:115 

Electrical Engineering 

1:248 

1:140 

1:201 

1:205 

Medical 

1:202 

1:119 

1:21 

1:22 

Railway Protection Force 

1:1296 

1:358 

1:427 

1:366 

Over-all Ratio 



1:178 

1:178 

Over-all Ratio (excluding Medical 
and Railway Protection Force 

department) 



1:234 

1:234 

Posts & Telegraph Department 



1:96 


Central Public Works Department 


• 

1:10 


Military Engineering Service 



1:21 


Indian Oil Corporation 



1:8 


Bharat Heavy Electricals Limited 

• 


1:13 


Hindustan Steel Limited 



1:17 


Air India 


• 

1:6 


Indian Airlines . , 

• * • 

• 

1:13 



88. It will be seen that the over-all ratio between officers and staff 
covering all departments of the Railways is 1:178 since 1973 and if the 
Medical and Railway Protection Force departments are excluded, since 
their set-up is different and does not follow the pattern obtaining in other 
departments, the overall ratio between officers and staff is 1:234. The 
major departments concerned with safety of rail travel are the Transpor¬ 
tation, Civil, Mechanical, Electrical and Signal and Telecommunication 
Engineering. We find that, in all these departments, as well as the Stores 
department there has been deterioration in the officer-staff ratio as com¬ 
pared to the position obtaining in 1962-63. A slight improvement in this 
regard has, however, taken place in the Accounts and Commercial 
departments. 

89. The Efficiency Bureau study concludes that the Railways are 
under-officered as compared to other government departments and public 
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sector undertakings. In the Posts and Telegraphs Department, where the 
ratio is the highest among all departments and public sector undertakings 
for which information was gathered by the Efficiency Bureau, the officer- 
staff ratio is 1:96. The study further concluded that no definite con¬ 
clusions can be drawn' from this since conditions of working in various 
departments and public sector undertakings may be different from those 
obtaining on the Railways.. The Railway Board decided in 1975 that the 
results of the study would be borne in mind while formulating the proposals 
for cadre restructuring. 

90. As the figures for 1976-77 show, there is no improvement in the 
officer-staff ratio and the position in this regard in the major departments 
concerned with safety of rail travel, namely, Transportation, Civil, Mechani¬ 
cal, Electrical and Signal and Telecommunication Engineering has in fact 
deteriorated as compared to the position obtaining in 1962-63. The 
Wanchoo Committee’s recommendation, therefore, remains unimplemented. 
We would urge the Railway Board to take urgent action to bring about an 
improvement in the officer-staff ratio. 

91. Supervisor-Staff Ratio: —The Railway Board have not commented 
on the supervisor-staff ratio which is equally important to ensure personal 
contact and continuos communication betwen the management and men, 
specially when, in the words of the Kunztu Committee, supervisors consti¬ 
tute the backbone of the Railway Administration and, in the words of the 
Wanoho. Committee, they are the junior members of the management. The 
Efficiency Bureau of the Railway Board have also conducted a study in 
respect of the supervisor-staff ratio on the basis of data furnished by the 
Railways. The supervisor-staff ratio in the different departments of the 
Railways and also as compared to that in other Government departments is 
shown in Table 22 below:— 


TABLE 22 
Supervisor-Staff ratio 


Supervisor-staff ratio in diff¬ 
erent departments of the Rail¬ 
ways as on 31-3-1973 


Supervisor-staff ratio in 
other Government departments 
and public sector undertakings 
as on 31-3-1973. 


Administration . . . 1:11 

Accounts . . . . 1:7 

Civil Engineering . 1:32 

Signal & Telecounimmcation 
Engineering .... 


Posts & Telegraph department* 1:8 

♦(Position as on 31-3-72. Does 
not include extra departmental 
staff, industrial workers and 

Audit and Accounts staff) 


1:12 
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Supervisor-staff ratio in different Supervisor-staff ratio in other 

departments of the Railways as on Government departments and public 

31-3-1973 sector undertakings as on 31-3-1973 


Transportation 

1:19 



Commercial .... 

1:22 

Central Public 

Works department 

1:12 

Mechanical Engineering . 

1:20 

Military Engineering Service - 

— 

Stores ..... 

1:18 

(Ministry of Defence) 

1 :20 

Electrical Engineering 

1:15 

Indian Oil Corporation . 

1:13 

Medical ..... 

1:44 

Bharat Heavy Electricals Ltd. 

1:11 

Railway Protection Force 

1:18 

Hindustan Steel Ltd. 

1:6 

Over-all Ratio-Railways 

1:20 

Air India .... 

Indian Airlines 

1:4 

1:5 

Overall ratio excluding Medical 
and Railway Protection Force 
departments .... 

1:19 

Railways .... 

1:20 


92. The study of the Efficiency Bureau concludes that the ratio of 1:20 
between the supervisors and staff is quite satisfactory. We, however, find 
that this study suffers from a number of deficiencies, some of which are 
enumerated below:— 

(i) the Efficiency Bureau did not prescribe the categories of staff 
which should be treated as supervisory and non-supervisory. 
There is a wide disparity in the classification of different cate¬ 
gories of staff as supervisory and non-supervisory, according to 
the data furnished by various Railways. Some posts have been 
treated as supervisory on some Railways and non-supervisory 
on the others. For instance, Station Masters (grade 250—380) 
have been treated as supervisory on the Central, Eastern, 
South Central and South Eastern Railways and non-supervisory 
on the North Eastern, Northeast Frontier and Western Rail¬ 
ways; Assistant Station Masters (grade 250—380) have been 
treated as supervisory on the Central, South Eastern and 
Western Railways and non-supervisory on the Eastern, North 
Eastern, Northeast Frontier and South Central Railways; Train 
Examiners (grade 205—280) have been treated as supervisory 
on the North Eastern, Southern and South Central Railways 
and non-supervisory on the Northeast Frontier Railway; 
Permanent Way Mistries have been treated as supervisory on 
the Central and South Central Railways and non-supervisory 
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on the North Eastern, Northeast Frontier, South Eastern and 
Western Railways, etc; 

(ii) some of the categories of staff which appear to be supervisory 
have been treated as non-supervisory by some pf the Railways. 
These are, for instance, area inspector on the South Central 
Railway, inspector of works on the Northeast Frontier Railway, 
transportation and commercial inspector on the South Eastern 
Railway, platform supervisor on the South Central Railway, 
chargeman on the South Central and South Eastern Railways, 
yard supervisor on the South Central and South Eastern Rail¬ 
ways, etc; and 

(iii) some of the categories of staff which appear to be non-super¬ 
visory have been treated as supervisory by some of the Railways 
e.g., confidential assistant on the South Central, South Eastern 
and Eastern Railways; confidential stenographer on the North 
Eastern Railway, signal and telecommunication maintained 
on the Eastern Railway and law assistant on the Central Rail¬ 
way, etc. 

93. The categories of staff which should be treated as supervisory for 
the determination of supervisor-staff ratio have not been defined, as has been 
done for some other purposes. For instance, under sub-section (v) of clause 
(c) of section 71A of the Indian Railways Act, 1890, the Government are 
empowered to specify the railway staff who shall be treated as supervisory 
staff. Similarly, for the purposes of schedule of disciplinary powers, staff in 
the scale Rs. 250—380(AS) (Rs. 425—700 Revised) and above have 
also been specified as senior supervisors. We feel that it is necessary to 
have a clear definition of the term ‘supervisor’ before determining the ratio 
of supervisors to staff. Having clearly identified supervisory staff, it would 
be necessary to take immediate steps to arrive at a rational supervisor-staff 
ratio and we recommend accordingly. 

94. Psycho-Technical Cell. —(Recommendations 129—Part I and 
44(ii), (iii), 58—Part II)—The Wanchoo Committee observed that even 
with the highly limited objectives which the Psycho-Technical Cell in the 
Railway Board had set for itself, the progress which it had made till then 
had been insignificant. They commented as follows: 

(i) the investigations conducted by the Psycho-Technical Cell were 
still in an experimental stage and if the value of psycho¬ 
technology as a means to promote safety in train operation was 
recognised by the Railway Board, everything possible would 
need to be done to accelerate the process. They hoped that 
the application of these tests will be handled by well-qualified 
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and responsible staff so that they do not become ,a mere routine 
or a source of harassment to the staff; 

(ii) the scope of such studies should be enlarged so that it was not 
confined to merely building up of some aptitude tests but 
encompassed the broader problems of socio-psycological make-up 
of the railway workers and of human engineering which have 
particular reference to rational and safe working on the Rail¬ 
ways; and 

(iii) aptitude tests which had been evolved or were in the 'process 
of being evolved by the Psycho-Technical Cell should, in the 
first instance, be applied to the categories of electric and diesel 
locomotive drivers before selection or recruitment. 

95. In their remarks the Railway Board have stated that, in pursuance 
of the recommendations of the Kunzru Committee, a nucleus Psycho-Techni¬ 
cal Cell was set up in 1964 on a limited scale to undertake research and! 
evolve psycho-technical tests for key operating categories of staff. This Cell 
was made a part of the Traffic Research Directorate of the RDSO in 
February, 1970. The Railway Board have advised us that psycho-technical 
tests for dfivers/levermen/cabinmen/assistant station masters etc. were 
developed and validated with the express object of identifying the staff who 
had accident-prone predisposition. Instructions were issued to the Railway 
Service Commissions in September, 1972 for applying these tests to open 
market recruits, as a result of which, all direct recruits to the categories 
of assistant station masters/apprentice firemen/assistant drivers are now 
being subjected to psycho-technical tests before being recruited. Earlier, in 
July 1971, instructions were issued to the Railways that ‘in-service’ psycho¬ 
logical testing should be introduced for the purposes of selection and 
promotion of staff in operating categories. As regards the application of 
aptitude tests to categories of electric and diesel locomotive drivers, the 
Railway Board have stated that this has been implemented in the case of 
initial recruitment and the matter of ‘in-service’ testing is under considera¬ 
tion. The Railway Board have also stated that, besides the development 
of aptitude tests, the psycho-technical cell has successfully concluded certain 
other projects which are directed towards ensuring operational safety and 
efficiency. Having regard to the magnitude and the 'pioneering character 
of the work, the approach has to be cautious and, therefore, the pace of the 
progress has necessarily to be slow in the initial stages. 

96. We note that, consequent to the instructions issued by the Railway 
Board in September 1972. psychological tests have been applied by the 
Railway Service Commissions to new recruits in some categories of operating 
staff. From the information furnished by th e RDSO, the number of can¬ 
didates exposed to such tests annually since 1971 together with the number 
of posts filled are shown in Table 23. 
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TABLE 23 


Numder of candidates expose to psychological tests ’at various Railway 
Service Commissions 


Year 

Category 



Number 

tested 

Appro¬ 
ximate 
number 
of posts 
filled. 

1971 

Assistant Station Masters 



511 

225 

1972 

» • • 



102 

25 

1973 

» • • 



1317 

875 

1974 

>5 • • 


• 

495 

100' 


Motormen .... 


• 

392 

30 

1975 

Assistant Station Masters 



1560 

375 


Motormen .... 



34 

10 

1976 (up to Assistant 

end of July) Station Masters . 



4058 

650 

Total 




10469 

2290 


The figures show that’so far psychological tests have been applied at the 
time of initial recruitment in the categories of assistant station masters and 
motormen only. We fail to understand how the Railway Board have stated 
that psychological tests have been applied in the case of initial recruitment 
in the categories of electric and diesel locomotive drivers when there has 
been no direct recruitment in these categories at any time. 

97. In their directive of July, 1971 the Railway Board instructed the 
Railways to introduce ‘in-service’ psychological testing in the operating 
categories namely, station masters, assistant station masters, levermen, 
cabinmen, switchmen, drivers, assistant drivers and firemen as soon as the 
Railways and RDSO were able to make arrangements for such tests. These 
instructions also stipulated the stage at which psychological tests were to be 
administered at the time of promotion/selection for different categories, A 
beginning in this direction could not be made till 1976 for want of the 
requisite field organisation on all the Railways and divisions. In the mean¬ 
while some problems in the ‘in-service’ psychological testing of .staff also- 
came to light. The question arose as to what should be done to the staff- 
if they fail in ‘in-service’ psycho-technical tests and whether they should be 
treated as medically decategorised and debarred from working in the cate- 
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gory. On this issue the Railway Board decided that, basically, if the nature 
of the job and its requirements remain the same, the personality and apti¬ 
tude tests need not be repeated if an individual has been found suitable 
once for it. This decision meant a basic departure from the earlier instruc¬ 
tions issued in July 1971 by the Railway Board and necessitated a fresh 
look, not only at the stages at which the tests have to be administered but 
also other implications arising out of the application of these tests. In Feb¬ 
ruary 1976, the RDSO were instructed that the implications of Railway 
Board’s directive of July 1971 for ‘in-service’ testing should be 
examined and the applicability of programme of the aptitude tests for pro¬ 
motional stages should be determined £fresh. They were also directed 
that changes required, if any, in the rules for recruitment and promotion 
consequent upon the application of these tests, should be examined and 
modifications suggested with a view to ensure that the administration of 
aptitude tests should form part of the conditions of service for recruitment 
and promotion to those categories in which such tests are prescribed. 

98. The RDSO examined the entire question of ‘in-service’ psycho- 
technical tests and submitted their report to the Railway Board in September 
1976. As a departure from the earlier directive of the Railway Board 
i issued in July 1961, the RDSO suggested as under:— 

(i) psycho-technical tests should be applied while selecting cleaners 
from khalasis, both on the steam side as well as diesel side. 
If an employee is found fit at the stage of selection as cleaner 
he should go up to the stage of second fireman, first fireman, 
diriver grade ‘C", driver grade B 1 and driver grade ‘A’ etc., 
on the steam side as well as on the diesel/electric side as assis¬ 
tant. driver, driver grade ‘C’, driver grade ‘B’ and driver grade 
‘A’ etc., without the necessity of any further psycho-technical 
tests. 

(ii) in the case of conversion training of staff from steam side to 
either diesel or electric side, psycho-technical tests should be 
held only at the stage of conversion of first fireman as assistant 
driver (diesel/electric) and no further tests would be applied at 
the time of promotion as driver grade ‘C’ (disel/electric) or 
even subsequent stages. 

(iii) psycho-technical tests should be administered for selection as 
leverman grade II from amongst the porters etc. 

99. The above recommendations of RDSO were considered by the 
Railway Board and also discussed with the representatives of the staff at 
the meeting of the committee of Departmental Council (Joint Consultative! 
Machinery) Railways held in November, 1978. It was decided by the 
Railway Board that psycho-technical tests would be applied at the stages of 
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intake of engine eleaners and selection of pointsmen grade II/levermea 
grade II. Instructions in this regard were issued to the Railways in April, 
1979 and they were advised that those of the khalasis who fail in the test for 
engine cleaners would be diverted to the maintenance side in the loco shed 
and those who fail in the test for pointsmen/levermen would, if otherwise 
eligible, be considered for promotion as brakesmen, number takers etc. and 
to the clerical categories. 

100. From the foregoing, if will be seen that it has taken almost 8 
years for the Railways to finalise the stages at which ‘in-service' psycho- 
technical tests 'ate to be administered in the case of some operating catego¬ 
ries. No decision appears to ' have been taken so . far for the 
application of psycho-technical tests at the time of conversion training of 
staff from steam to either diesel or electric traction. The RDSO have 
advised us that a broad review of the field performance of the staff initially 
selected on the basis of aptitude tests indicates that the basic objectives in 
applying psychological methods to improve safety on the Indian Railways 
are in fact being achieved. They have added that, in the light of experience 
as above; the time has come for expeditious implementation of the pro¬ 
gramme of aptitude testing in respect of ‘in-service’ personnel so that the 
full benefits of the programme are derived and all the sensitive categories of 
staff in service are duly exposed to psychological screening. We would 
Urge the Railway Board that the decisions now taken for ‘in-service’ applica¬ 
tion of psycho-technical tests to categories of staff should be implemented 
without further delay. It is also necessary that the stages for ‘in-service’ 
psycho-technical testing in the case of remaining categories of staff directly 
connected with the safe running of trains are also prescribed at the earliest. 

101. Labour Science Research (Recommendation 44(i), (iv) and 
(v) Part II)—The Wanchoo Committee considered that, in a vast organisa¬ 
tion like the Railways which employs more than a million workers, labour 
science research would not be a mere refinement or a needless sophistry 
but an organ of considerable practical utility. They noted that the 
Japanese National Railways had been devoting a good deal of attention to 
the problem of correlation between man and machinery which had come to 
the fore with the introduction of modern techniques. They commended 
for consideration of the Railway Board that the fields of investigation which 
the Japanese Railway Labour Science Research Institute and similar insti¬ 
tutes in other advanced countries have undertaken may be ascertained and 
thereafter and integrated programme of socio-pslychological study and research 
may be drawn up. They felt that Universities, other Institutions and Foun¬ 
dations in the country which may be engaged in pursuits of this nature 
may be in a position to aid the Railways in such studies. 

102. The Railway Board agreed in principle to widen the scope of 
activities of the Psycho-Technical Cell and eventually set up a programme 

1 R.B—4. 



50 


of labour science research on the Indian Railways. In this regard the- 
RDSO has advised us that they sought information on different aspects of 
labour science research from those foreign railways who have adopted psy¬ 
cho-technology and labour science research. They have advised us that, based 
on the replies received from the foreign railways and a broad survey of the 
human factors/problems relevant to traffic safety on the Indian Railways, a 
detailed proposal for the reorganisation of the psycho-technical cell, indicat¬ 
ing, inter alia, the specific projects to be handled within an inter-disciplinary 
framework covering aptitude testing of staff, human engineering, socio- 
psychological and psycho-medical problems and the essential complement-of 
technical staff needed to undertake the work was drawn up and sent to the 
Railway Board in June 1972. The Railway Board, however, sanctioned 
additional posts only for accelerating the process of application of aptitude 
tests. The sanctioned strength of the reorganised psycho-technical cell 
in the RDSO increased from 3 to 5 officers in early 1973 but the cell had 
to practically function with half of its sanctioned strength all these years 
because of non-filling of these posts. The RDSO has further stated that, 
inspite of the Psycho-Technical Cell being under-staffed, it has made 1 
studies in new areas suggested by the Wanchoo Committee, viz evaluation, 
of fatigue caused to drivers due to operation of vigilance control devices; 
effect of waiting duty on goods train drivers and assessment of fatigue 
caused to drivers working nominated mail]express trains at various sanc¬ 
tioned speeds. In addition, studies on the incidence of diabetes and its 
adverse consequences on the staff involved in train operations is in progress- 
in collaboration with the Medical Department. Efforts are continuing to* 
build up' required laboratory facilities for human engineering studies. 

103. The RDSO has informed us that the Psycho-Technical Cell had' 
sought collaboration of the Central Labour Institute, Bombay on two speci¬ 
fic projects. One of the studies related to the observation made by the 
Wanchoo Committee that the incidence of disregard of signals appeared to 
be high amongst drivers using spectacles. Verification of this observation' 
by the Psycho-Technical Cell revealed that the higher incidence of disregard 
of signals amongst drivers using spectacles was statistically significant andl 
was not due to chance. Since the Psycho-Technical Cell- had. no medical 
personnel for a clinical assessment of the problems to understand causes, 
this project was formed out to the Central Labour Institute, Bombay in; 
December, 1970. Despite all assistance given to the Institute, by the 
RDSO, they took about four years to submit a preliminary report which did 
not contain any useful conclusions. Subsequently, this study was done by 
the RDSO with the assistance of Railway Medical Officers. 

104. The second project pertained to the training of safety counsellors 
in counselling techniques in which the collaboration of the Industrial 
Psychology Division of the Central Labour Institute, Bombay was found to 
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be useful. This helped the Psycho-Technical Cell to develop' expertise of 
its own to carry on the work independently. 

105. On the utility of such joint ventures, the RDSO has remarked that 
the problems required to be studied by the Psycho-Technical Cell are of 
applied nature, calling for intimate knowledge of railway working and 
necessary expertise has to be built up within the organisation itself if 
purposeful research activities are to be pursued. Only limited collaboration 
with outside technical institutions in areas like training, test development 
etc. which are more in the nature of general professional services or are of 
basic or fundamental nature can be useful. 

106. From the foregoing we find that, even though the Railway Board 
had agreed in principle to widen the scope of activities of the Psycho-Tec¬ 
hnical Cell, not much progress has been made in this direction due to in¬ 
adequacy of staff. Thus, the Wanchoo Committee’s recommendation for 
extending the scope of labour science research on the Indian Railways re¬ 
mains substantially unimplemented. We will go into this further and advert 
to it in the subsequent report. 

107. Prosecution of Railway Staff involved in accident: —(Recom¬ 
mendation 135, 136—'Part I)—The Wanchoo Committee considered that 
it would be advantageous if a provision was made in Section 101 of the 
Indian Railways Act, 1890 to the effect that no court shall take congnisance 
of an offence under this section and the cognate sections of the Indian 
Penal Code without the sanction of the authority who was entitled to remove 
the railway servant from office. Such authority would be in the best posi¬ 
tion to determine whether there should be a prosecution and if so who 
should be prosecuted. Where the police authorities felt that the competent 
authority was withholding sanction wrongly, they could always approach 
the Ministry of Railways for getting the necessary sanction. They further 
observed that in most accident cases departmental action would meet the 
ends of justice and prosecution of railway staff would be necessary only 
in comparatively few cases of a serious nature. 

108. The Railway Board initially accepted this recommendation and 
sought the views of the Ministry of Home Affairs which did not agree to 
shut out prosecution of railway staff, without the sanction of the compe¬ 
tent railway authority, as provided for in the Indian Railways Act, 1890. 
It may be mentioned that Section 101 of the said Act provides for imposi¬ 
tion of imprisonment, fine or both, on a railway servant who endangers the 
life of any person by disobedience of any general rule or other rule or 
order or by any rash or negligent act or omission. The Ministry of Home 
Affairs did not agree to the proposal since the reaction of a number of 
State Governments was not favourable and since this would lead to similar 
demands from various other categories of Central and State Government 
employees as well as organised sections of labour in other undertakings. 
This would also involve amendment of cognate sections 304A, 336, 337 
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and 338 of the Indian Penal Code which deal with causing of death or 
hurt and end an gering of life and personal safety of others due to negligence. 
They felt that the objective of prosecuting the right persons could be achiev¬ 
ed by ensuring stricter coordination between the police and railway autho¬ 
rities and that the problem was more administrative than legal and ways 
and means could be found to provide proper administrative coordination. 
They opined that it was open to the railway authorities to take depart¬ 
mental action against staff for negligence even where the prosecution fails 
and considered that, if any prosecution for rash or negligent act involving 
the safety of railway passengers is made subject to the sanction of that 
very administration, the pressure of organised employees may build up 
which may result in hesitation at various levels of administration in giving 
sanction for the prosecution. This would encourage employees to be rash 
and negligent. 

109. In the light of the views of the Ministry of Home Affairs, the 
Railway Board did not consider it advisable to proceed with the proposed 
legislation of debarring prosecution of railway staff without sanction of the 
competent railway authority. 

110. On the necessity of obtaining the sanction of the competent autho¬ 
rity on the Railways before prosecution is launched by police authorities, 
the Railways have expressed the view that, in most cases, departmental 
action proves adequate and deterrent and prosecution should be launched 
only in such cases where departmental action alone may not meet the ends 
of justice. 

111. We find that during the years 1968-69 to 1977-78, 214 railway 
employees were prosecuted for causing accidents out of which only 34 got 
convicted. The figures show that the problem is not of any significant mag¬ 
nitude. We also find that, in some States there are rules which provide for 
sanction to be obtained at an appreciably higher level in the (police heir- 
archy before prosecution is launched. This was meant to avoid capricious 
prosecution of staff. In view of the above and having regard to the views 
expressed by the Ministry of Home Affairs and the State Governments, we 
feel that there is no necessity to pursue the matter further. 

TRAINING OF STAFF 

112. In keeping with the times, the Railways have introduced/extended 
the use of modern sophisticated equipment in various fields of railway ope¬ 
ration viz., signalling, motive power, permanent way, etc. It is imperative 
that the staff entrusted with the responsibility of handling, operation and 
maintenance of all such equipments are imparted adequate and intensive 
training. The Wanchoo Committee made 49 recommendations on varying 
subjects pertaining to training of staff. Out of these items 107 to 113, 122 
to 125 and 128 of Part I and 45 to 47, 53, 55, 57 and 67 to 70-Part II 
have been either implemented or the Railway Board have issued appropriate 
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instructions in each case. The aforesaid recommendations, together with 
the views/action taken as advised to us by the Railway Board, are given 
in the Appendix to this report. Our detailed review of the remaining re¬ 
commendations is contained in the following paragraphs. 

113. Training of Signalling staff .—(Recommendations 48, 49—Part 
II)—The Wanc'hoo Committee observed that modern signalling techniques 
require highly intelligent, technically qualified and thoroughly trained staff 
for handling and operation of the equipment. They did not approve the 
practice in vogue on the Railways by which a small number of staff who 
were associated with the installation of the equipment by the manufacturers, 
were expected to maintain the installations later on. Such a system of 
training was neither systematic nor scientific and left the staff to their own 
resources to pick up whatever they could. They hoped that the Railways 
would shed their complacency regarding the practice of imparting indifferent 
training to electrical signal maintained. They strongly urged the setting 
up of a well-equipped training centre on each Railway for the training of 
electrical signal maintained needed for the maintenance of modern signalling 
equipment. These centres, they recommended, should be adequately equip¬ 
ped with the working models of modem signalling installations and lessons 
should be given ini basic techniques, installation and maintenance. They sug¬ 
gested that curricula should be framed for both initial and refresher training. 

114. The Railway Board stated that initially the training was imparted 
on the job during the course of installation of the equipment. With the 
increase in the number of installations, a centralised training programme 
had been developed in the Indian Railways Institute of Signal Engineering 
and Telecommunications (hereafter referred to as IRISET), Secunderabad. 
In acceptance of this recommendation the Railways were advised in June 
1970 to develop, on priority, well-equipped tra ining centres with suitable 
curricula for initial and refresher training of electrical signal maintainers in 
the maintenance of modern signalling equipment. The Railway Board have 
advised us that suitable facilities for training of electrical signal maintainers 
have been developed by all the Railways except North Eastern, South Cen¬ 
tral and Western Railways which utilise the facilities created at IRISET, 
Secunderabad. A uniform syllabus for initial and refresher courses for 
signal maintainers was framed and circulated by the Railway Board in, 
August 1975. 

115. In theft replies to the questionnaire the Railways have brought out 
certain deficiencies in the facilities for training of electrical signal main¬ 
tainers. For instance, on the Eastern Railway the staff who have to take 
over the work are given on-the-job training by being associated with the 
installation work, on the Northeast Frontier Railway the training 
school at Pandu needs expansion so that training in new techniques 
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can be organised properly, on the South Central Railway trainees are given, 
practical training at stations for want of modern signalling equipment in the 
Zonal Training School, on the Western Railway Staff are taken to stations 
Tor want of models of sophisticated signalling equipment like panel and route 
relay interlocking in the Signal Training Centre at Sabarmati, etc. 

116. From the foregoing it will be seen that though the recommenda¬ 
tion of the Wanchoo Committee for setting up centres of training electrical 
signal maintainers has been substantially implemented, there are deficiencies 
in the facilities for training in schools/centres on some Railways, espe¬ 
cially in respect of models of sophisticated signalling equipment. We would 
urge the Railway Board to ensure that the Railway Administrations pro¬ 
vide these facilities in schools for training of signal maintainers as early as 
possible. 

117. Recruitment, training and grades of Signalling staff :—(Recom¬ 
mendation 50—Part II)—The Wanchoo Committee considered that the 
question of recruitment training and grades of signalling staff called for an 
urgent decision and would be in the interest of safety in operation, which 
modem signalling equipment aimed at providing. 

118. The Railway Board stated that necessary action was being taken. 
This question was discussed at the 10th Conference of Chief Signal and 
Tele-communication Engineers held in May, 1969 and a Committee was 
asked to look into the regulations regarding recruitment, training, syllabus 
and grades, etc., for the inspectors and artisan staff of the Signal and 
Telecommunication Department. In November 1974, Railway Board cir¬ 
culated the amended rules regarding recruitment of staff in the Signal and 
Telecommunication Department laying down, inter alia, the' scales, quota 
for direct recruitment, qualifications and training to be given. 

119. The Railway Board have advised us that amendments are being 
made in the rules as and when considered necessary. All the Railways 
have generally confirmed that the directive of the Railway Board is being 
followed except the North Eastern Railway which has stated that it is 
awaiting directive from the Railway Board. Thus this recommendation has 
been substantially implemented. The Railway Board should take steps to 
see that this directive is implemented on the' North Eastern Railway as 
well. 

120. Training of Panel Operators :—(Recommendations 51 and 52— 
Part II)—The Wanchoo Committee suggested that the' panel operators to 
be employed for operating route relay installation, centralised traffic con¬ 
trol etc. should be trained in the centres set up for training of signal 
engineering staff. They felt that, before panel operators are employed on 
the operations of modern signalling equipment, competency certificates 
should be issued to them by authorised officers of operating and signalling 
departments jointly after proper test. 
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121. The Railway Board stated that necessary facilities for training of 
Such staff have been created in the IRISET, Secunderabad. They have 
also stated that competency certificates to panel operators are issued by 
Divisional Operating Su'p'erintendents and Divisional Signal and Tele¬ 
communication Engineer jointly after proper test. 

122. The replies of the Railways show that the panel operators on the 
Central, Northern, North Eastern, Southern, and South Eastern Railways 
a .re trained in the Zonal Training Schools or the Signalling and Telecom¬ 
munication Training Centres. The Northeast Frontier Railway has stated 
that the panel operators for centralised traffic control and wayside panels 
are trained at site. The Western Railway has stated that facilities do not 
exist for the training of panel operators in the Signal Training School, 
Sabarmati and the staff are given training on the job. But a proposal for 
sending panel operators to IRISET, Secunderabad, for training is under 
.examination. The South Central Railway has referred the matter to the 
Railway Board and is awaiting further instructions. 

123. It is seen that training facilities for 'panel operators are still to be 
developed on some of the Railways. This recommendation has, therefore, 
been only partially implemented. We would urge the Railway Adminis¬ 
trations to create the necessary facilities for training of panel operators 
without further delay. 

124. Training of staff for maintenance of electric locomotives, traction 
and other electrical equipment :—(Recommendations 54(i) and (ii)—Part 
II)—The Wanchoo Committee had observed that whereas the maintenance 
of electric locomotives and other traction equipment is a highly specialised 
job requiring repairs, inspection, precision testing and measurement of a 
wide variety of machines and equipment, the staff lacked the necessary 
technical knowledge and each Railway followed its own system for impart¬ 
ing training to the staff. They considered it essential that the staff with 
requisite qualifications and experience was selected and trained for the job. 
They recommended that a centralised training school should be set up to 
train supervisory staff of all the Railways in the inspection and maintenance 
of electric rolling stock and traction equipment on the lines of the Signal 
and Telecommunication School at Secunderabad. Besides, each Railway 
having electric traction, should have a school for initial and refresher train¬ 
ing of artisan staff and this school should also cater for the training of staff 
employed for the maintenance of general electric and trairr lighting services. 

125. The Railway Board have stated that a centralised training school 
for electric supervisory staff is being set up at Thakurli on the Central 
Railway. The schools for training of artisan staff already exist on the 
Railways and the facilities are augmented, wherever necessary. 
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126. We find that, though the planning for setting up of a centralised 
training school for electric supervisory staff commenced in 1971-72, not 
much progress has been made in the construction of the school building;, 
only part of the hostel accommodation has been completed and laboratory 
equipment, models, etc. have still to be procured. Thus, the progress of 
setting up of the school has been extremely poor. The Railway Board 
have, however, informed us that refresher courses are being held from 
December 1977. We feel that proper training of electric supervisory staff 
cannot be ensured in the kb'sence of a centralised training school with neces¬ 
sary laboratory equipment, models etc. Thus, imparting of basic training 
to electric supervisory staff, envisaged by the Wanchoo Compittee, remains 
unfulfilled. The matter will not brook any further delay and the Railway 
Board should ensure the provision of a properly equipped centralised 
training school with a sense of urgency. 

127. From the comments of the Railways we find that facilities for 
training artisan staff are available at Kurla Car Shed and Kalyan Loco 
Shed on the Central Railway, Kanpur on the Northern Railway, Gorakh¬ 
pur on the 1 North Eastern Railway, Chakradharpur on the South Eastern 
Railway and Vadodara on the Western Railway. The Eastern Railway has 
no school of its own but sends its staff to Chakradharpur for training. The 
Southern Railway sends its staff to the electric workshops at Perambur but 
does not consider the facilities to be adequate. The Railway, therefore, 
proposes to set up a school at Avadi. Thus, this recommendation of the 
Wanchoo Committee has been substantially implemented. 

128. The Eastern and Southern Railways should take urgent steps to 
set up their own training centres for artisan staff for electric traction. 

129. Training of diesel and electric locomotive drivers :—(Recommen¬ 
dation 56(i) to (iv)—Part II)—The Wanchoo Committee observed that 
the diesel or electric locomotive is not a rugged machine like a steam loco¬ 
motive and would be more apt to failure if handled incompetently. They 
considered that the driving staff for diesel and electric locomotives should 
have adequate educational and technical background. They emphasised 
that where Such staff had to be selected from amongst steam locomotives 
drivers, they must be screened carefully and 1 considerations of seniority etc., 
should not come in the way of proper selection of men. 

The Wanchoo Committee considered it necessary that the staff selected 
for working diesel and electric locomotives should be put through a syste¬ 
matic course of training under the guidance of fully trained and experi¬ 
enced personnel. They felt that the conversion training given to steam loco¬ 
motive drivers would, unless it was on a systematic and properly directed 
basis, be hardly adequate to accomplish an efficient change-over. Though- 
several Railways had introduced the pattern of training of diesel and elec- 
trict locomotive drivers in simulation cabs, a greater degree of uniformity 
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in conversion training was necessary and suggested that detailed curricula; 
of training under Indian conditions should be drawn up. In their view,, 
the techniques adopted for training drivers of diesel and electric locomo¬ 
tives should be on lines similar to those employed for training of aircraft 
pilots. Simulation training should be organised with great care if a crash, 
programme of converting steam locomotive drivers into diesel or electric 
locomotive drivers was to be gone through. 

130. As regards educational qualifications the Railway Board have- 
stated that, in respect of the existing surplus staff on the steam side being 
absorbed on the diesel/electric side, a minimum literacy standard is already 
laid down and adequate screening is being done without regard to seniority.. 
They added that, in respect of fresh recruits, minimum eduactional quali¬ 
fications had been laid down. 

131. From the comments of the Railways we find that there is no uni¬ 
formity in the minimum educational qualifications prescribed for selecting 
sitaff from the steam side for conversion training in diesel or electric trac¬ 
tion. The staff who are being given conversion training range from ille- 
terates to matriculates. Thus, the recommendation that staff should have 
adequate educational and technical background remains unimplemented on' 
most Railways. 

132. In their replies to the questionnaire of the Committee, the' Railways 
have generally favoured stipulation of a higher standard of educational' 
qualifications for the staff selected for conversion training in diesel or 
electric traction. The Central and Southern Railways have pointed out 
that direct recruitment of driving staff for diesel or electric traction is not 
permitted; even if this was allowed the benefit of fresh recruitment will take- 
a long time to have any significant effect. 

133. In December 1972, the Railway Board had directed the RDSO to 
develop aptitude tests for screening of steam drivers for diesel training anid 
also frame an intensive training programme for illiterate and semi-literate 
steam drivers and firemen in diesel traction. In their report submitted to 
the Railway Board in October 1973, the RDSO had given their views on 
the problem of training steam drivers in diesel traction. They stated that 
the root of the problem faced in imparting conversion training to steam 
drivers and firemen in diesel traction is the recruitment policy initially 
framed for steam running staff. Generally no educational qualifications or 
standard of literacy was insisted upon for the staff to be employed as steam 
drivers. Such staff did not encounter much difficulty in shaping as steam 
drivers because the hardware to be handled by them was comparatively 
simple. When diesel traction was introduced, it was recognised that since 
the system was intricate, the running staff should have sufficient educational 
background to help them acquire the requisite skills with ease and it was 



58 


Jaid down that only those steam drivers should be allowed to switch over to 
diesel traction who were matriculates or had comparable literacy standard. 
The RDSO notes that, as dieselisation progressed, the quality of presonnel 
available for drafting as drivers/assistant drivers started deteriorating due 
to depletion of the' strength of educated staff on the steam side. It had also 
come to be realised that diesel driving was a more rewarding profession 
and, in the face of representations, the policy of recruitment was reviewed 
by the Railway Board in 1967 when it was decided that the staff to be 
deployed on diesel traction need only be literates and they should not be 
debarred solely on the consideration of educational qualifications. Thus, 
educational qualifications were not insisted upon, and in the words of the 
RDSO, ‘seniority’ remained the exclusive criterion for deciding the eligi¬ 
bility of staff for conversion training in diesel mode of working. In this 
process, most of the drivers who became available for conversion training 
were also comparatively of advanced age. 

134. The RDSO have stated that the recruitment policy should be so 
oriented as to have optimum scope of inducting into the cadre, personnel 
who possess necessary skill and aptitude and minimum level of literacy for 
acquiring job proficiency of a reasonable standard. For drafting staff for 
■the diesel side they, inter alia, made the following suggestions:— 

(i) the 'policy for selection should provide for both departmental 

drafting of surplus staff on the steam side and also direct 
recruitment from open market. Absorption of the staff 
rendered surplus on the steam side may be fulfilled to the 
extent it does not interfere with the objective of performance 
optimisation and a flexible policy for direct recruitment may 
be adopted so that the cadre of diesel drivers gets progressively 
strengthened. A certain quota for direct recruitment could be 
fixed and, with the progressive shrinkage in the cadre of steam 
drivers and firemen, this quota could be gradually increased; 

(ii) psychological tests should be introduced in the selection of 

driving staff for diesel traction from the steam side to enable 
deployment of men with requisite abilities and aptitude for 
diesel working; 

(iii) it would be desirable to lay down 47 years as the maximum age 

for conversion from steam to diesel traction; and 

<iv) a minimum standard of education should be laid down for selec¬ 
tion of diesel drivers. For direct recruitment as driver 
assistants; matriculation or diploma in Mechanical or Electrical 
Engineering may be prescribed as a minimum qualification. 
In the case of the staff to be drafted from the steam side, 
preference may be given to such staff as are having matricula- 



59 


tion or comparable standard of literacy and seniority should! 
not be the criterion for selection. In case a relaxation in the 
standard of literacy became inescapable, a programme of adult 
education or preparatory courses should be introduced. 

135. We note that the above suggestions of the RDSO were not accepted 
by the Railway Board. The age limit for conversion training had also been 
specified as 53 years as against 47 years suggested by the RDSO. 

136., We agree that the staff utilised for operating diesel and electric 
locomotives should possess the necessary skill and aptitude and a minimum 
level of' education for acquiring job proficiency of a reasonable standard. 
In this regard, we will examine in detail the whole question of recruitment, 
educational qualifications and training of drivers for diesel and electric 
locomotives and give our final views in the subsequent report. 

137. In respect of conversion training the Railway Board have stated 
that intensive training is given to drivers of electric and diesel locomotives 
under actual conditions. The Central, Eastern, Northeast Frontier, Southern, 
South Eastern and Western Railways have stated that systemtic conversion 
training is given to steam locomotive drivers for working diesel and electric 
locomotives. The Northeast Frontier, Southern, South Central and 
Western Railways have further indicated that the conversion training is 
adequate and the performance of such drivers is monitered. The Eastern 
Railway has stated that the impact of conversion training is limited due to 
lack of educational qualifications. The performance of drivers is moni¬ 
tered and those found wanting are given special counselling and are also 
sent for refresher training as may be necessary. The Northern Railway 
has stated that a good training centre has been set up at Kanpur for 
training electric locomotive drivers but it has not been possible to set 
up a regular training centre for training diesel locomotive drivers due to 
paucity of funds. Thus, facilities for conversion training of driving staff 
from steam sidb to diesel/electric side have been by and large, developed 
on all Railways. 

138. Regardihg simulation training of drivers the Railway Board have 
stated that the same is not considered necessary. On the question of use 
of simulators for training, the Railways have stated that simulation train¬ 
ing in its accepted concept has not been adopted. The Northeast Frontier 
Railway and Souhem Railways have not considered it necessary to in¬ 
troduce simulation training. The Central, South Central and Western 
Railways consider its adoption useful and desirable. On the Eastern 
Railway, a car has been provided in the training school in which the work¬ 
ing of a locomotive, particularly the trouble-shooting aspect, is simulated 
but it is not possible to simulate operating aspects. On the Southern Rail¬ 
way, a working model has been provided for the trainees to get familiar 
with the operation of controls not only in the static condition of the 
locomotive but also when running. 
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139. We note that the Railway Board collected some information in 
1973 regarding the practice followed for training of locomotive driving 
staff in advanced countries. The information shows that the Japanese 
National Railways use simulators to a limited extent for training of drivers 
employed on the New Tokaido and Sanyo lines; the Canadian National 
Railways employ a sophisticated simulator for training of locomotive 
drivers; the Swiss and German Federal Railways do not use simulators and 
the Biitish Railways have given up their use. 

14j0. The Railway Board had not accepted the recommendation re¬ 
garding simulation training of drivers. The Railways have also not 
adopted simulation training in its accepted concept, though some form 
of rudimentary simulation training is in vogue on some of the Railways. 
We will go into this matter further and advert to it in the subsequent report. 

141. Training of staff for mechanised inspection and maintenance of 
track :—(Recommendations 59 and 60—Part II)—The Wanchoo Com¬ 
mittee observed that the success of mechanised inspection and main¬ 
tenance of track would depend on the availability of suitable personnel for 
maintaining and handling the equipment. They thought that it would be 
advantageous if an integrated programme which provides intensive train¬ 
ing to the staff in mechanised inspection and maintenance of track in the 
works of the firms manufacturing the machines as also in the field was 
evolved. 

142. The Railway Board have stated that arrangements for the train¬ 
ing of staff in the works of the manufacturer of track-machines exist. 
Whenever such machines are purchased, 2 to 4 railway employees are 
deputed for training in the works of the manufacturing firm, so that they 
acquaint themselves fully with the machines during their manufacture. 
Some Railways also hold training courses for their staff in the handling 
of track-machines and 1 help in training the staff of other Railways also. 
Training in mechanised inspection of track forms an important part of 
training given to inspectors and officers before they join regular posts. 

143. The Railway Board had initially observed that an integrated pro¬ 
gramme for intensive training of staff would be evolved to cater for the 
future expansion of mechanised inspection and maintenance of track. In 
consequence, the Railway Board decided in April, 1972 that a centralised 
training centre for training staff in the mechanised inspection and main¬ 
tenance of track may be set up on the Northern Railway. They also 
directed that operators and fitters who were entrusted with the mainten¬ 
ance and operation of ‘on-track’ tampers, etc. should be given training 
periodically in the maintenance workshops of the Railways. In pursuance 
of this decision, the Railway Board had approved the setting up of 
centralised training facilities in mechanised inspection and maintenance of 
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track on the Northern Railway at an estimated cost of Rs. 11.35 lakhs ’and 
the first phase of the work was included in the Works Programme of 1974- 
75. In September, 1975, however, the Northern Railway informed the 
Railway Board that the work of setting up of the centralised training school 
could not be taken in hand due to the ban on the construction of non-funcional 
buildings and sought their permission for the construction of the school, 
treating it as a functional building. Though the ban on the construction of 
non-functional buildings was withdrawn by the Government in January, 
1976, no progress was made in the setting up of the centralised training 
school and wc find that this work was, deleted from the Works Programme 
for 1977-78. The Railway Board then decided to develop these facilities for 
staff of all Railways, in one of the existing zonal training schools and views 
-of the Central and South Central Railways were sought in this regard. Both 
these Railways advised that additional facilities would be required for setting 
up such training facilities in the existing zonal training schools. This issue 
was discussed at the meeting of the Additional Chief Engineers in June 1978 
and it was decided that the Southern Railway should make a detailed pro¬ 
posal for the setting up of the school at Arkonam. The Railway Board 
have now informed us that the Southern Railway is in the process of tak¬ 
ing necessary action for the setting up cf the school at Arkonam. 

144. We are constrained to note that no progress has been made in 
the setting up of a centralised training centre even after a lapse of 10 
years and this recommendation of the Wanchoo Committee remain un- 
implemented. With the increase in the number of ‘on-track’ machines 
on the Railways from 18 in 1968 to 50 in 1978 and extension of mecha¬ 
nised maintenance on greater lengths of track on all Railways excepting 
the North Eastern and Northeast-Frontier, the need for appropriate faci¬ 
lities for training of staff in mechanised maintenance and inspection of track 
cannot be over-emphasized. We would urge the Railway Board to take 
expeditious steps for the setting up of a centralised training school Tor 
training cf staff in mechanised inspection and maintenance of track at the 
earliest. 

145. Training of Drivers in handling steam locomotives —(Recom¬ 
mendation 168—Part II)—The Wanchoo Committee observed that 29 
and 26 per cent of the engine failures on the broad and metre gauges res¬ 
pectively during the years 1963-64 to 1967-68 were due to mismanage¬ 
ment by the engine crew. They considered it essential that the training of 
drivers in the handling of steam locomotives should continue to be pursued 
with vigour so that steam drivers remained fully accomplished in their 
basic profession. 

146. The Railway Board have stated that the training of loco-drivers 
in handling steam locomotives has always been pursued with vigour. This 
aspect is regularly checked by the divisional officers. The curriculum in 
training schools included topics relating to good enginemanship. 
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147. We have reviewed the incidence of steam engine 'failures due 
to mismanagement by engine crew on the broad and metre gauges from 
1968-69 to 1977-78. This information for the broad and metre gauges is 
given in Annexure V and VI. The comparative position is summarised in 
Table 24 below:— 

TABLE 24 

Steam engine failures due to mismanagement by engine crew on all 

Railways 


Engine failures due to mis¬ 
management by engine crew 
taken as a percentage of the 
total number of failures of 
steam engines 


1963-64 1968-69 

to 1967- to 
68 (As 1972-73 

reviewed by 
the Wan- 
choo Co¬ 
mmittee) 

Broad Gauge. 28-8 23-75 21* 1 

Metre Gauge. 26-4 22-27 15-50 

148. It will be seen that there has been a steady fall in the percentage 
of steam engine failures due to mismanagement by engine crew on the 
broad and metre gauges. From the performance of individual Railways, 
however, we find that, in the case of broad gauge on the Northeast Fron¬ 
tier, South Eastern and Western Railways and metre gauge on the Central 
Railway, there was an increase in engine failures due to mismanagement 
by engine crew during 1977-78 as compared to the previous year. These 
Railway Administrations should take effective steps to reverse this trend. 

149. Training Schools—Capacities and. facilities —(Reoommendation 
106 (i), (ii)—Part I)—The Wanchoo Committee observed that the avail¬ 
able capacities for training had been utilised partially and that the percen¬ 
tage of utilisation of capacity in the case of certain categories of staff had 
dropped on some of the Railways. They urged that the factors which mili¬ 
tated against the proper utilisation of training'facilities should be located 
and remedied 

150. The Railway Board, in their remarks, attributed the lower utili¬ 
sation of facilities for initial training in respect of certain categories of 
staff on some Railways to the tapering off in recruitment consequent upon 
the slower growth of transportation demand and to the fact that changes 
in the modes of traction necessitated the retraining of staff in the field 
rather than in the schools. The Railway Board had drawn the attention 
of the Railways in February 1969 and again in August 1972 that there 
were heavy arrears iff refresher courses and that the training capacity in 


1973-74 

to 

1977-78 
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the training schools/centres was not being fully utilised. The Railways 
were asked to locate the factors which militated against full utilisation of 
the capacity in Ihe training schools and take remedial action for liquidation 
of the backlog in refresher training. The Railway Board have advised us 
that utilisation of the training capacity is being watched at their level 
and cells" have also been set up on the Railways to oversee training of staff. 
The main factor responsible for the under-utilisation of training capacity’ 
is the existence of vacancies. Enumerating the remedial measures taken, 
the Railway Board have stated that the recruitment of staff through Rail¬ 
way Service Commissions to fill the vacancies in the field in the operating 
categories was taken up by the Railways. The orders imposing a ban on 
the creation of posts have been reviewed from time to time and the Rail¬ 
ways can now create additional posts to meet their requirements of staff 
for operation and maintenance of additional plan assets and in conse¬ 
quence of introduction of new passenger and goods trains. The Railways 
have also been allowed to create additional posts so as to operate leave 
reserve at the prescribed minimum percentage in all categories of staff, 
except the loco running staff where it may be operated at the maximum 
limit of 30 per cent. The General Managers can also create trainee reserve 
posts for running staff and other staff connected with safe working of 
trains as per prescribed norms so that the staff can be relieved for train¬ 
ing. 

151. In their replies the Railways have generally stated that factors 
which militate against proper utilisation of training capacity have been 
identified, remedial action has been taken and the utilisation of training 
capacity has improved substantially. The Central Railway has, however, 
stated that the attendance in courses at the Zonal Training School and other 
training centres has not been coming upto the programmed level. The at¬ 
tendance at the Zonal Training School during the years 1973-74 to 1977— 
78 ranged from 46 to 70 per cent. The most important reason for the 
shortfall is attributed to the unwillingness of the staff to go for training due: 
to domestic problems arising out of their being away from their families 
and also due to some financial loss in case of running staff. It has been' 
stated that the staff, therefore, avoid going to training schools by reporting 
sick at the last minute, which cannot be prevented unless an effective deter¬ 
rent is evolved. The Central Railway has also mentioned that it is not pos¬ 
sible to spare staff for training on certain occasions owing to deficient 
strength or a large number of staff being on leave at the time of major fes¬ 
tivals. According to the Railway, the remedy lies in having adequate 
strength and sufficient leave reserves/trainee reserve, posts. 

\ 

152. In reply to the questionnaire, the Railways have furnished infor¬ 
mation regarding the utilisation of capacity of training schools/centres 
during 1977-78 for initial/refresher/promotional courses. We find therefrom 
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-that, in the case of a number of safety categories of staff, the utilisation of 
capacity on most cf the Railways has been less than 50 per cent. The per¬ 
centage of utilisation of available capacity for permanent way inspectors 
and other categories of Civil engineering staff in the case o'f most Rail¬ 
ways has been particularly poor, ranging from a mere 22 per cent on the 
Eastern Railway to 50 per cent on the South Central Railway. Similarly, 
in the case of signal inspectors and signal maintainers, the utilisation of 
capacity has been unsatisfactory. From the information made available by 
majority of the Railways, we find that there has also been a deterioration 
in the utilisation of capacity for refresher courses to certain safety categories 
of staff during 1977-78 as compared to 1968-69. This can be seen from 
Table 25 below:— 


TABLE 25 


I’tilisation of Training Capacity for giving Refresher 
Courses 


S. Category 

No. 

Number of staff 
actually attended 
taken as a percen 
tage of staff booked 
to attend. 

1968-69 1977-78 

Railway 

1. 

Station Masters & Asstt. Station Masters 

92.0 

. 45.0 

Eastern 



70-5 

45.0 

Western 

2. 

Switchmen. 

100.3 

65-0 

Eastern 



60.0 

45.0 

Wes tern 

3. 

Cabinmen. 

60 0 

40.0 

Southern 



60.0 

400 

Western 

4. 

Levermen & pointsmen 

82.0 

69.0 

Central 



120-0 

40.0 

Eestern 

'5. 

Shunters. 

988 

69.5 

Northeast 





Frontier 

6. 

Train Examiners. 

40.0 

30.0 

So uthern 

7. 

Guards. 

73.0 

67.0 

Central 

8. 

Shunting .Tamadars . 

99.0 

42.0 

Western 

9. 

Block & Signal Maintainers . 

95.0 

60.0 

Central 

10. 

Permanent Way Inspectors 

35.0 

20.0 ■ 

Central 



44.0 

22.0 

Eastern 



50.0 

40.0 

Southern 



55.0 

50.0 

South- 





Central 

It. 

Permanent Way Mistries . 

91.0 

34.0 

Eastern 



70.0 

30.0 

W estern 


Note: The requisite information regarding the utilisation of capacity for initial 
and promotion courses has not been furnished by all the Railways. 
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J53. The information furnished by the Railway Board for 1977-78 
also shows that the utilisation of capacity in quite a number of schools 
fhas been as low as 18 per cent. The utilisation of capacity in the Zonal 
Training School, Dhanbad, on Eastern Railway was 43 per cent and, in; 
the case of System Technical School, Bongaigaon, on the Northeast Fron- 
Tier Railway -it was 67 per cent 

I5’4. -From the foregoing lit will be seen that the available training ca¬ 
pacity is ^grossly under-utilised. The recommendation, therefore, remains 
unimplemented. 'We ifesel tht .the factors which militate against the full utili¬ 
sation of The training capacity‘have been known for a very long time but 
remedial action is still wanting. Viewed against the background of heavy 
arrears of refresher training to be overtaken, the present position is totally 
indefensible. The Railway Board should take effective steps in this direc¬ 
tion and ensure full utilisation of the training capacity. 

155. Backlog m refresher training:—(Recommendation 114—Part I) 
"The Wanchoo Committee felt that much remains to be done if the backlog 
in refresher training is to be cleared and the recommendation of the Kunznj 

Committee effectively implemented. 

156. The Railway Board had initially stated that the need for 
early clearance of backlog in refresher training would be impressed on thd 
Railways and the factors which militated against its clearance were being 
looked into. The Railway Board have now advised us that the need to 

clear the backlog was impressed on the Railways in November, 1973 and, 
-with a view to facilitate this, they had permitted the Railways to create 
trainee reserve posts to fhe extent required. They have stated that the pro¬ 
gress of clearing backlog is watched through periodical returns sent by 
The Railways. The Railways have generally stated in their comments that 
•effective steps have been taken to clear the backlog and considerable im¬ 
provement has been achieved. 

157. From fhe information furnished by some of the Railways, how¬ 
ever, we find that shortfall in the refresher training, .of staff in the catego¬ 
ries of station masters, assistant station masters, switchmen, cabinmen, lever 
men, permanent way inspectors and gangmates still persists, The percentage 
of staff who did not attend the refresher courses to those who were booked 
for the same ranges from 18 to 64 per cent. In the category of signal main- 
tainers, the shortfall exceeds 80 per cent on the South Central Railway. 
The position was also not satisfactory in the case of refresher training to 
firemen, diesel - assistants and motormen. 

158. The Railways have attributed the backlog in refresher training to 
inadequacy of trainee reserve posts, failure to nominate staff for training, 
failure to make relief arrangements in time, nominated staff reporting sick etc. 

a RB—5 
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We cannot understand why the Railways are- still feeling; the shortage off 
trainee reserve posts when the Railway Board have categorically informed! 
us that this need has already been adequately provided for. All these factors 
are well within the control of the Railways and should nob Have been put? 
forward as an alibi. 


OTHER STAFF MATTERS 

159. The Wanchoo Committee made 33 recommendations and obser¬ 
vations on the subject of ‘Other Staff Matters 1 '. Out of these, items 71,. 
72, 77, 77(a) and 79 of Part II have been either implemented'or appro¬ 
priate action has been taken by the Railway Board. Our detailed review- 
of the remaining recommendations is contained’ in the following para¬ 
graphs- 

160. Housing of Essential Staff :—[Recommendations 73(i) to (v)— 
Part II]—The Wanchoo Committee noted that there was 'no uniformity in 
the criteria adopted for classifying the staff as essential. They held the 
view that essential staff, who should receive preference in the allotment 
of houses should be such personnel as are liable to be called for duty at 
any time at short notice or at odd hours and but for whom train running 
would be immediately hampered. They suggested that— 

(i) the Railway Board should bring about uniformity in the 
classification of staff as essential and non-essential; 

(ii) since even among the essential categories, the priority may be: 
different and since it may not be politic to deprive non- 
essential categories of housing altogether, a priority schedule, 
may be prescribed in more or less the same manner as priority: 
schedule for allotment of wagons; 

(iii) first priority in housing should go to running staff and second 5 

priority to train passing staff like station masters, switchmen, 
cabinmen, shunting jamadars, etc. Signal maintainers who are 
likely to be called at night may also be included in the latter 
group. The policy in regard to building of new quarters and! 
their allotment should be based on the priority schedule; and 

(iv) of the existing accommodation, as -a rule, all quarters allocate(T 
for essential staff should, on vacation, be allotted to essential 
staff, keeping in view the priority schedule. Of the other 
quarters falling vacant, 50 per cent should be allotted to the- 
essential staff so that a progressively higher percentage of 
essential staff is housed in. accordance with: the: priority- 
schedule laid down. 
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161. The Railway Board have stated that, with a view to ensuring that 
as many of the running staff as possible are housed, instructions had been 
issued that existing quarters vacated by essential running staff should 
ordinarily be allotted to such staff and that 50 per cent of the total allot¬ 
ment for building staff quarters should be utilised for the construction of 
quarters for essentia! running staff during the Fourth Plan period. Accord¬ 
ing to them this would take care of the vast majority of essential staff- 
They further added that it was not administratively feasible to have a rigid 
definition of essential staff. 

162. We thus find that no clear definition of who should be treated as 
essential staff has so far been laid down by the Railway Board and uni¬ 
formity in the criteria for so classifying the staff is still missing. How¬ 
ever, in view of the difficulties indicated by the Railway Board, we will go 
into the matter further and advert to it in the subsequent report. 

163. Provision of staff quarters .—(Recommendation 131—Part I, 
74—Part II)—The Wanchoo Committee observed that, in spite of the fact 
that the strength of staff had increased practically in all categories, the 
percentage of those provided with railway quarters had kept pace and, in 
the case of some categories, the position had shown definite improvement, 
a lot more remained to be done. They considered (hat, in the case of 
railway staff concerned with train operation, the provision of railway 
quarters was a matter of necessity rather than an-amenity and would 
prove conducive to increasing the element of safety in train operation. 

The Wanchoo Committee found considerable strength in the sugges¬ 
tion made by the Railway Board that, to the extent money is spent on 
housing of staff, the Railway Administrations should get relief from pay¬ 
ment of interest on capital. They urged the Government to give this 
matter their closest consideration. 

164. In their remarks, the Railway Board stated that provision of 
staff quarters to all staff concerned with train operation involved very 
heavy financial outlay and would necessarily have to be done on a pro¬ 
grammed basis, taking into account the availability of funds. They added 
that this recommendation is being implemented by constructing staff 
quarters every year. The percentage of railway staff provided with 
quarters on each railway has been advised as under:— 



68 


TABLE U 


Railwaj 

Percentage of staff housed 
(as on 31-3-1977) 

Central. 


29-5 

Eastern ....... 


37-2 

Northern 1 . . . 


43.7 

North Eastern. 


41.0 

Northeast Frontier. 


61.0 

Southern .. 


30.2 

South Central. 


366 

South Eastern. 


44.8 

Western | . 


40.0 

Chittaranian Locomotive Works . 


55.0 

Diesel Locomotive Works .... 


40.4 

Integral Coach Factory .... 


12.8 

Research, Designs & Standards Organisation 


58.7 


165. The Railway Board have furnished information regarding the 
progress of construction of staff quarters, amount spent on their construc¬ 
tion and the percentage of staff housed since the First Five-Year Plan. 
This is summarised in Table 27 below:— 

TABLE 27 

Progress of construction of staff quarters 



Number 

of staff 

Amount spen'under Percen- 


quarters 

built 

Plan Head ’Staff 
Quarters’ 

tage of 
staff house 

Period 



Durina Average 


at the 


period 

per 

During Average 

end of 


year 

period) per year 
(Rs. in crores) 

period 


(1) 

(2) 

(3) 

(4) (5) 

(6) 

First Plan (1951-52 to 1955- 
56). 

38,703 

7,741 

Not available 

34.84 

Second Plan (1956 -57 to 1960- 
61) 

57,803 

11,561 

38 7.60 

35-86 

Third Plan (1961-62 to (1965- 
66). 

71,570 

14,314 

44 8.80 

35.98 

Annual Plans (1966-67 to 1968- 
69) 

22.529 

7,510 

18 6.0 

37.18 

Fourth Plans (1969-70 to 1973- 

74). 

27,674 

5,535 

31 6.2 

37.68 

Fifth Flan .... 

21,013 


32-79 


(Total) 

(approx.) 


(approx.) 
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(1) 



(2)' 

(3) 

(4) 

(5) 

Annual 







1974-75 . 

, . 


— 4,804 

— 

4.19 

37-68 

1975-76 


• 

— 3,720 

— 

417 

37.62 

1976-77 . 

. 

. 

- .3,492 

— 

6.56 

37.43 

1977-78 . 


. 

— 3,627 

— 

8.00 

37.14 

1)978-79 . 


* * 

— 5,370 

(Proposed) 


9.87 a 
(Revised) 



166. It will be seen that the annual rate of construction of stag quar¬ 
ters has been falling continuously since 1965-66. As a result of^this, the 
percentage of stall housed which had increased to 37.81 in 1968-69 as 
compared to 34.84 in 1955-56, has marginally declined in recent years 
and stood at 37.14 in 1977-78. 

167. We note that the Railway Board had referred to the Ministry of 
Finance the question of relief from payment of interest on the money spent 
on housing of staff. This was, however, not agreed to by the Ministry of 
Finance on the consideration that this arrangement was likely to result 
in an extra benefit to the railway staff as compared to other Government 
employees. The Railway Board have advised us that, consequent to the 
recommendation made by the Railway Convention Committee 1973, the 
Parliament had approved that the cost of construction of staff quarters 
should be charged to Capital during the period 1974—79 and dividend 
would be payable on such Capital only if the Railways have surplus after 
discharge of all other liabilities. We understand that the Railway Board 
are requesting the Railway Convention Committee for continuation of the 
said arrangement beyond 1979. The Railway Board have stated that 
since the cost of non-gazetted staff quarters is now charged to Capital and 
the dividend on such capital is payable only if the Railways have surplus 
after discharge of all liabilities, the above recommendation of the Wanchoo 
Committee would deem to have been fulfilled for all practical purposes. 

168. We feel that Parliament having approved charging of the cost of 
construction of staff quarters to Capital and also that dividend would be 
payable on such Capital only if the Railways have'surplus after discharging 
all other liabilities, there should have been an increase in the number of 
staff quarters constructed. We hope that necessary steps in this direc¬ 
tion will now be taken by the Railway Board. 
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169. We have also called for information from the Railways regarding 
the percentage of’staff in essential categories, mainly concerned with train 
operations, who have been provided with quarters. We shall comment 
on this further in our subsequent report. 

170. Job Analysis of Signal Maintainers .—(Recommendation 75(i) 

& (ii)—Part II).—The Wanchoo Committee suggested that the work of 
signal maintainers should be properly job-analysed and if the nature and 
quantum of work was such that they have to work on rosters of 8 hours or 
12 hours, steps should be taken accordingly. They felt that in the days to 
come, demand on the time of signal maintainers would increase and recom¬ 
mended that wherever the position is such that a signal maintainer who 
may have been working during the day is often required to attend to 
failures during night also, a more permanent solution of the problem 
would have to be found. 

171. The Railway Board accepted these recommendations and in 
September, 1969 issued a directive to the Railways to job analyse the work 
of all signal/block maintainers, who were then classified as *‘Essentially 
Intermittent’ and to take action to reclassify them as ‘•'“Continuous’ in accor¬ 
dance with the provisions of Hours of Employment Regulations wherever 
the work had increased to justify such reclassification. The Railways 
were also advised that in the case of signal/block maintainers who are 
rostered to work at out-stations, occasions when they have to be sent out 
for attention to failures would be reckoned as overtime-working with 
statutory rates of overtime being payable. Special cases of sections where 
there are chronic failures were to be taken care of by providing additional 
staff temporarily or on long term basis as the case may be until the situa¬ 
tion was brought under control. The Railway Board have advised us 
that the above instructions have been implemented on all the Railways. 

172. In their replies while most Railways have confirmed implementa¬ 
tion of the directive of the Railway Board, the Eastern Railway has stated 
that some more staff at busy stations, sections and installations and also 
additional staff for attending to failures at other locations would be neces¬ 
sary, which it has not been possible to provide due to the ban imposed by 
the Railway Board. The Northeast Frontier Railway has stated that the 
yardstick is still to be issued by the Railway Board. The South Central 
Railway has advised that there are no instructions from the Railway Board 
so far and that the electrical signal maintainers are being continued round 
the clock except at the nominated busy installations where the 8/12 hours 
roster is followed, depending'on the workload. 


♦Note: Classification of Railway Servants in accordance with the Hours of Empioy- 
men R=g”l tions. 
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173. .Regarding arrangements for attending to failure during night, 
athe Railways have generally confirmed that wherever there are chronic 
.failures, separate maintenance staff is provided. The North Eastern 
-Railway has stated' that their'proposal for creation of posts of signal main- 
tainets for night failure gang has still not been agreed to by the Railway 
-Board. 

1.74. Prom the foregoing we find that the Wanchoo Committee’s 
recommendation regarding proper job analysis of the work of signal main¬ 
tained and their rostering in 8/12 hour shifts, as may be necessary, has not 
-been implemented on all the Railways. A permanent solution of the 
problem of attending to failures during the night has also not been possible 
on some Railways. We would urge the Railway Administrations to look 
into this for early implementation. In view of the points raised by some 
-Railways, we will also examine this matter further and comment on it in 
the subsequent report- 

175. Duty Hours of Running Staff :—(Recommendation 118, 119-Part 
I, 76—-Part II)—The Wanchoo Committee observed that on some of the 
Railways, trips of more than 12 hours running duty ranged between 15 and 
20 per -cent cf the total number of "trips performed by goods train drivers 
during 1967-68. Every Railway had instances of trips exceeding even 20 
hours of duty. They urged that vigorous steps should be taken to ensure 
•that 12 hours running duty is ordinarily the limit and that cases of running 
duty exceeding 12 hours are brought down further and are an exception 
rather than the rule. Wherever on any section chronic long hours seemed 
inherent, steps should be taken ' to change the crew at a suitable place so as 
not to infringe the prescribed duty hour limitations. 

176. The Railway Board have stated the Railway Labour Tribunal 
1969, which reviewed the hours of employment, overtime, and periodic 
-rests of railway employees, including running staff, recommended in their 
report that running duty at a stretch of running staff should not ordinarily 
exceed 10 hours but such duty may extend to a maximum of 12 hours pro¬ 
vided the appropriate authority gives at least 2 hours notice before the expiry 
of 10 hours to the concerned staff that they will be required to performed 
running duty for 2 hours more, provided further that the total maximum 
hours of dut} from signing-on to signing-off did not exceed 14 hours. They 
also recommended that the total maximum hours should progressively be 
reduced by half an hour every 2 years from the date of the said report till the 
period of 12 hours was reached i.e., at the end of 8 years from the date of 
the report the total maximum period of duty at a stretch from si gnin g-on 
to signing-off shall not exceed 12 hours. The Railway Board have stated 
Jthat, in liberalisation of the above recommendation of the Tribunal, the 
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Minister of Railways in August 1973 agreed to reduce the overall duty/ 
hours of running staS from signing-on to signing-off to 10 hours. The 
reduction in the hours of work of running staff was sought to be achieved 
in phases over a period of three years. It has been stated that accord¬ 
ingly, all passenger-carrying trains and about 80 per cent of the goods 
trains have already been brought under the 10-hour rule. In case of ex¬ 
ceptional circumstances like accidents, floods and emergencies where duty 
beyond 10 hours becomes inevitable, the notice of extension of duty 
hours will have to be given at the end of 8 hours. However, as there was 
a ban on the creation of additional posts during the period of emergency,, 
cent per cent running staff could not be covered under the 10-hour rule. 
The Railway Board have stated that sanction has been issued to the Rail¬ 
ways in December, 1977 for the creation of about 2700 additional posts in 
various categories to fully implement the 10-hour rule for running staff. 
Action is being taken by the Railways to recruit, train and place additional 
staff in working posts. As soon as this is done, more and more running; 
staff would be covered by the 10-hour rule and there will be fewer occa¬ 
sions for running staff to work in excess of the prescribed limits. The 
Railway Board have added that running staff may have to work in excess 
of the prescribed limits on occasions like floods, fire, accidents and other 
contingencies of unforeseen nature when it may not be possible to relieve 
running staff in time. For work put fn by running staff in excess of 104 
hours in a two weekly period, they are paid overtime. 

177. In their replies on the action taken, the Railways have generally 
stated that the position in respect of long hours of duty by running staff 
has improved considerably oveT the years due to various measures which 
have been taken. These include setting up of special cells for watching 
ithe hours of duty put in by running staff, construction of new running 
rooms, provision of double set crews, changing crews at intermidiate p’aces, 
creation of additional posts, etc. 

178. In reply to the questionnaire of the Committee the Railways have 
furnished information regarding the incidence of running duty by drivers 
in excess of 10 hours at a stretch during 1977-78. This has been given 
in Annexure VII. We are happy to note that in respect of hours of run¬ 
ning duty of drivers grades A and B, working mail, express and passenger 
trains, there has been a marked improvement and there were only stray- 
cases of running duty exceeding 10 hours on a few Railways. In the case 
of drivers grade ‘C’, the incidence of running duty of more than 10 hours, 
12 hours and 20 hours during 1977-78 together with the position obtain¬ 
ing in 1967-68 is summarised in Table 28. 
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TABLE 28 

Incidence of over- hours of running duty of drivers grade ‘C’ 


Trips of over-hours of running duty taken as a percentage of 

total number of trips_____ 

Railway More than More than 12 hours More than 20 hours 

10 hours 


1977-78 1967-68 1977-78 1967-68 1977-78 


Central 

32-4 

15-9 

17-3 

1-1 

10 

Eastern 

21-4 

15- 1 

9-4 

0-7 

0-004 

Northern . , 

N.A, 

5.6 

N.A. 

0.3 

N.A. 

North Eastern . 

340 

9-4 

17-3 

0.3 

1- I 

Northeast Frontier 

15-8 

20-3 

5-6 

0-5 

Nil 

Southern . . . 

14-0 

18-5 

5-7 

0.9 

0-004 

South Central . , 

25-2 

34 3 

12-6 

2-0 

0-9 

South Eastern . 

N.A, 

7-0 

N.A. 

01 

N.A.. 

Western . , 

16-6 

N.A.- 

17-5 

—Not Available 

7-5 

0-2 

0-02 


179. The incidence of running duty of more than 10 hours at a 
stretch in the case of drivers grade ‘C’ working goods trains is high and 
jranges between 14 per cent on the Southern Railway to 34 per cent on 
the North Eastern Railway. In comparison to the position obtaining in. 
1967-68, the incidence of trips with running duty exceeding 12 hours at 
a stretch has gone up on the Central and North Eastern Railways. From 
Annexure VII it wiil be seen that the incidence of trips with more than 
14 hours running d.uty when taken as a percentage of the total number of 
trips by goods train drivers were 8-8, 8.1, 7.8, 1.5, 5.8 and 1.9 on the 
Central, Eastern, North Eastern, Southern, South Central and Western 
Railways respectively. Trips of more than 20 hours running duty at a 
stretch accounted for 1.0, 1.1 and 0.9 per cent of the total number of trips 
on the Central, North Eastern and South Central Railways. From the 
foregoing we find that the recommendation made by the Wanchoo Com¬ 
mittee and accepted by the Railway Board, still remains to be implemented 
in the case of drivers grade ‘C’ working goods trains on all the Railways. 
It is unfortunate that, in a matter which has such a direct bearing on safety, 
the action taken so far has been tardy. 

180. Running Rooms :—(Recommendation 78(i) and (ii)—Part II)— 
The Wanchoo Committee recommended that the yardsticks prescribed for 
the provision of amenities in the running rooms should be rigidly applied 
in order to ensure adequate facilities for the comfort of running staff. They 
observed that it was important from the point of view of safety of train 



74 


operation that running staff in the categories of drivers, firemen and guards 
should not under any circumstances be deprived of adequate rest at the 
end of their journey. The practice of travelling ticket examiners occupy¬ 
ing beds in the running rooms either singly or in squads should be stopped. 
They urged that wherever a complaint of this nature existed separate 
arrangements should be made for accommodation of travelling ticket 
examiners, conductors, etc. They particularly drew attention to the 
complaints voiced by running staff in this respect and also regarding lack 
•of basic amenities like mosquito nets, bed sheets, linen, utensils, crockery, 
etc. in several of the running rooms. 

181. The Railway Board had asked the Railways to take effective 
steps for provision of prescribed amenities in running rooms and to regulate 
their utilisation in a manner as would enable running staff to take adequate 
rest. They also directed that separate rest rooms should be provided 
for non-running staff, where necessary. However, the Railways were 
allowed to utilise running rooms for stay of non-running staff, where spare 
capacity was available provided it did not cause any inconvenience to the 
running staff. 

182. From the replies given by the Railways to the questionnaire of 
the Committee, we find that as per the Railway Board’s directive, con¬ 
ductors, AC coach attendants, dining car catering staff, AC coach passenger 
attendants, end-on-generator attendants and travelling ticket examiners 
have been allowed to take rest in running rooms subject to the availability 
of accommodation over and above that required for running staff, and the 
complaints by the running staff in regard to the inconvenience caused by 
the use of running rooms by non-running staff are rare. According to 
the Railways, every effort is also being made to ensure that amenities are 
provided in the old and new running rooms as recommended by the Run¬ 
ning Room Improvement Committee—1956. The condition of running 
rooms and the amenities and facilities provided in them are regularly 
inspected by officers and supervisors with a view to taking remedial action, 
where necessary- 

183. We note that one Additional Commissioner of Railway Safety 
has referred to the poor maintenance of running rooms, narrow kitchens, 
absence of proper dining rooms, poor ventilation and congestion in living 
rooms, existence of dry latrines, running rooms presenting a dingy appear¬ 
ance, lack of outlets for smoke, dirty dining tables, dirty linen, etc. In 
the light of these observations, though limited in nature, we feel constrain¬ 
ed to say that much remains to be done in the matter of upkeep of running 
rooms. 

184. In view of the introduction of new trains and changes in the 
pattern of train services and general improvement in the standard of living 
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of the people, we feel that the assessment of accommodation, amenities 
and facilities to be provided in and maintenance of running rooms has to 
be a continuing process so that running staff directly connected with safety 
of train operation should have adequate rest in modestly furnished but 
clean and sanitary rooms. 

185. Shortage of staff :—(Recommendation 115-Part I)—The Wan- 
choo Committee observed that the overall extent of shortages in the various 
categories of staff on 31-3-1968 ranged between 1.4 and 3.0 per cent ex¬ 
cept in the category of assistant drivers where the shortage was to the 
extent of 5.9 per cent. Over individual Railways, in some categories the 
shortages were glaring but, by and large, the extent of shortage had been 
diminishing. They urged that this matter should continue to receive the 
urgent attention of the Railway Administrations. 

186. The Railway Board had stated that the shortages on some Rail¬ 
ways had been mostly in promotional categories of staff where the work 
had not been affected since officiating arrangements had been made against 
the vacancies, wherever necessary. The Railway Board have further 
stated that instructions to minimise delays in the holding of selections were 
issued in October 1976 and the position has improved to a great extent. 

187. From the information furnished to us by the Railways we have 

examined the shortages in different categories of staff namely, station 
masters, assistant station masters, switchmen, cabinmen, levermen and 
pointsmen, shunting ja.madars|gunners{shunting masters and shuntmen, 
guards, drivers, firemen, assistant drivers, permanent way and assistant 
permanent way inspectors and train examiners as on 31-3-1978. This, 
along with the position as existing on 31-3-1968, is shown in Annexure 
VIII. r ' >r ' . “ " ! . 

, , , 

188. It will be seen that in the categories of station masters, assistant 
station masters, switchmen and cabinmen, the shortage had increased on 
all the Railways in 1977-78 compared to the position in 1967-68. In the 
case of the remaining categories of staff, except levermen and pointsmen 
on the Southern, North Eastern and Central Railways, shunting jamadars/ 
gunners/shunting masters/shuntmen on the Southern and North Eastern 
Railways, guards and train examiners on the North Eastern Railway, 
drivers on the Eastern, North Eastern and South Eastern Railways, firemen 
on the Eastern, North Eastern and South Central Railways, assistant drivers 
on the Eastern Railway and permanent way inspectors on the Southern 
Railway, the shortages had increased on all other Railways showing de¬ 
terioration in the position as compared to 1967-68. 

189- In view of the foregoing, we are unable to accept the claim made 
by the Railway Board that the position in respect of shortages has im prov- 
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ed to a great extent. Thus, the recommendation of the Wanchoo Com¬ 
mittee. remains unimplemented for most categories of staff on the Railways. 
The need to wipe out the shortages cannot be over-efhphasised and we 
would urge the Railway Board to take effective measures in this regard. 

190. Overtime working .—(Recommendation 116—Part I)—The 
Wanchoo Committee felt that the measures necessary to curb overtime 
working by staff had not received the attention they deserved inspite of 
the great stress laid on the subject of working conditions of staff by the 
Kunrru Committee, 

191. The Railway Board have stated that some of the factors which 
have contributed to increase in expenditure on overtime payments on 
the Railways are revision in the Hours of Employment Regulations as a 
result of acceptance of the recommendations of the Railway Labour Tri¬ 
bunal, 1969, which have resulted in the reduction in the hours of work, 
payment of overtime at 1 i times of the ordinary pay beyond rostered 
hours and upto the statutory limit, increase in the rate of statutory over¬ 
time from 1 to twice the ordinary pay beyond the statutory limit, intro¬ 
duction of daily system of overtime payment for certain categories of staff 
including office staff, gangmen etc. as against averaging the hours over a 
two-weekly period, all time spent by running staff for travelling spare on 
duty being considered as duty with a few exceptions and payment of ar¬ 
rears of overtime in accordance with the recommendations made by the 
Tribunal with retrospective effect from 1-8-1974. They have added 
that in December 1977, about 10,000 additional posts have been sanctioned 
to implement the various recommendations of the Railway Labour Tri¬ 
bunal, 1969, and in January 1978, 2700 posts were sanctioned to imple¬ 
ment the 10-hour rule for the running staff. Actual posting of the addi¬ 
tional hands will take some more time. With the posting of additional staff 
it is expected that the expenditure on overtime payment will come down 
considerably. The Railway Board have further stated that to guard 
against excessive overtime payment to staff, leave reserves have been pro¬ 
vided in the cadre of various categories of staff to substitute in the place of 
regular workers during their absence on leave, sickness, training, medical 
examination, enquiry attendance etc. Depending upon the incidence of 
absenteeism in different categories due to various causes, a percentage of 
working strength of personnel was provided as leave reserve in accordance 
with the instructions issued in 1951 and 1958. The General Managers were 
authorised to sanction the requisite number of staff within the range of pres¬ 
cribed percentages after analysis of absenteeism. The adequacy of 
leave reserve has been examined from time to time and wherever there was 
justification for enhancing the percentage, the matter has been examined 
with due consideration. 
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The Railway Board have furnished information showing the trend in 
overtime payment made on the Railways, Production Units, etc. during 
the years 1972-73 to 1976-77 which is shown in Table 29. They have 
stated that the variations are very insignificant and the incidence of over¬ 
time payment is well below 2* per cent of the wage bill. 


TABLE 29 

Payments for overtime on the Railways and Production Units 


Year 


Total wage bill 
(in Rupees 
thousands) 

Total over¬ 
time (in 
Rupees 
thousands) 

Percentage 

(3) 

—X100 
(2) 

1 


2 

3 

4 

1972-73 . 

. 

4,73,23,13 

7,76,74 

1-64 

1973-74 . 

. 

"Sw ? 5,23,34,88 

8,17.47 

1-56 

.1974-75 . 

. 

6,75,91,15 

10,16,62 

1-50 

1975-76 . 


8,05,36,28 

11,75,71 

1-46 

1976-77 . 


rrt-, - 8,36,46,32 

10,40,72 

1-24 


192. The Wanchoo Committee had made their observations after 
•examining the overtime working and the average spell of overtime by 
certain safety categories of staff, namely, station masters and assistant sta¬ 
tion masters, switchmen, cabinmen, levermen and pointsmen. They had 
found the incidence of staff working overtime fairly high and the average 
spell of overtime considerable on some Railways. The comments of the 
Railway Board are based on the ratio of the amount paid as overtime 
to the total wage bill of all the staff and does not, therefore, throw light 
on the incidence of overtime incurred on staff in categories connected with 
safety of train operation. We had asked the Railways to indicate the inci¬ 
dence of overtime working and the average spell of overtime for the years 
1976-77 and 1977-78 for certain categories of staff, including those sur¬ 
veyed by the Wanchoo Committee. Most Railways have not been able to 
furnish the requisite information. The Central Railway has furnished in¬ 
formation in respect of some operating categories which is given in Table 
30 below. 
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TABLE 30 

Incidence of overtime working on the Central Railway 


Category 

Number of cases during 

# 

Total hours of overtime 
working 


1976-77 

1977-78 

1976-77 

1977-78 

Station Masters/Asstt. Station Mas¬ 
ters/Cabin Asstt. Station Masters 

13783 

14302 

246759 

312231 

Switchmen. 

2541 

3082 

47306 

75529 

Cabinmen/Levermen and Pointsmen 

16204 

25010 

170463 

280115 


193. It will be seen that there was a marked increase during 1977-78 
in the number of cases of staff working overtime and also the hours of 
overtime working as compared to 1976-77. The Western Railway has 
also stated that overtime working has been very heavy in the category 
of assistant station masters due to chronic shortage of staff. The average 
spell of overtime done by an assistant station masiter in a period of 14 days 
is 30 hours. The average spell of overtime in other categories is shown 
in Table 31 below. 

TABLE 31 


Category of staff 



Average spell of overtime 
in hours in each 14- 
day period 

Switchmen 

. 


8 

Cabinmen . . . . 


. 

4 

Levermen . . . . 


. 

4 

Pointsmen 


. 

4 

Signal Maintainers 


. 

8 

Inspectors in shift duties 


... 

8 


194. From the foregoing we find that the incidence of overtime work¬ 
ing persists to a significant extent even in the case of safety categories of 
staff. The Railway Board should take effective steps to bring down 
overtime working to the minimum in the case of categories of staff con¬ 
nected with safety of train operations. 

195. Leave Reserves .—(Recommendation 117—Part I)—The Wanchoo 
Committee strongly recommended that the question of overtime working 
and leave reserves on each railway should be reviewed so that the incidence 
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of excessive hours of work was reduced to the minimum and the require¬ 
ments of leave, training, transfers, promotions, periodical medical tests, 
sports and other welfare activities etc. are met with to a liberal extent. 
They did not appreciate the Railway Board’s directive clamping down 
the leave reserves at the level obtaining on 4-2-1967. 

196. In their remarks, the Railway Board stated that, in accordance 
with Government’s decision to effect all-round economy, orders were issued 
in February 1967 not to increase leave reserve percentages beyond the 
level obtaining on that date. Pursuant to the above recommendation 
of the Wanchoo Committee and in the wake of repeated representations 
from the staff side, the position was reviewed by the Railway Board and 
in November 1968 instructions were given that in respect of staff connect¬ 
ed with safety of train operations, the minimum percentages prescribed 
should be worked to where the actual percentage of leave reserve posts 
was less than the minimum. In December 1969, it was decided that in 
respect of all categories of staff the minimum percentage of leave reserve 
posts should be operated in those cases where the same was below such 
minimum. The Railways were informed accordingly. However, having 
regard to the financial position, the Railway Board had asked the Railways 
not to proceed further with the implementation of the order issued by 
the Railway Board in December 1969. The Railways were subsequently 
permitted to implement the instructions to bring up the leave reserve per¬ 
centages to the minimum prescribed. The Railway Board have advised us. 
that ban on creation of posts etc. has been in existence all along from 
1960. On account of this ban, it was not possible for the Railways to 
provide leave reserves even upto the minimum percentages prescribed. In, 
February 1978, instructions were issued to the Railways permitting them 
to bring the leave reserve percentage (except in posts pertaining to Demand 
No. 4 —General Administration) upto the minimum prescribed whenever 
it was below that minimum. In respect of loco running staff, instructions 
were given in June 1978 that the reserve percentage should be brought 
upto the maximum limit, i e. 30 per cent. In their comments, the Railways 
have generally stated that action is being taken to provide leave reserve as 
per the above directive of the Railway Board. 

197. In the questionnaire of the Committee, the Railways were asked 
regarding the adequacy of leave reserve posts in respect of categories of 
staff connected with the safety of train operations. The Railways have 
stated that leave reserve provision in the categories of switchmen, cabin- 
men grade I, shunting jamadars, levermen, pointsmen, signal maintainers, 
train examiners, permanent way inspectors and mistries, gangmen and gang- 
mates is generally inadequate and have suggested enhancement of the 
existing percentages. 
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198. We may mention that the percentages of leave reserve posts 
•to be adopted for various categories of staff in class III and class IV were 
laid down by the Railway Board in August 1951 on the basis of the recom¬ 
mendations made by Shri Justice G. S. Rajadhyaksha of the Bombay 
High Court, who had been appointed as the Adjudicator in an industrial 
•dispute between Indian Government Railway Administrations and their 
respective workmen. These percentages were again examined in 1958 and, 
since class IV staff had by then been brought on par with other categories 
of staff in the matter of leave entitlements, it was decided that leave re¬ 
serve for class IV should be provided at the percentages applicable for 
class III staff. These percentages have remained unchanged ever since 
and are shown in, Annexure IX. 

199. The present level of leave reserves which the Railways have 
been permitted to operate in various categories has been found inadequate 
■and this recommendation of the Wanchoo Committee remains unimple¬ 
mented. We shall examine this matter further and advert to it in tha 
subsequent report. 

200. Recrutment through Railway Service Commissions: —(Recom¬ 
mendations 120, 121—Part I)—The Wanchoo Committee found that the 
average time taken by the various Railway Service Commissions for re¬ 
cruitment of certain categories of staff often exceeded the time schedules 
prescribed by the Railway Board. They observed that many of the panels 
of the selected candidates were either partially used or, not used at all by the 
Railway Administrations on the plea that the vacancies anticipated at the 
time of placing the indents had not materialised. They suggested that (i) 
the Railway Administrations should assess their requirements on a rational 
basis; (ii) the Railway Service Commission should observe the prescribed 
time schedules and 1 offers of appointment to the selected candidates should 
be made within a reasonable time. 

201. The Railway Board have stated that, due to the curtailment of 
railway activities, the expected expansion did not take place in the 2 years 
prior to the appointment of the Wanchoo Committee and, therefore, the in¬ 
dents placed on the Railway .Service Commissions in 1965-66 on the basis 
of these forecasts could not be fully utilised. 

202. In their replies to the questionnaire of the Committee the Railways 
have stated that there are no cases of panels having lapsed or not utilised 
for want of vacancies but delays did occur in the case of recruitments 
made through the Railway Service Commissions. 

203. From the information forwarded by the Railway Service Commis- 
-sions, we have examined the time taken for the selection of candidates for 
technical and other categories during the vears 1974-65 to 1977-78. This 
is shown in Annexure X. We find that the time taken for finalising the 
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panels varied, from 3 to 28 months in the case of technical categories staff 
against the prescribed time schedule of 5 months and in the case of other 
categories of staff it varied from 4 to 42 months against the prescribed time 
schedule of 7 to 12 months. Thus, in most cases, the time schedule was 
substantially exceeded in finalising panels. According to the Railway Ser¬ 
vice Commissions excess time taken was due to the very large number of 
applications received in response to employment notices, time-consuming 
scrutiny of the applications, making arrangements for examinations/inter¬ 
views at a good number of centres, evaluation of the answer book etc. The 
workload was particularly heavy in the case of selections for popular cate¬ 
gories of staff. Th e Railway Service Commission, Bombay, has suggested 
that the delays can be cut down to a certain extent by increasing the 
strength of staff of the Railway Service Commissions in general. They have 
indicated that computerisation of selection process for popular categories 
can reduce the period by more than a year. The Recruiting Committee, 
Northeast Frontier Railway, has suggested that in view of the difficulties in¬ 
volved in holding a mass examination every year for a small number of 
vacancies in popular categories for which the minimum qualification is only 
matriculation or its equivalent, a consolidated indent of actual requirements 
for 2 years with anticipated requirements for the next 2 years would avoid 
the holding of these selections every year. 

204. The Railway Board have advised us that after discussions with the 
Chairmen of the Railway Service Commissions in February 1978, the pro¬ 
cedure for recruitment has been amended. According to the new (proce¬ 
dure the time schedule for issue of employment notices and holding of 
examinations every year by the Railway Service Commissions for recruit¬ 
ment to popular categories has been laid down without having to wait for 
indents from the Railways. This is given in Table 32. 

TABLE 32 

Time Scheule or Railway Service Commissions 


Railway Service Commission 

Employ- Examina- 

ment Notice tion to be 
advertise- held in 

ment to 
issue by 

Allahabad.. 

. December 

May 

Bombay ......... 

. February 

September 

Madras ........ 

. September 

February 

Secunderabad ........ 

. December 

June 

Calcutta ......... 

. June 

November 

Muzaffarpur . . . 

. October 

March 

Recruiting Committee, Northeast Frontier Railway . 

. November 

April 

1 RB—-6 
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Each Railway Service Commission would ask the Railways to give their in¬ 
dents 3 to 4 months before the issue of employment notice so that the 
number of vacancies is known by the time the examination is held. 

205. The Recruiting Committee, Northeast Frontier Railway, in reply 
to the questionnaire, has stated that since the employment notices have in¬ 
variably to show the number of vacancies in each division so as to enable 
the candidates to indicate their preference for two divisions as also the re¬ 
servation of posts, the issue of employment notices in respect of popular 
categories in November each year and the conducting of examination in 
Aprii without waiting for the indents from the Railways concerned would! 
not be advisable. In addition, as per orders of the Railway Board, the re¬ 
servation of posts has also to be announced on the Radio where there is a 
concentration of scheduled castes and scheduled tribes- They are thus 
having misgivings about the feasibility of the new procedure. 

206. There has so far been no reduction in the time taken for finalising 
the recruitment to different categories of staff; on the contrary the time 
actually taken in most cases has been much in excess of the target. We will 
examine this matter further and advert to it in the subsequent report. 

207. Jurisdiction of Supervisors :-(Recommendation 127-Part I) - The 
Wanchoo Committee observed that there were wide variations in the juris¬ 
diction of various categories of supervisors on different Railways and that 
very little had been accomplished to bring about a measure of uniformity. 
They expressed the view that it was essential to evolve yardsticks in res¬ 
pect of jurisdiction of inspectors with local adjustments as may be consi¬ 
dered necessary. 

208. The Railway Board have informed us that the jurisdiction of traffic 
inspectors has been revised in conformity with the recommendations of the 
Kunzru Committee. Guidelines have already been prescribed regarding the 
jurisdiction of permanent way inspectors which are generally being follow¬ 
ed. Uniform yardsticks for the provision of signal inspectors and carriage 
and wagon inspectors have been laid down for all the Railways recently, 
but no such yardstick has been laid down for loco inspectors. 

209. The following broad guidelines were laid down for the jurisdiction 
of permanent way inspectors on the basis of a study made by the Efficiency 
Bureau of the Railway Board:— 

(i) on broad gauge main and trunk lines, 110 to 125 equated track 
kilometres on single line sections, 150 equated track kilo¬ 
metres on double line sections, and 175 equated track kilo¬ 
metres on multiple line sectons; 
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(ii) on metre gauge main and trunk lines, 95 to 105 equated trade 
kilometres on single line sections; and 115 to 130 equated 
track kilometres on dobule line sections; and 

(iii) on broad gauge and metre gauge branch tertiary lines, and 
narrow gauge sections, 80 to 90 kilometres of route length. 

These guidelines were issued before the introduction of high-speed trains 
oa the Indian Railways. The last decade has seen considerable changes in 
track structure, methods of track maintenance and inspection. In view of 
these developments, it would be necessary to review the jurdisdiction of 
permanent way inspectors. We will consider this matter further in the 
subsequent report. 

210. Yardstick for signal and telecommunication inspectors was pres¬ 
cribed in March 1978, after a detailed study by Efficiency Bureau of the 
Railway Board. In the first stage the Railways have been asked to remove 
the disparities existing between different divisions on the Railways so as 
to ensure a uniform level of efficiency by rationalising the jurisdiction and 
workload on the basis of their present sanctioned strength. A fair work¬ 
load of a signal inspector has been indicated to be in the range of 3000 t® 
3600 Divisional Integrated Signal and Telecommunication Units* 
(DISTU) in case of non-suburban sections, and 5000 to 5600 units in the 
case of centralised traffic control or suburban sections provided the signal 
inspector is relieved of some non-technical and miscellaneous work. In the 
second stage of implementation, the existing strength of signal inspectors will 
'require to be augmented on the basis of the yardstick since their strength; 
has not kept pace with modernisation and improvements in signalling instal¬ 
lations. Later in this report, we have gone into the question of inspections, 
by signal inspectors and find that on most Railways their strength is not 
sufficient to meet the workload obtaining. Obviously, the yardstick has not 
been implemented. If modem signalling which is now being extensively 
provided on the Railways is to serve its purpose effectively, regular inspection 
and proper maintenance thereof have to be ensured. We feel that, having 
laid down a yardstick of workload for S&T inspectors, the Railway Board 
must take urgent steps to implement it within the shortest possible time. 

211. The guidelines for requirements of carriage and wagon inspectors 
were laid down in December, 1976. According to these, the posts of car¬ 
riage and wagon inspectors are to be calculated on the Zonal Railway 


♦Divisional Integrated Signal and Telecommunication Unit (DISTU) is a unit for expres¬ 
sing the maintenance workeload if S&T equip nent. It takes into account the quantum 
and 1 of equipment ' v t of untiiisation, interference to inspection and testing 

due to train service, and foot-plate inspection of signals. 
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basis and distributed to divisions according to the importance and work 
offering, taking into account the average holding of wagons (all gauges) in 
terms of 4-wheelers per day during one year and the ownership of coaches 
(all gauges) in terms of 4-wheeler units on the Railway. Besides one ins¬ 
pector has been suggested for each division for special type of stock, brake 
power, imprest stores etc., one inspector for special overhauls, progress of 
modifications involving safety and procurement and functioning of 
machinery and plant etc. and one ■superintendent for roller bearings, hot 
boxes, research and development- The Railways have been asked to work 
Put the revised strength of posts on the basis of the proposed guidelines, 
compare the same with the existing strength in various grades and indicate 
the modifications which may have to be made on this basis. They were 
advised that, if the application of the proposed' guidelines requires creation/ 
upgradation of posts, the feasibility of making matching surrenders may 
also be indicated duly bringing out the details and the number of posts, 
grades, etc., which would be surrendered. Thus the increase in the 
strength of carriage and wagon inspectors, where justified, has been linked 
with matching surrenders and additional supervisory staff as required has 
not been provided. Later in this report, we (have commented on various 
aspects of maintenance of rolling stock which require to be improved in the 
interest of safety. We consider that for effective action in this regard, ade¬ 
quate strength of carriage and wagon inspectors must be provided. It is, 
therefore, necessary that the guidelines laid down for the strength of 
carriage and wagon inspectors are implemented without insisting on ma¬ 
tching surrenders. 

212. As tor the laying down of yardstick for the requirments of loco 
inspectors, the Railway Board had initially stated that norms were being 
worked out, but have later advised us that it is not considered opportune to 
issue a uniform yardstick as there is ,a wide variation from railway to rail¬ 
way. Variations among railways are not uncommon in the case of other 
supervisory staff also and we do not consider this as sufficient reason for 
not laying down a yardstick for loco inspectors. We will consider this 
matter further and advert to it in the subsequent report. 

Permanent Way 

213. The term ‘Parmanent Way’ is applied to railway track and consists 
•of the combination of rails, sleepers, fittings, ballast, etc. Contrary to what 
may be implied by the term there is nothing permanent in the so-called, 
‘Permanent Way’. Every component of the permanent way requires to be 
maintained regularly and replaced periodically. Besides the attention which 
the individual components of the permanent way may require, the railway 
track as an assembly, has to be maintained in correct line and level within 
specified tolerances for the comfort ,and safety of rail travel. The attention 
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which the individual component may require in the form of maintenance 
Would depend upon the traffic carried and the local conditions. The health 
of railway track is important not only from the point of view of safety and 
comfort of rail travel but it also contributes significantly to the life of rolling 
stock and locomotives as also to the life of individual components of the 
permanent way. 

214. The decade since the appointment of the Wanchoo Committee has 
been considerable increase in traffic density, speed of trains and change in 
the pattern of traffic due to the use of rolling sock with high exle loads and 
improved form of traction using diesel and electric locomotives. The burnt 
of these developments has to be borne by the permanent way. To meet the 
new requirements the older materials are being replaced by new heavier and 
improved rails and sleepers with elastic fastenings for holding the rail on the 
sleepers. The conventional fishplated track with joints every few metres 
which contributed to the ‘clackety-clack’ of rail travel, is now giving place 
to long and continuous welded rails. Together with improvement and 
modernisation of the permanent way constituents, the methods of track 
maintenance and inspection have seen considerable change and improve¬ 
ment. Maintenance with heavy on-track machines and directed track 
maintenance have been introduced in a big way. Major strides have also 
been made in the inspection and monitoring of track by mechanised means. 

It is in this beckground that we have reviewed the implementation of the 
recommendations made by the Wanchoo Committee on permanent way. 

215. The Wanchoo Committee had made 64 recommendations and 
observations on ‘Permanent Way’ in their report. Out of these, we find that 
item 147 of Part I is an observation and did not call for any action. Items 
148 and 152 of Part I and 88(i), 89, 90, 91(i) and (ii), 92, 103, 104, 
106, 107, 108, 109(i), (ii), (iii), llO(iv) and (v) and 112 of Part II are 
either factual in nature or have been implemented or appropriate action 
taken by the Railway Board. However, these items are pined in the Appen¬ 
dix to this report together with the views of the Railway Board and action 
taken thereon by them. In respect of the remaining recommendations of 
the Wanchoo Committee, our detailed review of implementation is given in 
the following paragraphs. 

216. Track Structure :—(Recommendation 84-Part IT)—The Wanchoo 
Committee considered that, for providing a modernised track structure, 60 
Kg /m rails should be laid not only on sections carrying more than 20 gross 
million tonnes traffic but also on other trunk routes where the density of 
traffic may not have reached that level, but may be rapidly increasing. 

217. Tn tlheir remarks, the Railway Board have stated that, for achieving 
modernisation of track from the point of safety, it was not necessary to use 
60 Kg./m rails. They added that the use of heavier rail section has an 
economic aspect as renewals would be at longer intervals and that this 



consideration would be the determining factor for use of 60 Kg/m rails on 
a particular section. The Railway Board have also advised us that, on the 
basis of the recommendations made by a Committee of Directors of the 
Railway Board and RDSO, Chief Engineers of Railways and Additional 
Commissioners of Railway Safety who had reviewed the track standards on 
broad gauge in 1972, minimum rail sections were laid down depending 
upon the traffic density and speed which are given in Table 33 below— 


TABLE 33 

Minimum Rail Sections 


Traffic density in gross million 
tonnes 


Speed 


100 Km/h and 
below 

Over 100 km 'h 
and to 130 
km/h. 

Over 130 km/h 
and upto 

160 km'h. 

Over 20 .... 

. 60 Kg'm 

60 Kg'm 

60 Kg/m 

From 10 to 20 

. 52 kg/m 

52 Kg'm 

52 Kg/m 

Under 10*. .... 

. 90 lb/yd. 

52 Kg/m 

52 Kg/m 


*For suburban seed ns 52 Kg'm rails will be used even for the sections where traffic 
density is 10 GMT. 


218. It would thus be seen that the recommendation of the Wanchoo 
Committee for use of 60 Kg./m rails on sections where the density of 
traffic may not have reached 20 gross million tonnes but may be rapidly 
increasing had not been accepted by the Railway Board. 


219. In their replies to the questionnaire of the Committee, some of the 
Railways have stated that even though minimum track standards for trunk 
routes and main lines have been laid down there are sections, carrying a 
large number of high-speed trains where the track structure remains below 
the stipulated standard. One railway has suggested laying down of standards 
for ghat sections to counter the heavy wear. Another railway has stated 
that the track structure in some of the goods yards consisting of 75 lb/yd 
double headed rails and D&O sleepers having a sleeper density of N-l-] 1 *, 
does not meet the requirements for carrying the existing rolling stock. 


*N +1 is an expression used for the density of sleepers in railway track ; it implies the number 
of sleepers in a rail ‘N’ yards long i.e. for a rail *14 yards in length, the number of sleepers 
will be 14+1=15. Presently the expression M+1 is in use where <M’ is the length of rails 

2 a motrAC 5 1-1 
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220. It is necessary that the track structure is brought up to the stipu¬ 
lated standard at the earliest. We propose to go into it in detail and 
■advert to it in the subsequent report. 

221. Welding of rails .—(Recommendations 142—Part I and 85— 
Part II)—The Wanchoo Committee commended the progress made in the 
welding of rails and hoped that the pace would be maintained and even 
•further accelerated. They, however, noted that the progress of 192 kilo¬ 
metres of long welded rails laid uptil 31-3-1968 was not a significant 

' achievement and hoped that adequate and timely action would be taken for 
extensively going in for long welded rails. 

222. The Railway Board have informed us that during the last ten 
years the pace of welding of railway tracks has been accelerated and sub¬ 
stantial progress has also been made in the laying of long welded rails. 
The progress made in this respect is given in Table 34 below:— 


TABLE 34 

Progress of Long!Continuous Welded Rails 


Position as on 

Aggregate length of 
welded track 

; Length of track laid 
with long/ 
continuous welded 
rails. 


(In kilometres) 


31-3-1962 . 

4625 


31-3-1968 . 

. ^S^-jsisaj22o 

192 

31-3-1978 . 

33900 (33509 ) 

/ 

5200 (5382) 


Note : Figures within brackets give the position as advised to us by the Railways which is 
given in Annexure XI. 


223. We commend the progress of welding of railway tracks and 
laying of long/continuous welded rails made during the last decade and 
hope that this will be kept up. The Railway Board have also informed 
ns that during the five year period 1978—83, it is programmed to lay 
about 8000 kilometres of long)continuous welded rails and another 5250 
kilometres short welded panels cm the trunk routes and main lines of 
"broad and metre gauges. 


224. In reply to the questionnaire of the Committee, the Railways 
have advised us the progress of welding of rails and laying of longjcon- 
tinuous welded rails. This information is given in Annexure XI. We are 
happy to note that considerable progress in .the laying of long|continous 
welded rails has been made on the Central and Northern Railways follow¬ 
ed by the Eastern and Western Railways. On .the Southern and South 
'Central Railways, the progress in this respect has not been commensurate 
with their track kilometrage and would need to be accelerated. The South 
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Eastern, North Eastern and Northeast Frontier Railways have a relatively 
larger proportion of fishplated track and we would. urge these Railways 
to take effective steps for the welding of rails expeditiously. 

225. Procurement of Wooden Sleepers .—(Recommendation 143— 
Part I)—The Wanhoo Committee observe that there was as overall 
shortfall in the procurement of wooden sleepers on both the broad and 
metre gauges over the earlier 4 years. They suggested that allocation of 
wooden sleepers for renewals in automatic signalling territory, at stations 
provided with route rel,ay interlocking or truck-circuited running lines on 
both broad and metre gauges as also other similar works, should be made 
on priority. They also suggested that through renewals of wooden sleeper- 
ed track on non track-circuited sections should be carried out with 
CST-9 or steel trough or pre-stressed concrete sleepers and the released 
serviceable second hand wooden sleepers used for random renewals. 

226. The Railway Board have stated that considering the limited 
supply of wooden sleeprs, their use is being restricted to track circuiting 
works at stations, level crossings, for sections where automatic train con¬ 
trol] centralised traffic control, colour light signalling, tokenless block 
working and mechanisation of hump yards etc. are required to be pro¬ 
vided, for gauge conversion projects, new lines laid on unconsolidated 
formations and for normal maintenance of track with wooden sleepers 
They have also stated that in view of the above mentioned limitation and 
due to the limited supply of steel sleepers, the Railways have been advised 
to plan new track works with the use of CST-9 sleepers to maximum 
extent. Increasing length of track on important trunk routes (Group ‘A’ 
and ‘B’ routes) on broad gauge is being laid with concrete and steel 
sleepers. In their comments, the Railways have generally stated that 
scarcity of wooden sleepers persists and that the use of wooden sleepers 
in non-track circuited sections has been brought down to the minimum. 
The annual track renewal programme is mostly being done with metal 
and concrete sleepers depending upon the route and density ol traffic. 
The Railways have also furnished us information regarding the require¬ 
ment and supply of broad and metre gauge wooden sleepers during the 
last five years. This is given in Annexures XII and XIII. It will be 
seen that during the period 1973-74 to 1977-78, only about 41 per cent 
of renuirement of broad gauge wooden sleepers and about 50 per cent 
of the requirement of metre gauge wooden sleepers were actually supplied. 
Sur/ffiies made to the Western Railway were the lowest of all railways, 
the percentages being only 29 and 22 for broad and metre gauge sleepers 
respectively. 

227. As mentioned later in paragraph 382, the Railways have advised 
us that works of track circuiting have received a setback due to inadequate’ 
availability of wooden sleepers. The Central Railway has stated that 



due to shortfall in supply of wooden sleepers, as compared to the require¬ 
ment on all-India basis, arrears are bound to be there both in track cir¬ 
cuiting and other track renewal works. They have suggested the use 
of axle counters to reduce the requirement of wooden sleepers for tr,ack 
circuiting and use of concrete sleepers for through renewal of wooden 
sleepered track especially on the Bombay Division. 

228. From the foregoing, it is quite clear that the supply position of 
wooden sleepers has not at all been satisfactory. The forecast for their 
supply in the future also does not appear encouraging due to dwindling 
forest resources. Having regard to these considerations, the Railways 
will have to rely more and more on other types of sleepers and alternative 
means like axle counters for track circuiting etc. 

229. Procurement of Concrete Sleepers :—(Recommendations 144— 
Part I, 86 and 87—Part II)—The Wanchoo Committee urged the Railway 
Administrations to make special efforts for introducing the precast con¬ 
crete sleepers on the Railways on an extensive scale in view of the un¬ 
favourable supply position of wooden sleepers and the increasing demand 
for modem signalling. They reiterated the need for a firm and long-term 
integrated plan for the procurement of concrete'sleepers and matching elastic 
fastenings and synchronising their supply, so that the plan of modernisa¬ 
tion of track did not suffer on this account. 

230. In their remarks, the Railway Board have stated that concrete 
sleepers for railway track have been developed and all-out efforts are 
being made to arrange pre-cast concrete sleepers in as large numbers as is 
practicable. Ten concrete sleeper factories have been established of Which 
six are in production and the remaining four are likely to commence pro¬ 
duction shortly. They have added that action has also been taken to 
instal ten more such factories. Regarding synchronisation of supply of 
clastic fastening and concrete sleepers, the Railway Board have stated 
that necessary action has already been taken and that it is unlikely that 
the supply of elastic fastenings will lag behind the supply of concrete 
sleepers or vice-versa. 

231. The Railway Board have furnished information regarding the 
length of track laid with concrete sleepers during the 5-year period 1973—78. 



90 


This is given in Annexure XIV. The summarised position is shown 
in Table 35 below— * 

TABLE 35 


Length of track 
laid with con¬ 
crete sleepers 
(in kilometres) 


1973 9 5 

1974 ... . 11.4 

1975 36.6 

1976 72.2 

1977 9.0.8 

1978 88.5 

Tota. . . . 309.0 

1973-78 

Yeatly Average. 51.5 


232. We are constrained to note that the average annual progress of 
laying concrete sleepers during the period 1973—78 had been only 52 
kilometres which was 5 per cent of the length of primary sleeper renewals 
done on the Railways during the said period. The supply of concrete 
sleepers has not built up during the last decade as was envisaged by the 
Wanchoo Committee and their recommendation in this regard, therefore, 
remains substantially unimplemented. 

233. The Wanchoo Committee had also envisaged the use of concrete 
sleepers as an alternative to wooden sleepers for track circuiting. There 
has, however, been very little progress in the use of concrete sleepers in 
track-circuiting. We understand that due to the unsatisfactory electrical 
resistance of the present designs of concrete sleepers their use in track 
curcuiting works has been permitted with reservations. The length of track 
circuit with concrete sleepers is expected to be less than the length normally 
permitted with wooden sleepers. This would unduly increase the number of 
track circuits, relays and accessories and play a restrictive role on the wider 
use of concrete sleepers particularly on trunk routes where long welded and 
continuous welded rails are proposed to be used. Concrete sleepers are 
being extensively used on foreign railways on track circuited sections and 
to make the same a reality on the Indian Railways, the present technical 
handicap wou’d peed to be tackled with a sense of urgency. 

234. Having regard to the fact that the Ministry of Railways are com¬ 
mitted to the provision of track circuiting on a programmed basis and 
notins that not enough wooden sleepers would be available, we feel that 
unless greater efforts are mad© in regard to the procurement of concrete 


Year 
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sleepers, it is unlikely that any significant progress can be made in future. 
For this purpose, it is also necessary to develop concrete sleepers which 
■can be used for track circuiting without any restrictions or reservations. 

235. Provision of guard rails and walk-ways on bridges :—[Recom¬ 
mendation 88(ii)—Part II]—The Wanchoo Committee observed that 
the work of providing guard rails on girder bridges on some small spans 
of pre-stressed cement concrete girders had yet to be completed. Instead 
guard rails had been provided on earth-cushioned arch and flat top bridges 
and culverts which, in their view, served no purpose. Nor were the guard 
rails fixed according to the instructions issued by the Railway Board. 
They observed that walkways made out of unserviceable sheets had not 
been provided on all the girder bridges. 

236. In their remarks, the Railway Board have stated that the defi¬ 
ciencies have been made good. From the comments of the Railways we 
find that the Central Railway is providing guard rails on all girder bridges 
where the consequences of derailment are likely to be serious. The 
Eastern Railway has stated that guard rails are being provided where 
necessary and deficiencies / are being taken up with the divisions. The 
South Centra! Railway isi providing guard rails on those of the minor girder 
bridges only which have clear span of more than 6.1 metres (20 feet), 
and where simultaneously the rail level to bed level is more than 3.05 
metres (10 feet). Walk-ways on girder bridges are not normally being 
provided on all girder bridges on the Eastern Railway and on the North¬ 
east Frontier Railway, these are provided on major bridges only. A few 
bridges on the Nilgiri section of the Southern Railway have also not been 
provided with footpaths. 

237. From; the foreging it will be seen that the above recommendation 
has so far not been fully implemented on all the Railways. We hope 
that Railway Board will ensure that all girder bridges, on all the Railways, 
are provided with guard rails and walk-ways, without exception, within 
a short period. 

238. Deficiencies in proper maintenance of level crossings. —[Recom¬ 
mendation 88 (iii)—Part HI]—During the course of their inspections of 
railway track, the Wanchoo Committee inspected a number of level cros¬ 
sings. They observed that at some of these, gate lamps were without 
masking arrangements, road approaches at ‘C’ class level crossing were 
steeper than the limiting grade of 1 in 20, the discs fixed to gate, shutters 
were not painted bright red and the catches an,d stops for gate shutters 
were ineffective. They stated that though their observations were neces¬ 
sarily of a limited nature, these would be applicable to most of the track 
and that a lot needed to be done to improve the general standard of main¬ 
tenance. 



239. In their comments, the Railway Board have advised us that 
instructions for the upkeep of level crossings are adequately covered in 
Indian Railways Way and Works Manual which are being followed by 
the Railways. The Railways have also commented that level crossings 
are regularly inspected according to the schedule of inspections ,and that 
action is being taken for their proper maintenance. They have stated that 
masking arrangements for gate lamps have been provided, road approaches, 
are being maintained to the specified grade wherever they are steeper and 
painting of discs and repairing of gate catches is also being attended to. 

240. On the other hand, we find from the annual reports of the Com¬ 
mission of Railway S.afety that considerable deficiencies in the maintenance 
and equipment of level crossings were observed by the Additional Com¬ 
missioners of Railway Safety during their inspections. They had also noted 
that/the gatemen, on duty were not found quite conversant with the rules and 
procedure for protection of track to be followed in an emergency. In the 
Annual Report for 1976-77, the Commission of Railway Safety observed 
that the'standard of maintenance of level crossings was not upto the mark. 
It was, stated! that the level and gradient portions of approach roads beyond 
gate posts, particularly at unmanned level crossings, were not being main¬ 
tained as per standards laid down in the Indian Railways Way & Works 
Manual. We also find that the Railway Board had on a number of occasions 
drawn the attention of the Railways to the deficiencies in the maintenance 
and equipment of level crossings which had come to their notice. 

241. Notwithstanding the assurances given by the Railways, we find 
that deficiencies still remain in the maintenance and equipment of level 
crossings and in the training of gatemen in safety procedures. In view 
of the heavy toll of life and limb that accidents at level crossing take, 
their proper maintenance and training of gatemen in the protection of 
rail and road traffic cannot be overemphasised. It is important, there¬ 
fore, that the Railway Administrations give high priority to remedying 
this situation. 

242. Ballast Diagrams :—[Recommendation 93(i), (ii) & (in) — 
Part II]—The Wanchoo Committee found that there was lack of unifor¬ 
mity in the preparation of ballast diagrams on the Railways. They con¬ 
sidered that screening of ballast between two sleepers should be done at 
every quarter of kilometre, taking care that the cores under the sleepers 
were not disturbed and the results should be plotted on a diagram show¬ 
ing the clean stone, ballast content in the track. They also suggested 
tb,at ballast diagrams should be revised once in five years or so and the 
engineers should test-check the requirements of ballast worked out by perma¬ 
nent way inspectors on the basis of the ballast diagrams. 
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243. In their remarks, the Railway Board had stated that the require¬ 
ments, of ballast for maintenance purposes was estimated by screening 
the ballast section every half or one kilometre as laid down in the Indian 
Railways Way & Works Manual. The requirements worked out by 
the permanent way inspectors in this manner are checked by the Assis¬ 
tant Engineers. They stated that the ballast diagrams referred to by 
the Wanchoo Committee are maintained as a record to show the depth 
of clean/unclean ballast under the sleepers but these 1 are not utilised for 
estimating the maintenance requirements of ballast. However, ballast diagrams 
are used for estimating the ballast requirements only at the time of deep 
screening. In their comments, the Railways have also stated that 
ballast cushion diagrams are being maintained. On some Railways in¬ 
formation pertaining to ballast cushion is indicated on the track diagram. 
Nothing, however, appears to have been stipulated regarding the 
periodicity at which the ballast diagrams should be revised. In effect, 
this recommendation of the Wanchoo Committee does not seem to have 
been accepted by the Railway Board and the earlier practice on the Rail¬ 
ways continues. We wish to examine this matter further and will ad¬ 
vert to it in the subsequent report. 

244. Percentage of clean ballast in track .—(Recommendation No. 
94—Part II)—The Wanchoo Committee considered clean ballast to be 
a vital factor in safe and satisfactory behaviour of the track and suggest¬ 
ed that wherever the content of clean ballast falls below 35 per cent, 
complete reballasting should be carried out. 

245. In their remarks, the Railway Board stated that clean ballast in 
track was essentially required for facilitating drainage which was achiev¬ 
ed by cleaning the hpunches regularly. They added that the interval 
after which the haunches require cleaning depends on local soil condi¬ 
tions but, generally speaking, one cleaning every three years is consider¬ 
ed adequate. Deficiency in ballast in boxing is made up at the time 
of such cleaning. They also stated that deep screening including provi¬ 
sion of full ballast cushion is carried out at the time of track renewal. 
Deep screening and recoupment of ballast in between track renewals is 
done on the basis of actual requirements which vary from place to place 
depending on the soil conditions, rainfall in the area and traffic density. 
The Railway Board considered these methods adequate for ensuring 
sufficient clean ballast in track and the fixing of specific percentage, as 
was suggested by the Wanchoo Committee, was not considered necessary. 
We are in the agreement with the Railway Board that no specific per¬ 
centage of clean ballast for undertaking complete reballasting need be 
laid down. Maintenance recoupment of ballast is a continuing process 
for the proper upkeep of track and such recoupment should be done on 
the basis of actual requirements. 
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246. Ballasting of Track. —(Recommendation 145—Part I)—The 
Wanchoo Committee observed that deficiency of clean ballast was manifest 
on many sections. They noted that during the 5-year period from 1963-64 
to 1967-68, procurement of ballast bad been of the order of 5 million 
cubic metres per annum which amounted to about 6 per cent of the total 
bail,ast in track on the broad, metre and narrow gauge systems. They fait 
that greater efforts were called for to enhance the procurement of clean 
ballast from 5 to 9 million cubic metres per annum. 

247. The Railway Board stated that in accordance with the recom¬ 
mendations made by the Kunzru Committee (Para 144 of Part II Report), 

4 per cent of the total quantity of ballast in track was considered adequate 
for annual recoupment. The total quantity of ballast on running lines on 
the broad, metre and narrow gauge systems, as on 1.4.1967, was estimated 
at 64 million cubic metres. Four per cent of this quantity would be 2.8 
(sic) million cubic metres. They added that during the period 1963-64 
to 1966-67 when the total procurement of ballast was about 5 million 
Cubic metres per annum, ballast trained out for recoupment purposes 
varied from 2.1 to 2.6 1 million cubic metres per annum. Thus, the recoup¬ 
ment target cf 2.8 million cubic metres had generally been fulfilled. The 
Railway Board have also advised us that adequate quantity of ballast is 
being procured by the Railways to meet the' annual requirements for nor¬ 
mal recoupment, track renewals and increasing the ballast cushion. 

248. In reply lo the questionnaire of the Committee, the Railways 
have furnished the quantity of ballast procured annually during the last 
five years. These figures for the period 1973-74 to 1977-78 arc given 
in Annexure XV. During this period, the total quantity of ballast pro¬ 
cured on all Railways averaged 2.68 million cubic metres per annum. 
Some portion of the total quantity of ballast so procured must have been 
used on works of track renewals and increasing ballast cushin. Therefore, 
there is no doubt that the quantity of ballast used for recoupment has 
considerably fallen short of even the Railway Board's own assessment of 
2.8 million cubic metres per annum. Information furnished by the Rail¬ 
ways shows that some Railways have shortfall while others have none. 
The information given by the Railways does not corroborate the conclusion 
of the Railway Board that adequate quantity of ballast is being procured 
for recoupment and put in the track. The Railways have indicated reasons 
for the shortfall as shortage of funds, non-availability of ballast and diffi¬ 
culty in training it out. We do not consider as adequate, the reasons 
given by some of the Railways for not carrying out an important work on 
which depends the effectiveness of track maintenance and health of the 
track. This recommendation of the Wanchoo Committee, therefore, has 
not been fully implemented. The Railway Board should take urgent 
steps to see that the procurement of ballast is increased to meet fully the 
requirements for normal recoupment. 
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249. Track Renewals .—(Recommendation 141—Part I).—The 
Waachoo Committee commended the progress made on track renewals 
during the period 1963-64 to 1967-68 and hoped that the pace of renewals 
would be maintained. They noted that on the broad and metre gauge 
systems, the length of track under speed restriction had undergone a steady 
reduction during the period 1963-64 to 1966-67 and expressed the hope 
that speed restrictions attributable to worn out or obsolete track would 
continue to be eliminated and the trend of progress achieved would be 
maintained. 

250. In their remarks, the Railway Board stated that track renewals 
are carried out on condition basis depending on the resources available and 
that all possible efforts are made by the Railways to replace worn out or 
obsolete track with a view to remove speed restrictions. The Railway 
Board have advised us that, due to steep increase in the cost of labour and 
materials since 1969 and inadequate outlays for track renewals, the actual 
length of track renewed has been declining over the years with consequent 
increase in the backlog of primary renewals. The everage annual outlay 
and progress of track renewals during the plan periods were ,as shown in 
Table 36 below— 

TABLE 36 


Period 

Average 
Annual net 
outlay (in 
crores of 
Rupees) 

Average Annual Progress 
of complete Track Re¬ 
newals (in kilometres) 

Primary Secondary 

Second Five Year Plan (1956—61) 

30.05 

1900 

530 

Third Five Year Plan (1961 —66) 

43.05 

2600 

620 

Three Annual Plans (1966—69) 

29.30 

, 1700 

500 

Fourth Five Year Plan (1969—74) 

31.64 

1300 

360 

Fifth Five Year Plan (Four years 1974—78) 

35.07 

950 

290 


251. The Railway Board also stated as a result of inadequate outlays 
the backlog of primary renewals which was of the order of 2400 kilometres 
at the beginning of the Fifth Five Year Plan had increased to about 6000 
kilometres in 1978 and speed restrictions have had to be imposed on 
about 1700 kilometres due to weak track structure. They have added 
that considering the backlog and the normal annual extent of track rene¬ 
wals, the requirement of funds during the five-year period 1978—83 has 
been estimated at Rs. 560 crores (net), against which a tentative provision 
of only Rs. 350 crores (net) has been made. 
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252. In reply to the questionnaire of the Committee, the Railways 
advised the progress of primary through rail and sleeper renewals for the 
ten year period from 1968-69. This is given in Annexures XVI and XVII. 
It will be seen that the progress of primary through rail and sleeper rene¬ 
wals has been continuously falling since the Third Five Year Plan. During 
1977-78 the track renewals completed were only 37 per cent of the annual 
performance during the Third Plan period. 


253. Due to fall in the annual track renewals the arrears in this respect 
have been mounting. The position of arrears of track renewals as on 
1st April, 1978 advised by the Railway Board for the broad, metre and 
narrow gauges is given in Annexure XVIII. The' summarised position is 
as periTable 37 below:— 


TABLE 37 


Arrears of Track Renewal 



Total 
length of 
track 

Arrears in Track Renewal as on 1-4-1978 


Through Rail Renewal 

Through Sleeper Renews 



Primary 

Secondary 

Primary 

Secondary 




(in Kilometres) 


Broad Gauge 

49522 

4001 

1360 

4234 

1186 

Metre Gauge 

25926 

3416 

2145 

3843 

1419 

.Narrow Gauge . 

4293 

13 

1195 

68 

1218 

Total 

79741 

• 

7430 

4700 

8145 

3823 


M ote : Arrears in complete track renewals have been split into Through Rail ard 
Sleeper Renewal. 


254. We find from Annexure XVII that bulk of the arrears in primary 
have been mounting. The position of arrears of track renewals as on 
and main lines which carry major portion of the traffic. Out of 25342 
kilometres of track on* Groups ‘A’, ‘B’ and ‘C’ routes of broad gauge, 
primary through rail and sleeper renewals were due on 3139 and 3435 kilo¬ 
metres respectively On the metre gauge, out of 14554 track kilometres 
on track routes and main lines, primary through rail and sleeper renewals 
were due on 2739 and 2641 kilometres respectively. The main reasons for 


♦Railway lines on broad gauge of the Indian Railways are classified into Groups A, 
B, C, D, and E on the basis of maximum permissible speed- 
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the increasing arrears in track renewals have been stated by the Railways 
as inadequate allocation of funds and non-availability of permanent way 
materials. 

255. The Railways have had to impose speed restrictions at several 
places on considerations of weak and obsolete track overdue renewal. The 
extent of such speed restrictions as on 31-3-1978 are given in Annexure 
XIX. The length of track under speed restrictions due to obsolete or wot* 
out track has increased from 788 kilometres on 31-3-1968 to 1996 kilo¬ 
metres on 31-3-1978. The Eastern Railway has advised us that so far they 
have been able to restrict the imposition of speed restrictions to a compa¬ 
ratively few sections by making an all-out effort to maintain the present 
track with casual renewals, but this cannot continue much longer and addi¬ 
tional speed restrictions would have to be imposed soon if the pace of track 
renewal is not stepped up. 

256. From the review made in Chapter II, we find that the number of 
accidents attributed to rail breakages has increased substantially in recent 
years. As mentioned later in paragraph 278, rail fractures on running 
lines have also gone up and the delays in track renewals would have con¬ 
tributed to this in some measure. 

1 gttggggg 

257. The Wanchoo Committee had expressed the hope that the Rail¬ 
ways will step up the pace of track renewals and bring down the backlog. 
Not only has this hope been belied, but the position has deteriorated con¬ 
siderably and'its ill-effects are becoming apparent from the rising incidence 
of rail breakages and imposition of speed restrictions on increasing lengths 
of track. We view this matter with great concern and would strongly re¬ 
commend that no effort should be spared in solving this problem in all its 
aspects. It is disconcerting to note that, against Railway Board’s owm 
estimate of the requirements of funds for track renewals of Rs. 560 crores 
during the quinquennium 1978—83, only Rs. 350 crores are stated to have 
been tentatively earmarked for this purpose. We understand that this 
matter has also been taken u|p by the Railway Board with the Planning 
Commission. We do hope that the Railways’ full requirements of funds for 1 
track renewals in the coming years will be made available so that the 
arrears are wiped out at the earliest. We shall advert to this subject in owe 1 
subsequent report. 

258. The Northeast Frontier Railway has advised us that two branch 
lines owned by private companies and worked by them, i.e. Ghaparmukh- 
Silighat (83.61 Kms.) and Katakhal-Lalaghat (38.10 Kms.) are being 
maintained with great difficulty at a restricted speed of 25 kmph and 15 
kmph respectively, due to overdue track renewals, as the con¬ 
cerned company is not willing to share the cost of replacement. Since 
this is an important matter concerning the safety of train operation, we 
a RB—7. 
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would like to impress upon the Railway Board the need to take special' 
steps to complete track renewals on the above-mentioned lines on an 
urgent basis, 

259. Unserviceable sleepers in track .—(Recommendation 95—Part II) 
—The Wanchoo Committee observed that, with unserviceable woodea 
sleepers spread indiscriminately over the track, rails and rail joints as well 
as serviceable sleepers are subject to stresses and suffer damage. They 
suggested that the percentage of unserviceable wooden sleepers should be 
reduced to the barest minimum and eventually any sleeiper that is con¬ 
sidered spike-killed or otherwise unserviceable should be promptly re¬ 
newed. 

260. In their remarks, the Railway Board had stated that the extent 
policy was in conformity with this recommendation. The Zonal Railways 
have commented that efforts are being made to keep the percentage of 
unserviceable sleepers in the track to the minimum possible but inadequacy 
•f funds and of wooden sleepers have been the constraints. From the 
replies of the Railways to the questionnaire of the Committee, we find that 
as on 31-3-1978, there were 9174 kilometres of track where the proportion 
ef unserviceable sleepers was in excess of 20 per cent. A major portion of 
such track would be on wooden sleepered sections. Thus, while the 
Wanchoo Committee had suggested reduction in the percentage of unser¬ 
viceable sleepers to the barest minimum, we find that a significant length of 
track continues to have more than 20 per cent unserviceable sleepers. This 
recommendation has, therefore, not been implemented. We propose to go 
iuto the question of number of unserviceable sleepers in track and distri¬ 
bution thereof and shall advert to it in the subsequent report. 

261. Distressed Bridges .—(Recommendations 96 and 97—Part II)— 
Tile Wanchoo Committee observed that the Railways did not have a clear 
concept of what the term ‘distressed’ bridges implies. They recommended 
that there was need for having a uniform concept as to when a bridge was 
to be treated as ‘distressed’ on condition basis or on hydrological consider¬ 
ations. They also urged that bridges considered ‘distressed’ should be re¬ 
habilitated on a programme basis, a higher priority being given to structures 
which require to be rebuilt on age-cum-condition basis. 


262. In their remarks, the Railway Board stated that guidelines and 
general instructions for inspection and maintenance of bridges already 
exist and that further amplification of such instructions, with a view to 
achieving uniformity, was not considered desirable since it would act as a 
constraint on local engineering officials. They added that rehabilitation of 
distresed bridges was being undertaken as per extent policy. 
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263. In reply to the questionnaire of the Committee the Railways 
have furnished information regarding bridges considered ‘distressed’ on 
condition basis or on hydrological considerations. This is given in Annex- 
ure XX. It will be seen that upto the end of 1977-78, the number of 
bridges which had been identified as ‘distressed’ totalled 4847. Out of 
these, 1294 bridges were rehabilitated during the decade of form 1968-69 
to 1977-78. Thus there were 3553 ‘distressted’ bridges remaining to be re¬ 
habilitated as on 31-3-1978. The largest number of 921 ‘distressed’ 
bridges were on the North Eastern Railway, followed by Northeast Fron¬ 
tier Railway with 833 such bridges. Railways have also pointed out that 
categorisation of bridges as ‘distressed’ on condition basis or otherwise is a 
continuing process and it is likely that more bridges may fall in this cate¬ 
gory in due course. 

264. Against 1247 bridges treated as distressed at the time of the 
Wanchoo Committee, the number over a period of 10 years has increased 
to 3553. The sharp increase in the number of ‘distressed’ bridges is dis¬ 
quieting. A special programme designed to complete the rehabilitation 
of these bridges within a specified time is, therefore, called for. 

265. From the replies of the Railways we also note that the term 
‘distressed bridge’ is being given widely different connotations. For in¬ 
stance, the Eastern Railway has categorised those bridges as ‘distressed’ 
which are either showing signs of distress or have early steel or under¬ 
strength girders. The Northern Railway has termed those bridges as ‘dis¬ 
tressed’ which fall in one or more of the three categories viz (i) bridges 
with understrength girders having speed restriction on that account, (ii) 
arches having cracks and where grouting has not given satisfactory results 
and (iii) bridges having cracks in piers, abutments and bed blocks. The 
Northeast Frontier Railway has categorised theoretically overstressed 
bridges as ‘distressed’, besides those which are physically or hydrologically 
distressed 1 . Thus, a uniform concept of what a ‘distressed bridge’ implies 
is still lacking. We consider that, for a correct appreciation of the magni¬ 
tude of the problem of rehabilitation of ‘distressed’ bridges, a definition 
of the form ‘distressed bridge’ is called for. 

266. Gang Strength. — [Recommendations 98(i) to (v) and 99-Part 
II]—The Wanchoo Committee recommended that the Track Standards 
Committee should go into the matter of gang strength and evolve a system 
of basic strength units according to track classification. These basic 
strength units may be augmented by co-efficients based on local characteris¬ 
tics of various sections of the Railways. They suggested that while evolving 
the basic strength of a gang, the working and living conditions of ganemen 
should not be ignored. They also suggested that the gang strengths should 
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be determined on a careful consideration of the following:— 

(i) optimum standard of maintenance for each classification of 
track based on the maximum speed and traffic density; 

(ii) schedule of work ‘round the year’ for the required optimum 

standard of track maintenance; 

(iii) assessment of the requisite number of man-days, based on 
average outturn of work per man-day for each operation to 
conform to the specified ‘round the year’ schedule; 

(iv) additional strength required to cover such factors as require 
extra attention over and above the normal; and 

(v) the optimum length over which a given gang can carry out 
effectively and without default every track maintenance 
operation. 

267. Tire Railway Board have stated that the factors enumerated by 
the Wanchoo Committee, alongwith other relevant factors such as method 
tof inspection, extent of mechanisation etc. are taken into account in de¬ 
termining the gang strength. The Railway Board also appointed an Expert 
Committee in 1969 to report on the requirements of staff for maintenance 
Of track on different gauges with varying track structure and under diffe¬ 
rent systems of maintenance. The Expert Committee suggested a formula 
for determining the gang strength for manually maintained sections only, 
on the same lines as was done by the Lobo Committee earlier with some 
modifications in the factors which affect the quantum of maintenance effort 
required. The Export Committee did not consider it possible, for want 
Of experience, to evolve any yardstick of work for staff working on sec¬ 
tions maintained mechanically or by other modern techniques. The 
Railway Board, therefore, appointed a Directors’ Committee in December, 
1971 to examine certain aspects of the Expert Committee’s report before 
it was accepted for implementation on the Railways. The Directors Com¬ 
mittee did not accept the recommendation made by the Export Committee 
and suggested that it would be generally adequate to continue the use of 
Lobo Committee’s Modified Maflin formula with certain adjustments. The 
suggestions made by the Directors’ Committee were discussed at the con¬ 
ference of Chief Engineers held in January 1976. They noted that the 
effects of directed track maintenance, use of concrete sleepers etc., had not 
been taken into account while working out the gang strength formula. To 
review these developments and fix a revised yardstick on a more scientific 
basis, a Committee (hereinafter referred to as the Gang Strength Com¬ 
mittee) consisting of Chief Engineers of five Railways and officers from 
the Railway Board and the RDSO, has been constituted in January, 1976 
and they have been entrusted with the work of evolving a suitable formula 
for gang strength required for track maintenance. 
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The Railway Board have advised us that the yardstick on gang, 
strength for track maintenance was revised in 1962 (Modified Maflin for¬ 
mula by Lobo Committee), subsequent to which there have been major' 
changes in track structure on the Indian Railways. There have also beetl 
improvements in the methods of track maintenance with the introduction 
of mechanical tamping, long welded rails, etc. These are under re-exami- 
nation by the Gang Strength Committee whose report is expected soon* 
They have added that safety in the maintenance of track is in no way un¬ 
dermined with the existing gang strength. 

268. From the foregoing we find that the evolution of a rational for¬ 
mula for determining the gang strength has been considerably delayed and 
the Wanchoo Committee’s recommendation remains unimplemented. The 
Railway Board should direct the Gang Strength Committee to submit its 
recommendations expeditiously and finalise the issue speedily. 

269. Maintenance of curves -.—(Recommendations 146—Part I; 100, 
101 and 102—Part II)—The Wanchoo Committee observed that the 
maintenance of curves to correct alignment including transitions, with 
appropriate superelevation and cant gradient in proportion to the optimum 
versine gradient, needed special care. They found keenness among the 
permanent way staff on different Railways for having mechanised means of 
maintaining the curves to correct alignment and in this context referred to 
two instruments namely, the curve calculator and the curve corrector. They 
suggested that the Railway Board may consider the question of procure¬ 
ment of an adequate number of curve correctors so that an instrument was 
available for each division on the Railways. They also suggested that after 
accurate reconditioning of each curve with special emphasis on the 
transitional approaches, curve alignment registers should be maintained 
showing therein the versines and super-elevation at each ‘station’.* The 
‘stations’ should be marked in white paint on the inner side of the outer 
rail and the superelevation on the inner web of the inner rail. 

270. In their remarks, the Railway Board stated that curve alignment 
registers are being maintained and the ‘stations’ are marked on curves. 
Mechanised curve calculators are already in use and at present there are 21 
cruve calculators on the Railways, the utilisation of which is controlled 
from the Head-quarters Offices. 

271. We note that the Committee of Directors, Chief Engineers and 
Additional Commissioners of Railway Safety on Review of Track Stand¬ 
ards (Broad Gauge) 1972 considered curve correctors as very useful for 
continuous recording of versines along a curve and for locating the area* 
needing immediate attention. They recommended that this should be 
developed indigenously and supplied for Group A and B routes. The 

•'Noth : To enable measurement of versines on curved track, it is divided into small seg¬ 
ments, each 10 metres long etc. The end points of these segments »re referred) 
to as ‘stations*. 



Railway Board did not accept this recommendation initially since they 
considered that it would be difficult to use curve corrector on busy lines and 
recording of versine by manual method was considered satisfactory. On 
the strength of results of trials conducted with imported ‘Matisa’ curve 
corrector, the RDSO advised the Railway Board in March 1976 that the 
curve corrector is an extremely useful equipment for obtaining smooth 
alignment on curves without the need for elaborate calculations involved in 
string lining. They considered it a versatile tool in the hands of permanent 
way men for improved maintenance of curves. The RDSO had advised 
that field trials over the Western Railway had also proved the usefulness 
of this equipment. On the above recommendation of the RDSO, the 
matter was reconsidered by the Railway Board and instructions were 
issued to the Railways in May 1976 to use curve correctors on certain 
sections where they consider it necessary for better maintenance of track. 
The RDSO were also asked to develop a curve corrector indigenously and 
supply one or two curve correctors to each Railway. We understand that 
the RDSO are working on the indigenous development of this equipment. 

272. From the foregoing we find that the recommendation of the 
Wanchoo Committee for making available one curve corrector on each 
division is still to be implemented. The usefulness of the curve corrector 
having been proved in field trials, we consider that the Railway Board 
should take steps to expedite its development and make them available on 
each division of the Railways. 

273. Ultrasonic rail flaw detectors '.—(Recommendation 105— 
Part II)—The Wanchoo Committee considered 1 that ultrasonic rail flaw 
detectors were essential for detection of rail flaws and urged that an ade¬ 
quate number of these should be made available for use on the Railways. 
They expressed the view that annual testing provides an effective practical 
check, though more frequent testing should' be carried out where track 
conditions so warrant. 

274. The Railway Board in their remarks stated that the periodicity of 
inspections by ultrasonic rail flaw detectors would be as warranted by track 
conditions. They also stated that 40 ultrasonic rail flaw detectors are in 
use on the Indian Railways, that orders have been placed on M/s. Electro¬ 
nics Corporation of India Ltd., Hyderabad for supply of 50 rail flaw 
detectors out of which 30 have been received and are in use and action has 
been initiated to procure another 37. They added that the schedule of 
ultrasonic testing has been laid down keeping in view the importance of the 
route and life of the rails, and that more frequent testing will be possible 
on receipt of additional rail flaw detectors as indicated above. 

275. We note that the Railway Board had accepted the recommenda¬ 
tions of the Committee of Directors, Chief Engineers and Additional Com- 
missioaers of Railway Safety on the ‘Review of Track Standards (Broad 
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'Gauge)—1972’ that in-service testing of rails should be done at the follow¬ 
ing periodicity— 

(a) For lines with speeds in excess 

of 130 kmph. .. Once in a year 

(b) For lines with speeds in excess 

of 100 kmph. and upto 130 Once in two years 
kmph. 

(c) On all suburban running lines 
where the speeds are upto 130 

kmph. Once in two years. 

The chief Engineers of Zonal Railways have been given discretion to permit 
testing at closer intervals. 

276. In their comments, the Railways have stated that ultrasonic rail 
flaw detectors are being used for testing of rails wherever required. From 
the information furnished by the Railways we are happy to note that in 
recent years about 10.COO kilometres of tracks per annum were tested 
ultraSonically. This is a commendable performance. 

277. From the foregoing we find that though annual testing by ultra¬ 
sonic means has not been introduced on all tracks, substantial progress ia 
this direction has been made. Due to the increasing arrears in track re¬ 
newals and rise in the incidence of rail breakages, we consider ultrasonic 
testing an essential and effective means of ensuring safety and efficiency 
•f train operation. We hope that, with the receipt of additional rail flaw 
detectors, not only will the periodicity of testing be increased but increas¬ 
ing length of track will be covered by ultrasonic testing. 

278. Incidence of rail failures.—(Paras 260 to 262—Part II)—In reply 
to the questionnaire of the Committee, the Railways have furnished in¬ 
formation regarding number of rail fractures on running lines during the 
decade ending 31-3-1978. This has been given in Annexure XXI. For 
the purpose of comparison, the number of rail fractures which occurred 
during the five-year period from 1963-64 to 1967-68, which was reviewed 
% the Wanchoo Committee (Para 261—Part II report), have also been 

shown in Annexure XXI. The summarised position for the two quin¬ 
quennia 1963-64 to 1967-68 and 1973-74 to 1977-78 is given in Table 
38 below:— 


TABLE 38 

Rail fractures on running lines 

Period Number of rail fractures on running lines 

CR ER NR NER NFR SR SCR SER WR Total 

1963-64 to 1967-68 1432 738 609 60 3 8 288 137 141 986 4429 

T973-74 to 1977-78 1673 638 1507 63 544 118 487 2261 1130 8421 
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279. It will be seen that during the 5-year period from 1973-74 to 
1977-78, the number of i;ail fractures on running lines of Indian Railways- 
had almost doubled compared to those during the period 1963-64 to 
1967-68. Except on the Eastern, North Eastern and Southern Railways, 
the number of rail fractures has increased on all the other Railways. The 
increase on the Northern, Northeast Frontier, South Central and South 
Eastern Railways is indeed disquieting. Each rail fracture in the running 
lines is a potential hazard to the safety of trains. We would, therefore> 
urge the Railway Board and the Railway Administrations to take effective 
steps so that flaws in rails are detected in time and the defective rails are 
removed from track before these develop into fractures. We propose to 
comment on this aspect in our subsequent report. 

280. According to the classification of accidents by the Railway Board, 
fracture of a rail as a failure of permanent way, is an accident falling under 
Class ‘J’. In the Accident Statistics published annually by the Railway 
Board, the incidence thereof is shown in the summary of accidents under 
Group-II as ‘Broken Rails’. The number of broken rails on the 
Indian Railways since 1968-69 as extracted from the Accident 
Statistics is given in Table 10, Chapter II. We find that there 
is a wide disparity in the number of ‘Broken Rails’ as given 
in the Accident Statistics published annually by the Railway Board 
and the number of rail fractures on running lines as advised to us by the 
Railways which is shown in Annexure XXI. It wauld appear as if all 
rail fractures occurring on running lines on the Indian Railways are not 
being reported as accidents. The Railway Board and the Railway Ad¬ 
ministrations shouid look into this discrepancy in reporting and compila¬ 
tion of Accident Statistics and take necessary corrective action. 

281. Mechanised Maintenance of track.—(Recommendation 110 (i), 
(ii) and (iii)—Part II)—The Wanchoo Committee observed that the 
Indian Railways had only a limited number of on-track tie-tamping 
machines and indigenous capacity for their manufacture was unlikely to 
be adequate in the years to come to meet the requirements of the Rail¬ 
ways if they were to adopt mechanised maintenance of track extensively. 
They felt that the factor of foreign exchange component in the cost of on- 
track tie-tamping machines should not deter the Indian Railways from 
working out a programme for switching over to modem methods of track 
maintenance on its trunk routes and main lines. The programme should 
take into consideration the economics as well as the safety aspect of 
mechanised maintenance and of other modem means of maintenance of 
track so that an integrated plan is worked out and the actual effect of 
modernisation is felt in the next few years. 

282. The Railway Board have advised us that at present there are 50 
tie tamping machines for broad gauge track on the Indian Railways. 
Orders have been placed for 8 broad gauge machines and tenders invited 
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for supply of another 8. They have stated that as envisaged in the Cor¬ 
porate Plan, about 8 machines will be procured every year. The intro¬ 
duction of tie-tamping machines has to keep pace with the introduction 
of modern track structure, the natural wastage of labour and also availabi¬ 
lity of funds. They have added that the factor of foreign exchange com¬ 
ponent in the cost of tie-tamping machines is not deterring the Indian 
Railways from switching over to modem methods of track maintenance 
On its trunk routes and main lines. The Railway Board have also advised 
us that track maintenance programme takes into consideration the econo¬ 
mics as well as the safety aspect and also various modern means of track 
maintenance, viz., directed track maintenance, measured shovel (packing 
and mechanised maintenance. Mechanised maintenance is adopted on 
track with pre-stressed concrete sleepers and also where long continuous 
welded rails are laid on other types of sleepers. They have added that 
the actual effect of modernisation has already been felt by way of improv¬ 
ed running quality of track. 

283. We note that the Committee' of Directors, Chief Engineers and 
Additional Commissioners of Railway Safety on “Review of Track Stand¬ 
ards—(Broad Gauge)” had recommended in 1972 that mechanised main¬ 
tenance of track on Group ‘A’, ‘B’ and ‘C’ routes should be planned by 
utilising on-track tie-tamping machines on. as much length of these routes 
as possible and on other routes manual track maintenance would conti¬ 
nue. The Railway Board accepted this recommendation and propose to 
introduce progressively mechanised maintenance of track on all import¬ 
ant routes. We note that from 18 tie-tamping machines in , 1968, their 
number increased to 50 in 1978. Mechanised maintenance has been 
extended to cover 5000 kilometres of track on trunk routes and main lines 
of all except the North Eastern and Northeast Frontier Railways. We 
commend the progress so far made in mechanisation of track maintenance 
and hope that the same would be maintained. 

284. Traffic Blocks for Mechanised Maintenance of Track. —(Recom¬ 
mendation 149—Part I, 110 (vi)—Part II)—The Wanchoo Committee 
noted that a concomitant of mechanised maintenance was the availability 
of traffic blocks on busy sections so that automotive tie-tamping machines 
could be put to optimum use. They suggested that train time-tables on, 
such sections should be framed in a manner that a block of time of about 
lour hours can, without difficulty, be allotted for mechanised maintenance 
of track and for maintenance of other equipment. They cautioned that 
unless arrangements to this effect could be ensured, the Railways would 
be going in for heavy expenditure in acquiring the equipment in vain. 

185. The Railway Board have stated that adequate traffic blocks for 
use of on-track tie-tamping machines are considered very necessary. 
However, it had not been possible to obtain four hour blocks per day for 
the machines. 
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286. We find that tbs performance of tamping machines on the Rail¬ 
ways is reported to the Railway Board every month. These reports, inter- 
alia, give the availability of traffic blocks for the working of tamping 
machines. The position m this regard for the last three years is given in 
Annexure XXII. It will be seen that during 1978, traffic blocks averaged 
53 hours 38 minutes per machine worked per month against the target 
of 100 hours per month set by the Railway Board. On the Central, East¬ 
ern, South Eastern and Western Railways there was deterioration in the 
availability of traffic blocks during 1978 as compared to the previous year. 


287. In their comments, the Railways also generally pointed to the 
unsatisfactory availability of traffic blocks for mechanised maintenance 
specially on the high traffic density sections where on-track tamping 
machines have been deployed. The Central Railway has stated that it 
has been found difficult to allow traffic blocks on Bombay Division and 
that additional line capacity works would need to be planned in future. 
This Railway has considered mechanised maintenance of track on subur¬ 
ban sections essential since there was hardly any time available for manual 
maintenance of track due to intensive traffic. The Eastern Railway has 
stated that due to non-availability of adequate traffic blocks for the work¬ 
ing of machines, the required cycles of maintenance cannot be adhered to 
and arrears of maintenance have to be made up by deploying manual 
labour to maintain -the track to the required standard. On the Northern 
Railway it has not been possible to incorporate the traffic block hours in 
the time table because of unavoidable fluctuations in the running of goods 
trains. The Western Railway has stated that traffic blocks of the re¬ 
quired duration; viz. four hours on a single line and 2 split blocks of 
hours duration on the same or either line are not available on the 
Bombay-Vadodara electrified route and also on Kota Division due to 
heavy traffic. This Railway has taken up the provision of required traffic 
facilities to enable granting of the required traffic blocks. 


288. We find 1 that the position regarding traffic blocks leaves much to 
be desired and the Wanchoo Committee’s recommendation has not been 
fully implemented. It has been admitted by the Railway Board as well 
as the Railway Administrations that, for various reasons, it has not been 
possible to give adequate traffic blocks required for working of on-track 
tie-tamping machines. It is inevitable that in the circumstances main¬ 
tenance will suffer and the cumulative effect of this over a period of time 
will have a vital bearing on safety. The position will get further aggra¬ 
vated with increased use of concrete sleepei^. The need for granting 
regular traffic blocks of sufficient duration on day to day .basis cannot, 
therefore, be overemphasised. Ways and means to arrange this must b© 
found. 
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289. Track Recording Car .—(Recommendation 151—Part I, 111 (i), 

(iii) — Part 11)—The Wanchoo Committee suggested that the cons¬ 
truction and equipment of the test cars should be completed on priority 
and that at least one test car for the metre gauge should be made available 
as soon as possible. They stressed the importance of inspection of track 
by modem methods and felt that if the Government are unable to manu¬ 
facture the test cars within a reasonable time, they should not hesitate to 
obtain them from elsewhere. The Wanchoo Committee also considered 
it necessary that improvements should be effected to enable the track 
recording car to record all track irregularities at higher speeds accurately. 

290. In their remarks, the Railway Board stated that manufacture of 
track recording cars had been completed. Seven track recording cars 
and one oscillograph car on metre gauge are already in use for objective 
inspection of track. One electric track recording car, which records all 
track irregularities at higher speeds, has been manufactured and is in use. 
In addition, one track-record iag-cum -research car which can record track 
geometry even upto speeds of 160 kmph is also in use. They have added 
that no necessity is being felt at present to obtain the test cars from abroad 
and that appropriate action would be taken when such a need was felt. 

291. In reply to the questionnaire, the Railways have also advised the 
extent of monitoring of track done by track recording cars in the last 
few years. This information for broad and metre gauges is given in 
Annexures XXIII and XXIV. We are happy to note that, between 1970- 
71 to 1977-78, the length of track monitored by track recording cars on 
broad gauge had increased nearly two-fold from 39577 to 74748 track 
kilometres and on the metre gauge from 2730 to 8000 track kilometres. 
We hope that this progress will be maintained and increasing length of 
track would be brought within the scope of monitoring by track record¬ 
ing cars. 

292. Hallade Track Recorders .—(Recommendation 150—Part I, 
111 (iv), (v), (vi)—Part II)—The Wanchoo Committee held the view 
that Hallade Track Recorder was a useful instrument for testing the 
riding qualities of the track at high speeds and urged that steps should be 
taken to acquire track recorders in adequate numbers so that each division 
has one to itself. They suggested that the Divisional Officers and staff 
should be encouraged to use these instruments intensively and should also 
he trained in the evaluation of the results recorded by these instruments, 
they considered it necessary that the Assistant Engineer concerned should 
invariably be associated with the testing of the track by the Hallade Track 
Recorder and that the charts should be documented at the end of the 
day’s run and defects listed for prompt action by sectional permanent 
wiy inspectors. 
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2S3. In their remarks, the Railway Board stated that Hallade Track 
Recorder was of liinited utility even for use at lower speeds since the) 
reading recorded by it were affected by the characteristics not only of the 
track but also of the vehicle. They added that these limitations become) 
far more pronounced at higher speeds and in view of the same, it was 
proposed to use track recording cars rather than Hallade Track Record¬ 
ers. The riding quality of track on Group ‘A’ routes was being monitored 
by Track Recording and Oscillograph cars and Hallade Track Recorded 
was being used on other routes only. The procurement of track recording 
cars had been planned on the same basis. The Railway Board also stated 1 
that Hallade Track Recorders already available are being used and the 
officers and staff are properly trained in their use. They did not consi¬ 
der it necessary to provide an instrument in each division. The perma¬ 
nent way inspector and the assistant engineer of the section are invariably 
associated with the periodical inspections of track by Hallade Track 
Recorder/Track Recording Car and Oscillograph car. Besides the notes 
taken by the permanent way inspector and the assistant engineer regarding 
the track defects noticed during the inspection runs, the track condition 
charts produced during these runs are also sent to them promptly to enable 
them to attend to the track defects at the earliest. 

294. The RDSO has also advised us that Hallade Track Recorders 
are not capable of providing accurate information about the condition 
of track. According to them the information is more ‘quantitative’ in, 
nature and these records are influenced by the riding characteristics of the 
vehicle in which the recorders are carried. They added that with the 
modern concept of monitoring track defects, both quantitatively and quali¬ 
tatively, these instruments would be outdated and their procurement, one 
for each division, would not be worthwhile. The RDSO has stated that 
presently, with a fleet of track recording cars and a track recording -cum- 
research car, monitoring of track is being done according to pre-deter- 
mined schedules. They have suggested that in between monitoring runs 
by track recording cars, whenever certain checks are required to be car¬ 
ried out, it would be expedient to monitor the riding quality of track with 
‘portable accelerometers’. These instruments are considered not only 
accurate, giving quantified vertical and lateral accelerations, but are also 
quite cheap, easy to use and can be considered as superior to the Hallade 
Track Recorders. They have added that action is being taken to stand¬ 
ardise the use of ‘portable accelerometers’ for such checks to be conduc¬ 
ted by the Railways. Three ‘portable accelerometers’ which are present¬ 
ly available with the RDSO are being utilised for research purposes and 
also for assisting the Railways for urgent track monitoring work. 

295. We agree with the views of the RDSO and the Railway Board 
that no useful purpose would be #erved by equipping each division of the 
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Railways with a Hallade Track Recorder. Regarding the question of 
providing ‘portable accelerometers’ for monitoring the riding quality of 
track, we shall go into this ‘matter further and advert to it in the subse¬ 
quent report. 

296. Stores workload of Permanent Way Inspectors — and Signal Ins¬ 
pectors. —(Recommendation 113(i), (ii)—Part 11)—During their tours of 
the Railways, the Wanchoo Committee found that the custody and accoun- 
tal of stores not only claimed a lot of time of permanent way inspectors 
but were a source of considerable anxiety to them and prevented them 
from giving their undivided attention, energy and time to the maintenance 
of track—their principal job. They stated that the Chief Engineers of 
all the Zonal Railways were of the unanimous view that their was definite 
need for relieving permanent way inspectors of the stores workload. The 
same difficulty was found in regard to the stores charge of signal inspec¬ 
tors. The Wanchoo Committee recommended that in all cases, perma¬ 
nent way inspectors and signal inspectors should be relieved of their 
stores charge and should be held responsible only for the imprest issued 
to and required by them for their day-to-day work. They also suggested 
that where a permanent way inspector and a signal inspector are both 
head-quartered at the same station, the person entrusted with the main¬ 
tenance of the permanent way stores could be concurrently responsible 
for signalling stores. At other places, separate arrangements may be made. 

297. In their remarks, the Railway Board stated that in order to 
reduce the workload and responsibility devolving on permanent way inspec¬ 
tors in the matter of custody of stores, a permanent way stores depot has 
been set up generally on each division of the Indian Railways and simplified 
]Mrocedure of accountal of stores, disposal of scrap and surplus material has 
been laid down. They added that the matter of relieving permanent way 
inspectors and singnal inspectors of their stores charge has been consider¬ 
ed in the light of the Third Pay Commission’s recommendations and it 
has been decided that the custody of stores is an inseparable part of the 
duties of Inspectors and that they cannot be divested of this responsibi¬ 
lity. Where, however, the organisational assistance was inadequate, the 
snme could be strengthened by providing extra clerical assistance. The 
allotment of the higher grade of Rs. 130—300 (AS) (Rs. 330—56d 
Revised) to heavier charges was to be accommodated within the overall 
number of such posts available in the clerical cadre. 

298. We note that the above decision by the Railway Board was take* 
consequent to the following observation made by the Third Pay Com¬ 
mission in their Report (Volume I, Chapter XIV, Para 48, page 148): 

“The Permanent Wav Inspectors have a grievance that despite 
repeated recommendations of various Railway Accidents 
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Enquiry Commitees, they have not been relieved of responsi¬ 
bility for the custody and accounting of stores materials. The 
departmental witnesses have informed us that various propo¬ 
sals are under consideration for relieving engineering insp¬ 
ectors of their stores charge to the extent practicable. It 
should, however, be recognised that custody of stores is an 
inseparable part of the duties of inspectors and that there 
is no justification for granting a special pay as compensa,- 
tion for such work.” 

Thus the view regarding the custody of stores forming an inseparable 
part of the duties of inspectors was taken by the Third Pay Convmissioa 
in the context of the demand of the permanent way inspectors for grant 
of special pay as compensation for such work. The Third Pay Com¬ 
mission had not gone into the question of desirability or otherwise of 
relieving the inspectors of the stores workload. 

299. In view of the above, the stand now taken by the Railway Board 
that the custody of stores is an inseparable part of the duties of inspectors 
and that they cannot be divested of this responsibility, is a reversal of 
their stand on the recommendations made by the Kunzru Committee is 
1962. Considering that this matter had engaged the attention of three 
high level Railway Accident Enquiry Committees i.e. the Shahnawaz 
Committee-1954, Kunzru Committee-1962 and the Wanchoo Committee- 
1968, we feel that such an important issue should not have been decided 
only on the basis of the views of the Pay Commission. 

300. We also note that for rationalising the workload of signal inspec¬ 
tors, the Efficiency Bureau of the Railway Board conducted a study in 1977. 
For reducing the stores workload of signal inspectors, they recommended 
that a signal stores depot should be set up on each division on the lines 
of the permanent way depot and only imprest stores required by the Signal 
Inspectors in their day-to-day work should be stocked by them. This 
recommendation has not been implemented since the Railway Board hi 
March 1978, directed the Railways to pend the setting up of signal stores 
depots in each division till further orders. 

301. Regarding the suggestion made by the Wanchoo Committee for 
entrusting the signalling stores to the same person responsible for per¬ 
manent way stores, the Railway Board stated that this recommendation 
had been circulated to all the Railways for guidance. In their comments 
most of the Railways have stated that combining oT signal and perma¬ 
nent way stores is not feasible. 

302. From the foregoing, we find that the Wanchoo Committee’s 
recommendations remain unimplemented. We pronose to go further 
into this matter and shall advert to it in the subsequent report. 
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LEVEL CROSSINGS 

303. As indicated in Chapter II, during the 10-year period frost 
1968-69 to 1977-78 after the appointment of the Wanchoo Committee, 
116 accidents occurred every year, on the average, between road vehicles 
and trains at level crossings. When compared to the 5-years period end¬ 
ing 1967-68 there was a decrease in the annual incidence of accidents at 
level crossing by 10 per cent, even though the density of both rail and 
road traffic had meanwhile gone up. However, level crossing accidents 
invariably take a heavy toll of casualties every year. During the said 
10-year period, out of an average 205 persons killed every year in all 
accidents on the Indian Railways, 93 persons (45.2 per cent) were killed 
in accidents at level crossings; 30 per cent of the total injuries also occur¬ 
red in these accidents. The casualties in level crossing accidents main¬ 
ly involved outsiders and, therefore, such accidents pose a danger pri¬ 
marily to the road-user. However, with higher speeds of trains and 
increase in the traffic density on most sections of the Railways and on 
roads, level crossings also pose considerable threat to the safety and 
efficiency of train operations. It is in this context that provision of im¬ 
proved safety measures for rah and road traffic at level crossings assumes 
importance. 

304. At the end of 1977-78 there were 40,591 level crossings on the 
Indian Railways. Level crossings are classified on the basis of density 
of rail and road traffic and also their importance which is determined in 
consultation with the State Govemments/Local authorities. The number 
•f level crossings in each class as on 31-3-1978 was as under: — 


Special Class . 251 

‘A’ Class 1204 

*!> Class. 3795 

'(? Class Manned. 8703 

” ” Unmanned . 22329 

‘D’ Class (Cattle crossings). 4309 

Total. 40591 


Out of 40,591 level crossings, 13,953 (34.4 per cent) were manned 
and 22,329 unmanned, excluding 4,309 cattle crossings. Almost one- 
third of the level crossing accidents occurred at manned and the remain¬ 
ing two-third at unmanned level crossings. Thus safety measures have 
JO envelop both manned and unmanned level crossings. 

305. The Wanchoo Committee made 31 recommendations and ob¬ 
servations on level crossings. Recommendations 154, 159 & 163 of 
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Part I and 114, 119 & 120 of Part II have been either implemented or 
appropriate instructions have been issued, as required in the circumstan¬ 
ces. Recommendations 125 (i) and (ii) of Part II were not accepted by 
the Railway Board. These recommendations together with the views or 
action taken as advised to us by the Railway Board are given in th e 
Appendix to this report. Our detailed review of the remaining recom¬ 
mendations on level crossings is given in the following paragraphs. 

306. Norms for manning an unmanned level crossings and upgrading 
a manned level crossings: (Recommendation 153—Part I, 115(i) , (ii), 
(iii)—Part II)—The Wanchoo Committee, in Part I of their report, ex¬ 
pressed the view that some norm should be fixed for all the Railways 
which may help them in deciding whether a particular unmanned level 
crossing should be manned and whether a manned level crossing required 
upgrading. The Railway Board had informed them that they were not 
in favour of prescribing any norms since local conditions would greatly 
weigh in each case. The Wanchoo Committee, however, held the view 
that the existence of norms would firstly, provide broad guidelines for the 
Railways to work upon and second.!}', would ensure uniformity of proced¬ 
ure at level crossings on the same or contiguous sections having more or 
less the same quantum of road and rail traffic. They recommended in 
Part II of their Report that norms for the manning of unmanned level 
crossings should be laid down; however, the yardstick or standard need 
not be rigid and should provide for deviations on the merits of eachcaae 
after taking into consideration the need for safety. 

307. In their remarks, the Railway Board had stated that since the 
initial cost of manning an unmanned level crossing was borne by the 
State Government/Road authorities, the norms for manning these had to 
be laid down with their concurrence. However, we find that no action 
in this regard was taken till December 1976, when the Railway Board 
sought the views of the Railways regarding norms for manning of u»- 
manned level crossings. We understand that laying down of norms for 
manning of unmanned level crossings is presently in an advanced stage of 
consideration by the Railway Board. 

308. In redly to the questionnaire of the Committee, the Zonal 
Railways have advised us of the criteria which are being followed for 
manning of unmanned level crossings and also upgrading of manned level 
crossings. Manning is considered on the basis of combined density of 
rail and road traffic at the level crossing, reckoned in terms of train vehic¬ 
le units* (TVU). The yardstick in this regard vary from 1000 to 500* 

* r,-iia V.>. id? Units are arrived at by multiplying the number of trains 
bv -viTtb’r of vehicle units after giving the following weightage. Motor Vehicle^I, 
Bull tok Cart=l, Norse-driven Cart=l, Cycle Rickshaw=l/2. No weig. tag? is given for 
cattls, cycles and pedestrians. 



TVCFs on different railways. For the upgradation of manned level cross¬ 
ings also, .largerly divergent norms are in vogue. 

309. We mate that as Tecantly as March 1979, the Railway Board 
have directed the Railways t® undertake at their own cost entirely, man¬ 
ning of unmanned levdl .crossings which are potential hazards to the 
safety of rail and road users and are thus considered accident prone. 
For this purpose an unmanne d level crossing with rail-road traffic den¬ 
sity exceeding 5000 TVUs per day or where the view is severely restrict¬ 
ed due to cutting or curvature is to be considered as ‘accident prone’. 


310. This recommendation of fhe Wanchoo Committee has, therefore, 
mot been implemented. The need for laying down appropriate norms 
for manning of unmanned level crossings and upgrading of manned level 
crossings cannot be over-emphasised. Considerable delay in this regard 
has already taken place and we do hope that norms would be laid down 
us recommended by the Wanchoo Committee, without further delay. 

311. Manning, of Level Crossings by one Gateman :—(Recommenda- 
<fion 116 (i), (u)—Part TI)—The Wanchoo Committee expressed con¬ 
cern over those *C Class level crossings which were manned by one gate- 
man on 24 hours duty. They suggested that on such level crossings an 
appraisal of the traffic using the gate should be made speedily and dep¬ 
ending on the result, the Railway Administrations should decide whether 
a case exists .for having two men at such gates or whether the gate 
should be unmanned. They stated that in no case should a gate re¬ 
main with only one man on duty all the 24 hours. 

312. We note that fhe Railway Labour Tribunal 1969, which was 
appointed under the Permanent Negotiating Machinery, recommended that 
•gatemen at ‘C’ Class level crossings (along with some other categories of 
railway staff) should be removed from ‘Excludgd’* classification and should 
&>e classified as ‘Essentially Intermittent’* workers. The Railway Board 
accepted this recommendation with effect from 1st August, 1974 and the 
following guidelines were given to the Railways for implementing the same. 

“(i) at such of the gates where road traffic in the night is very light, 
the gateman should be given 12 hours shift during daylight 
hours from 6 a.m. to 6 p.m. or 7 p.m. as considered appropriate 
in the local conditions. The level crossings would thus remain 
unmanned during fhe night and the gates would be kept locked! 
to road traffic; 

♦Clarification of Railway servants in accordance with the Hours of 
’Employment Regulations. 

Ti TTB—8. 
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(ii) where gates are located within, the- station limits,, arrangements; 
should be made to make the gateman deposit the keys of the-* 
gate with the Station Master who in turn can arrange to get. 
the gates operated by detailing station staff whenever there are 
occasional demands from the road, users for opening the gates 
in the night; 

(iii) where gates are situated outside the station limits and-where-the* 

incidence of road traffic is not enough to justify an additional 
gateman for the night, s'p'Mt shift rosters should be introduced- 
for gatemen to open the gates during specified night hours; 

(iv) on such of the level crossings where the traffic during day andS 

night is light and where visibility conditions both for the road 
and rail traffic are good, the level crossings could be demanned;, 

(v) in all other cases of single manned level crossings, the additional 

gateman should be 'provided, each gateman performing 12: 
hours shift duty.” 

313. The Railway Board have advised uS that for round the clock 
manning of level crossings a minimum of two gatemen has now been,, 
provided. The Zonal Railways have also confirmed that the guidelines, 
given by the Railway Board have been implemented. 

314. In reply to the questionnaire of the Committee, the Railways have* 
Informed that there are 371 level crossings which are situated outside: 
station limits and where the incidence of road traffic is not enough to justify 
an additional gateman for the night and where split shift rosters have been.’ 
introduced for gateman'to open the gates during specified night hours. 
They have also advised that there are 820 level crossing gates which remain, 
unmanned during the night and are kept locked to road traffic. The keys, 
of such level crossing gates which are located within station limits or which? 
are very close to the station are retained by the Station Master on duty and 
the gates are opened by the station staff on request made by the 1 road users 
The Southern Railway has stated that although the above arrangement is- 
safe, it is not desirable to continue the same as the road-users would have 
to spend considerable time walking to and from the station at the risk of 
keeping their vehicle unguarded near the gate. The South Central has. 
stated that occasional complaints about delay in opening the gates by the* 
station staff have been received. On some of the Railways where the gate- 
man lives in the gate lodge, the gate is opened by him at night on request 
by the road-users even though he may not be on duty. 

315. From the foregoing, we find that recommendation of the Wanchoo* 
Committee has been substantially implemented. However, we are not 
happy with certain aspects of the present arrangements. We propose to gq> 
into this matter further and shall advert to it in the* subsequent report. 
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316. Railway Safety Works Fund :—(Recommendation 155, 156 k 
157—Part I and 117—Part II)—The Wanchoo Committee noted that 
there had been hardly any expenditure out of the Railway Safety Works 
Fund primarily because of the cumbersome procedure for operating this 
fund. They suggested that some procedure should be evolved by which 10 
per cent of the amount in the Railway Safety Works Fund should be ear¬ 
marked for manning unmanned level crossings and upgrading manned level 
crossings. For this purpose, the Railway Administrations should be autho¬ 
rised to draw directly from this fund upto the above limit. They also 
suggested that the remaining 90 per cent of the fund should be utilised to 
the best advantage by providing road over-bridges or under-bridges which 
would undoubtedly help in reducing the number of level crossing accidents. 


• 317. In their remarks, the Railway Board have advised us that the 
procedure of withdrawals from the Railway Safety Works Fund has been 
streamlined in consultation with the Ministry of Finance. In March 1971, 
instructions were issued to the State Governments indicating the procedure 
to be followed for getting reimbursement from the Railway Safety Works 
Fund. The Railway Board, in consultation with the Ministry of Finance, 
had also accepted the recommendation that 10 per cent of the contribution 
to Railway Safety Works Fund may be earmarked for manning of unmann¬ 
ed level crossings and upgrading manned level crossings. Accordingly, 
with effect from 1st April, 1974, reimbursements'to State Governments 
towards the cost of replacement of level crossings by road over-bridges and 
road under-bridges are made only to the extent of 90 per cent of the amount 
available as their share in the Railway Safety Works Fund. The balance 
10 per cent is to be utilised by the Railways directly on works of manning 
of unmanned level crossings and upgrading of the existing manned level 
crossings. Further, as from 1st April, 1978, the aforesaid 10 per cent has 
been raised to 20 per cent with a view to quicken the pace of manning of 
unmanned level crossings and upgrading manned level crossings. Thus the 
Wanchoo Committee’s recommendation in this respect has been fully 
implemented. 1 


318. From the information furnished, by the Railway Board we find that 
till March 1979, Rs. 2564.52 lakhs had been credited to the Railway Safety 
Works Fund. Out of this, Rs. 2,412.47 lakhs were earmarked for distribu¬ 
tion to the State Governments (hereinafter referred to as 90 per cent 
Railway Safety Works Fund) towards reimbursement of expenditure 
incurred on construction of road, over-bridges and under-bridges. The 
balance sum of Rs. 152.05 lakhs were available for direct expenditure by 
Railways (hereinafter referred to as 10 per cent Railway Safety Works 
Fund) on works of manning of unmanned level crossings and upgrading 
of manned level crossings. 
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319. The State-wise position of utilisation of the 90 per cent and 10 per 
cent Railway Safety Works Fund is given in Tables 39 and 40 below:— 

Table 39 

State-wise utilisation of 90 per Cent Railway Safety 
Works Fund 

State Amount Amount Balance Percentage 

credited utilised amount utilisation 
to 90 per (upto March remaining (3) 

cent Railway 1979) unutilised 5*=—— xl00 
Safety Works (2) 

Fund since 
1-4-1966 


(1) 


(2) 

(3) 

(4) 

(5) 



(Rupees in lakhs) 




Andhra Pradesh . 


201.04 

108.66 

92.38* 

54 

Assam 

. 

67-72 

24-50 

43.22 

31.7 

Bihar . . , 

. 

259-14 

78.12 

181-02 

30.1 

Gujarat 


172.18 ' 

79.82 

92.36 

46.4 

Haryana 

• 

60.50 

24.72 

35.78 

40.8 

Himachal Pradesh 

. 

1.94 

Nil 

1.94 

Nil 

Jammu & Kashmir 

. 

0.36 

Nil 

0.36 

Nil 

Karnataka . 


8.84 

68.48 

20.36 

77 

Kerala 



15-13 

26.14 

36-7 

Madhya Pradesh . 


238.94 

42.58 

196.36 

17.8 

Maharashtra 


217.52 

132.63 

84.89 

61 

Nagaland 


0.26 

Nil 

0.26 

Nil 

Orissa .... 


53-76 

Nil 

55.76** 

Nil 

Punjab • 


117.74 

82.55 

35.19 

70 

Rajasthan 


156.66 

146.05 

10.61 

9 3 -2 

Tamil Nadu . 


129.59 

111.58 

18-01 

86.1 

Tripura 


0-22 

Nil 

0.22 

Nil 

Uttar Pradesh 


467.71 

113.14 

354.57 

24.2 

West Bengal, 


135.08 

Nil 

135.08 

Nil 

Total 


2412.47 1027.96 

1384.51 

42.6 


‘Reimbursement of the balance amount is under process. 
“Reimbursement of Rs. 43 lakhs is under process. 
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StMs-wise utilisation of 10 per cent Railway Safety Works Fund. 


Name of State 

Amount 

Amount 

Balance 

Percent- 

credited 

Utilised 

Amount 

age Utili- 


to 10 per 

(upto 

so far un- 

sation 


cent Rail- 

March 

utilised 

(3) 


Wav Safet 

v 19791 

5- 

--x 100 


Works Fu- (2) 

nd since 

1.4.74 


(1) 

(2) 

(3) 

(4) 

(5) 


_- 





(Rupees in lakhs) 


Andhra Pra,desb 

• 

• 




12.39 

6.49 

5.90 

52.4 

Assam 





• 

4.18 

3.70 

0.48 

88.5 

Bihar 






16.43 

8.42 

8.01 

51.2 

Gujarat . 






11.59 

6.94 

4-65 

59.9 

Haryana . 






3.97 

2.50 

1 .47 

63 

Karnataka 






5.38 

3.49 

1.89 

64.9 

Madhya Pradesh 






15.37 

9.51 

586 

61.9 

Maharashtra . 






13.71 

6.80 

6.91 

49.6 

Oiissa 






3.48 

1.98 

1.50 

56.9 

Punjab 






7.83 

4.84 

2.99 

61.8 

Rajasthan 






10-20 

4.68 

5.52 

45.9 

Tamil nadu 






7.97 

4.43 

3-54 

55.6 

Uttar Pradesh 






30.71 

14.57 

• 16-14 

47.4 

West Bengal 




- 


8.84 

6.41 

2.43 

72.5 

Total 






152.05 

84.76 

67.29 

55.7 


320. It wiJl be seen that the overall utilisation of the 90 per cent and 

10 per cent Railway Safety Works Fund upto March 1979 had been only 
42.6 and 55.7 per cent respectively. 90 per cent Railway Safety Works 
Fund of the share of West Bengal remains unutilised since 1966. In Uttar 
Pradesh, Jtfadhya Pradesh and Bihar also, despite a substantial network of 
the railway system, the utilisation of this fund has been poor. v 

321. The provision of road over-bridges and under-bridges and manning 
or upgrading of.level crossings will undoubtedly improve the safety of rat 
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and road traffic at level crossings. As such non-utilisation of the aforesaid 
portions of the fund defeats the very purpose for which this has been set up. 
In our opinion there appears to be need for more persistent efforts on the 
part of the State Governments and the Railways to utilise the 90 per cent 
Railway Safety Works Fund in the shortest possible time. Utilisation of the 
10 per cent Railway Safety Works Fund depends primarily on the Railways 
themselves. The Railway Board should ensure that each Railway plans for 
a sufficient number of works of manning of unmanned level crossings and 
upgrading of manned level crossings in their annual works programme for 
full utilisation of the 10 per cent Railway Safety Works Fund. 

322. Provision of communication between level crossings and adjoining 
stations. —(Recommendation 118—Part II)—The Wanehoo Committee 
recommended that it was necessary to provide some kind of reliable com¬ 
munication between the gateman at a mid-section level crossing and the 
adjoining station to save the road traffic from long and irritating detention 
to the extent possible and at the same time to ensure safety. 

323. The Railway Board have advised us that the facility of telephone 
communication has already been provided at all Special Class and most 
of the ‘A’ Class level crossings and that this work is in progress at the 
remaining ‘A’ and ‘B’ Class level crossings. 

324. In response to the questionnaire of the Committee, the Railways 
have furnished us information regarding the number of level crossings not 
provided with telephone communication. This information is given in 
Annexure XXV and the position is summarised in Table 41 below.— 

Table 41 


Type of level Crossing 


Total Level Crossings not 
number provided with tele- 
of level phone communi- 
crossings cation 


Number Percentage 


(3) 

— xlOO 
(2) 

1 




2 

3 

4 

Special Class 

> • 

• 

• . 

. 241 

24 

10.0 

‘A.’ Class 



• 

. 1156 

114 

9.9 

•8’ Class 



• 

. 3523 

1153 

32.7 

*C* Class 




. 7410 

3488 

47-1 






419 


TABLE 41 

325. It will be seen that 24 Special Class level crossings on the Eastern, 
iNorth Eastern, Southern and Western Railways are still to be provided with 
.telephone communication. Thus, contrary to the claim of the Railway 
.Board, some Special Class level crossings still remain to be provided with 
.telephone communication. Besides, the number of ‘A’ and ‘B’ Class level 
.crossings without telephone communication continues to be significant. 

There appears to he some discrepancy in the figures of level crossings 
.as given by the Railway Board and those furnished to us by the Zonal 
Railways. However, these discrepancies do not make any significant diffe¬ 
rence to the overall picture concerning the non-provision of telephone com¬ 
munication at level crossings. 

326. The Wanchoo Committee had recommended provision of telephone 
communication at all mid-section manned level crossings which would cover 
'C’ Class manned level crossings also. We note that the Railway Board 
had issued instructions for provision of telephone facilities at all special, 
‘A’ & ‘B’ Class level crossings and only such of the ‘C’ Class manned level 
crossings on Rajdhani Routes as are in the block section and are normally 
kept open to road traffic. Besides ‘A' and ‘B’ Class level crossings a 
large number of ‘C’ Class level crossings which fall in mid-section on other 
routes, would also need to be provided with this'facility. Thus this recom¬ 
mendation still remains to be fully implemented. We would urge the Rail¬ 
way Board to complete this long outstanding work at all the mid-section 
manned level crossings with priority on a time-bound basis. 

327. Lifting barriers at important level crossings .—(Recommendation 
121—Part II)—The Wanchoo Committee were of the view that all im¬ 
portant level crossings should be provided with sympathetic barriers of the 
lifting type equipped with eccentric wheels which actuate bells and flashing 
lights indicating to the road-users when the barriers were being lowered or 
raised. 

328. In their remarks, the Railway Board have stated that gates are 
being replaced by lifting barriers equipped with warning bells progressively 
at all important level crossings. Flashing lights are also being provided 
on level crossings with multiple lines, where the traffic was heavy and where 
electric power is available. 

329. In reply to the questionnaire of the Committee, the Railways have 
advised us of the number of level crossings which have been provided with 
lifting barriers. This is given in Annexure XXVI. Table 42 below gives the 
‘summarised position:— 
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TABLE 42 


Provision of lifting barriers at level crossiings-.. 


Type of 
level 
crossing 
(Manned) 


(1) (2) (3) (4). 

Special Class. 241 186 77.2: 

‘A’Class .1156 680 58.8 

‘B’Class. 3523 1289 36.6 

‘C’ Class. 7410 1043 14.1 


330. It is apparent from the Annexure that on the Southern and Western 
Railways, a large number of Special Class level crossings still remain to be 
provided with lifting barriers. In the case of ‘A’ Class level crossings also, 
the Southern and South Central Railways are lagging behind the others in. 
the matter of providing lifting barriers. 

331. The implementation of this recommendation has necessarily to be- 
phased. We would urge the Railway Administrations to take up the provi¬ 
sion of lifting barriers on a time bound basis, giving priority to important 
level crossings. 

332. Autoumatic Half Barriers at Level Crossings. —(Recommendation: 
162—Part I, 122 (i), (ii), (iii), 123 and 124(i), (ii) and (iii)—Part II} 
—The Kunzru Committee suggested (Recommendation (No. 7(iii) (c)—■ 
Part II) that determined and energatic steps should be taken to evolve an 
efficient and ‘fail-safe’ automatic barrier to suit Indian conditions. The 
Railway Board accepted this recommendation, and in June 1964 directed 
the Narthem, Southern, Central and Eastern Railways to undertake, trials 
with automatic half-barriers at one level crossing (manned) on each railway. 
However, during discussions, the Wanchoo Committee were informed by 
the Railway Board that they did not consider the automatic half-barriers 
suitable for Indian conditions and the experiment may be taken as no longer 
alive. They also isSued instructions to the aforesaid Railways in December 
1968 that trials with automatic half-barriers may not be carried out. 


Total Level crossings 

number provided with lift.— 
of level ing barriers 

crossings ■ • - — • —■ 

Number Percen¬ 
tage j 


(4)= —x 10(k 
( 2 ) 
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The Wanchoo Committee went into this question in detail and made 
the following suggestions:— 

(i) it would be worthwhile experimenting with automatic half¬ 
barriers to see if these can successfully take the place of manned 
level crossings with due measure of safety; 

(ii) experiments with automatic half-barriers may be done with 
advantage and without undue risk at least nearabout the cities 
where automatic light signals are in use at road crossings and 
the road users have got used to them; 

(tii) while installing automatic half-barriers conditions should be 
created by which breaking the queues and zigzagging by road- 
users was rendered difficult if not impossible. This may be 
achieved by fixing small raised and prouded blocks with height 
of six to twelve inches in the centre on both approaches of the 
level crossing for an adequate distance; and 

(iv) provision may be made for the prosecution of those road drivers 
who disregard the automatic half-barriers in- the same way as a 
road driver is liable to prosecution if he ignored traffic lights. 

They al«) suggested that if the experiment with automatic half-barriers was 
to be successful, special care would have to be taken to guard against 
vandalism and theft of ground equipment and it would have to be ensured 
that the installations are in perfect order, so that safety is not endangered. 

333, In their remarks the Railway Board stated that the provision of 
half-barriers at level crossings was still in the trial stage and that no decision 
had till then been taken to adopt such gates as standard on the Railways. 
They added that the question of legislation for prosecution of road drivers 
for disregard of automatic half-barriers would be pursued with the State 
Governments after successful completion of trials and final decision was 
taken to adopt automatic half-barrier gates as a standard on the Railways. 

334. The first trial automatic half-barrier, using equipment imported 
from France, was commissioned at Unnao on Northern Railway on 
6-9-1972. In their report on this trial, the RDSO stated that the automatic 
halt-barriers had been working satisfactorily, road-users have been follow¬ 
ing the traffic rules and that no case of violation into the wrong lane of 
the road at the time when the automatic half-barriers were in the process 
of being lowered before arrival of a train, had been noticed. They added 
that the road-users and the State Government officials had been extremely 
happy with the performance of this installation and had requested for its 
permanent retention at this level crossing. The RDSO suggested that more 
of such trial installations should be planned specially in metropolitan cities 
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at locations where road-users were conversant with traffic rules and have 
a high road sense. They cautioned that such barriers should not be plan¬ 
ned for roads used by slow or animal driven vehicles and that their use 
-should be limited to protecting not more than two railway tracks. 

335. In consideration of the recommendations made by the RDSO, the 
Railway Board issued instructions in June 1973 to the Central, Eastern, 
Southern and Western Railways to select one or two suitable level crossing 
gates near the metropolitan cities for trial installation of automatic half¬ 
barriers. 


336. From the comments of the Railways we find that no progress in 
the trials has so 'far been made on any of the Railways. Even the sites 
where the trial installations of automatic half-barriers are to be put up 
have not been finalised. We, however, note that the Zonal Railways had 
indicated their difficulties in this connection to the Railway Board. The 
Central Railway had advised the Railway Board that the Police Authorities 
did not agree to trials with automatic half-barriers being carried out any¬ 
where in Bombay Metropolitan area. The Eastern Railway held the view 
that with the type cf traffic passing over the level crossings in and around 
the metropolitan city of Calcutta, it may not be possible to instal 
and try automatic half-barriers in that area. They were, therefore, reluct¬ 
ant to conduct trials with automatic half-barriers. The South Central 
Railway who had also been asked to conduct trials with automatic half- 
barriers also indicated their reluctance on the plea that locations which 
would fulfil the conditions for the trials as laid down by the RDSO were 
not obtainable on that Railway. 

337. From the foregoing, it would be seen that there has been consider¬ 
able difference of opinion and reluctance on the part of the Railways to 
undertake trials with automatic half-barriers at level crossings. The Police 
Authorities have also not favoured such trials in metropolitan areas. In 
view of this and the difficulties expressed by the Railways, we would exa¬ 
mine this matter further and advert to it in the subsequent report. 

338. Provision of undulations and bumps on approaches to unmanned 
level crossings. —(Recommendation 158—Part I)—The Kunzroo Com¬ 
mittee had recommended [Recommendation 57(ii) in Part I] that approach¬ 
es to unmanned level crossings should be provided with undulations or 
bumps so that fast moving road vehicles were obliged to reduce their speed 
while passing over them. The Wanchoo Committee, however, considered 
that such undulations or bumps would not have any advantage and suggest¬ 
ed that this matter need not be pursued further. 

339. Tn the light of the recommendations of the Wanchoo Committee, 
the Railway Board had advised the Railways in 1969 not to pursue this' 
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matter with the State Governments. With the growing trend of accidents at 
level crossings, a majority of which were caused due to the negligence of 
the drivers of road vehicles, the Railway Board in Augsst, 1975 requested 
the Ministry of Shipping and Transport for implementation of additional 
safety measures at level crossings which included provision of speed brea¬ 
kers. Initially the Ministry of Shipping and Transport had given instruc¬ 
tions to the State Governments in this regard, but in October, 1976, on the 
advice of their Roads Wing, they advised the State Governments to discon¬ 
tinue the provision of speed breakers. 

340. We note that the Railway Board in May 1977 again drew the 
attention of the Ministry of Shipping and Transport to the continuing trend 
'of accidents at unmanned level crossings (collisions between trains and 
road vehicles) with attendant loss of life and property, and requested them 
to issue suitable instructions to all State Governments/Union Territory 
Administrations to provide speed breakers (bumps) on approaches to all 
unmanned level crossings on top priority. Thereupon the Ministry of 
Shipping and Transport instructed the State Governments in January 1978 
that, as a special case, speed breakers (bumps) may be provided on ap¬ 
proaches to unmanned level crossings, provided no other suitable measures 
are possible for the prevention of accidents at such locations. The extent of 
implementation of these instructions is being ascertained by the Railway 
Board. We note that the reaction of the State Governments to providing 
speed breakers at level crossings has not been entirely favourable. While 
the States of Assam, Maharashtra, West Bengal and Karnataka had agreed 
in principle to provide speed breakers at unmanned level crossings, the 
States of Rajasthan, Punjab, Haryana, Uttar Pradesh, Tamil Nadu, Andhra 
Pradesh and Bihar had generally not favoured their provision. In fact, 
speed breakers provided at a few level crossings in some of these States 
were dismantled by the State Governments because they were considered 
a cause for inconvenience and discomfort to the road-users. 

341. In view of the divergent views of the State Governments regarding 
the provision of speed breakers and the need for controlling the speed of 
road vehicles at unmanned level crossings, we would examine this matter 
further and advert to in our subsequent report. 

342. Interlocking of level crossing gates with signals. —(Recommenda¬ 
tions 160 and 161—part I )—The Wanchoo Committee considered that the 
basic object of interlocking of gates with signals was to ensure safety of 
road traffic and interlocking of gates with signals should be provided where 
the road traffic was heavy. They did not agree with the view that the 
measure of safety provided by the installation of warning bells was as good 
as that by interlocking gates with signals. 
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343. In their remarks, the Railway Board stated that with the exception 
of level crossings on mill sidings and goods yards, interlocking of gates with 
signals had been provided at all Special Class level crossings both within 
'and outside station limits; ‘A' Class level crossings within station limits; and 
B Class level crossings where the track was on a curve and the view was 
obstructed. They stated that interlocking of gates with signals was also 
being provided on ‘A’ Class level crossings outside station limits and ‘B’ 
Class i level crossings in suburban sections on a programmed basis, wher¬ 
ever justified. Consequent to the recommendation made by the Wanchoo 
Committee, the Railway Board had also given instructions that interlocking 
of ‘A’ Class level crossing gates outside the station limits should be taken 
up wherever justified by conditions of rail and road traffic. The Railway 
Board have advised us that the work of interlocking at busy ‘A’ and ‘B’ 
Class level crossings beyond station limits has been taken up progressively. 

344. From the information furnished by the Railways in reply to the 
questionnaire of the Committee, we find that since 1968-69, 637 level cross¬ 
ings have been interlocked with signals on all the Railways. The implemen¬ 
tation of this recommendation, covering increasing number of level cross¬ 
ings, is necessarily a continuous process. However, from the comments 
of the Railways, we find that some level crossings on the suburban section* 
of the Eastern and South Eastern Railways still remain to be interlocked. 
On the Western Railway, 23 ‘B’ Class level crossings, where the track is on 
a curve, also remain to be interlocked with signals. We would urge these 
Railway Administrations to complete the work of interlocking of gates with 
signals at the above-noted level crossings on priority. 

SIGNALLING AND INTERLOCKING 

345. Signals are provided to control the movement of trains. Inter¬ 
locking is a technique achieved through mechanical and electrical means 
by which it is ensured that before a signal is taken off, the route which the 
signal controls is properly set and remains so, to safeguard against all con¬ 
flicting movements. Signal and interlocking installations on the Railway* 
thus ensure the safe operation of trains. Starting with rudimentary inter¬ 
locking, signalling has developed over the years to suit varying permissible 
speeds of trains and increasing density of traffic. Developments in this 
field have been 'providing improved aids to drivers and station staff and thus 
reducing their dependence on the human element. Track circuiting and 
other detection facilities are also being extensively provided as aid to sta¬ 
tion masters and cabinmen for verifying the occupation of lines under their 
control. 

346. The Kunzru and Wanchoo Committees emphasised the need for 
increasing the use of modern signalling and interlocking techniques and 
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devices on the Railways for improving safety. The Wancnoo Committee 
made 60 recommendations on varying aspects related to sign allin g and 
interlocking. Out of these, items 126 and 156 of Part II are mere obser¬ 
vations and did not call for any action; items 164, 166 and 168 of Part I 
and 127, 128, 129, 131, 137 to 143, 147, 151, 152, 155, 157 and 158 
have been implemented or the Railway Board have issued appropriate ins¬ 
tructions in each case. The above mentioned recommendations and obser¬ 
vations together with the views/action taken thereon, as advised to us by 
the Railway Board, are contained in the Appendix to this report. Our 
detailed review of the implementation of the remaining recommendations 
on the subject of signalling and interlocking is contained in the following 
paragraphs. 

347. Provision of Colour Light Signalling.—(Recommendation 130— 
Part II)—In view of the better visibility ol colour light signals as compared 
to conventional oil lit signal lamps, the Wanchoo Committee recommended 
that on sections where electric power was available, colour light signalling 
should be provided as rapidly as possible. 

348. In their remarks, the Railway Board have stated that colour light 
“signalling was being provided as a part of all electrification projects. Be¬ 
sides, colour light signalling was also being provided as and when replace¬ 
ment of existing signalling becomes due at other stations on the trunk routes 
•and main lines where electric power was available. 

349. The figures furnished by the Railways showing the progress of 
provision of colour light signalling during the last ten years are given in 
Anncxure XXVII. The position is summarised in Table 43 below. 

TABLE 43 

Progress of provision of colour light signalling 


■Position as on 


Number of stations with 
Colour Light Signals 


Broad Metre Total 
Gauge Gauge 


1-4-69 . 

• 

• 

• 

• 

• 

• 

250 

81 

331 

1-4-78 . 







858 

149 

1007 


350. It will be seen that even though the Railway Board had accepted 
this recommendation with certain modifications, good progress in the provi¬ 
sion of colour light signalling has been made on the Railways since 1968. 
The Railways have generally confirmed that colour light signalling has been 
provided on electrified sections. The Eastern Railway have stated that on 
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a number of electrified sections and in station yards, it has not yet been pos¬ 
sible to provide uniformity in the type of signalling due to paucity of funds,, 
and a combination of multiple aspect colour light signalling and 2-aspect 
semaphore signalling is still in existence. Some of these sections are stated 
to have been programmed for provision of colour light signalling during 
1979-80. 

351. The implementation of this recommendation is a continuous pro¬ 
cess and we hope that the progress made so far will be maintained and even, 
improved. 

352. Electric lighting of semaphore signals.—(Recommendation 132— 
Part II)—The Wanchoo Committee urged the Railways to explore the pos¬ 
sibility of switching over to electric lighting of semaphore signals wherever 
it was feasible and that economic considerations should not be allowed to 
stand in the way where the question of improved lighting and visibility of 
signals was concerned. 

353. The Railway Board accepted this recommendation and directed 
the Railways in May 1970 to introduce electric lighting of semaphore sig¬ 
nals on a programmed basis at stations where reliable power supply was 
available. 

354. From the comments of the Railways we find that so far electric 
lighting of semaphore signals has been provided only at 42-stations on the! 
Eastern, Southern and South Eastern Railways. On the Central and West¬ 
ern Railways, only trials have so far been carried out. The Northern Rail¬ 
way has stated that prototype design for the electric lighting of semaphore 
signals has been manufactured and that equipment specifications are await¬ 
ed from the RDSO. There has been no progress in this regard on the 
North Eastern and South Central Railways. The Northeast Frontier Rail¬ 
way has stated that they are switching over to colour light signalling on busy 
trunk routes. They have not considered it feasible to provide electric light¬ 
ing of semaphore signals because of thefts and uncertain power supply. 

355. The Railway Board have now advised us that the basic problem in) 
regard to provision of electric lighting of semaphore signals is the non¬ 
availability of reliable and uninterrupted power supply. They added that 
this resulted not only in additional cost in providing standby equipment but 
also considerable increase in the maintenance workload. They have also 
stated that in view of the progressive provision of multiple aspect colour 
light signalling and due to extremely unreliable power supply in most of 
the areas, provision of electric lighting of semaphore signals has been pos¬ 
sible at very few stations. 
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356. We note that at the conference of Chief Signal and Telecommuni¬ 
cation Engineers held in July 1978, complaints of non-lighting of distant 
signals at night on sections provided with Multiple Aspect Upper Quadrant 
(MAUQ) and Modified Lower Quadrant (MLQ) signalling were discussed. 
They felt that this was creating considerable tension in the minds of drivers. 
It was decided that electric lighting of semaphore distant signals should be 
provided in order to overcome the problem of non-lighting of these signals 
so that drivers could run their trains with confidence. The Railways have 
been given directions to complete electric lighting of distant signals at sta¬ 
tions provided with MAUQjMLQ signalling by 30th September, 1979. 

357. From the foregoing we find that though the Railway Board had 
accepted this recommendation and trails on some railways had shown satis¬ 
factory results and proven the effectiveness of this measure for improved 
lighting and visibility of signals, the progress made in the last eight years 
has been unduly slow. The Railway Board should take steps so that the 
work of electric lighting of semaphore signals is completed on a time-bound 
basis. 

358. Provision of Multiple Aspect Signalling. —(Recommendation 167— 
Part I, 133, 134—Part II)—The Wanchoo Committee observed that only 
41 per cent of the number of stations programmed to be provided with 
multiple-aspect signalling of the Upper Quadrant or colour light type on 
31-3-1964, had been so provided. They suggested that in view of the 
recognised and established advantages of this type of signalling over the 
conventional two-aspect lower quadrant signalling, a more progressive policy 
of providing multiple-aspect signalling, at stations not only on trunk routes 
but also on main line routes should be followed. They considered that as 
an interim measure, the separation of the warner signal from the outer sig¬ 
nal on some sections and placing it at a distance outside the outer Signal 
was a step in the right direction but at the same time stressed that the ulti¬ 
mate objective should be to go in for multiple-aspect signalling on such 
sections also. 

359. In their remarks, the Railway Board have informed us that most 
of the stations on the trunk routes, except for a few small patches, have 
been provided with multiple-aspect signalling. This type of signalling was 
being progressively provided on trunk routes and important main lines as 
and when the existing signalling became due replacement on age-cum-con- 
dition basis. They stated that on other sections, the provision of multiple- 
aspect signalling was not progressing well due to the fact that such projects 
have to be financed under ‘Development Fund’ and the very limited funds 
available thereunder are always diverted to other requirements. They 
added that this type of work could not be financed under Accident Compen¬ 
sation and Public Amenities Fund (ACPAF). A proposal to expand the- 



128 


scope of ACPAF to include all safety works is stated to be uuuer consi¬ 
deration. The Railway Board have also stated that the outer|wamer com¬ 
bination signals are being progressively eliminated with the provision ofj 
multiple-aspect signalling, particularly on the trunk routes. • 

360. The Railway Board and the Railways have furnished us informa¬ 
tion regarding the progress of provision of multiple-aspect signalling on the 
trunk routes, main and branch lines. This information is given in An- 
nexures XXVIII to XXX. 

The summarised position is shown in Table 44 below. 


TABLE 44 

Progress of provision of multipU-aspect signalling 


Number of stations provided with 
multiple-aspect signalling 

year-- 

Trunk Route Main Line Branch Line Total 



B. G. 

MG. 

B. G. 

M.G. 

B. G. 

M.G. 

B. G. 

M. G. 

1968-69* 

538 

311 

112 

187 

133 

83 

783 

581 








1364 

1977-78“(Upto 
Sept. 1978) 

943 

357 

237 

340 

322 

70 

1502 

767 


226g 


Note: ‘Information taken from replies of Railways. 

“Information furnished by the Railway Board. 

361. During the 10-year period ending 1977-78, 905 stations on the 
broad and metre gauges were provided with multiple-aspect signalling. It 
will be seen from Annexure XXVIII that on the trunk routes, out of 1177 
and 444 stations on the broad and metre gauges, multiple-aspect signalling 
has been provided at 943 and 357 stations respectively. There are 187 and 
15 stations on broad and metre gauge trunk routes where multiple-aspect 
signalling has neither been provided nor programmed so far. Thus about 
12.5 per cent of the number of stations on broad and metre gauge trunk 
routes still remain to be provided with multiple-aspect signalling. 

From Annexures XXIX and XXX we find that the progress made on 
some railways has been. unsatisfactory. The Central, South Central and 
South Eastern Railways have been trailing behind the others. On main 
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line sections, 237 stations out of 849 on broad gauge and 340 out of 806 
stations on metre gauge had been provided with multiple-aspect signalling. 
Thus about 65 per cent of the stations on broad and metre gauge main lines 
stili remain to be provided with this type of signalling. 

362. The implementation of this recommendation has necessarily to be 
phased. We would urge the Railway Board to take up the provision of 
multiple-aspect signalling at the remaining stations on a time-bound basis 
so as to cover all stations on trunk routes and main lines as early as possible. 

363. In respect of provision of a warner signal in the rear of outer sig¬ 
nal, information furnished by the Railway Board shows that in the lower 
quadrant territories, there were 24 and 18 stations in this category on the 
broad and metre gauges as on 30-9-1978 respectively having a separate war¬ 
ner in rear of the outer. Thus there has been no significant progress in the 
implementation of this recommendation. The separation of the warner 
signal from the outer signal has a very important bearing on safety. The 
recommendation having been accepted should be implemented with a greater 
sense of urgency. 

364. Braking distances and inter-signal distances. —(Recommendations 
176 and 111 —Part I, 135 (i), (ii)—Part II)—The Kunzru Committee re¬ 
commended (Recommendation 55 (i)—Part I) that braking distance trials 
should be conducted to determine the braking distances for various speeds, 
loads etc. so as to determine the sighting distance of signals and resiting 
them, where necessary, on the basis of the results of the trials. The 
Wanchoo Committee ncted that the results of braking distance trials had! 
become available and hoped that these would soon be reflected in the resit¬ 
ing of signals. They further recommended that:— 

(i) the minimum sighting distance for the first stop signal, without 
pre-warning in two-aspect lower quadrant territory, should be 
such that the driver was able to observe and obey the signal in 
time; and 

fii) the distance between the distant and the first stop signals on 
high speed routes and the length of the signalling section in 
automatic signalling territory should not be less than the 
emergency braking distance. 

365. In their remarks, the Railway Board have stated that braking 
distance trials for the broad and metre gauges have been completed. 
Resiting of signals to suit the braking distances is being carried out 
progressively where required. After taking into consideration the re¬ 
sults of braking distance trials conducted by the RDSO and the existing 
speed of passenger and goods trains as well as the higher speed of pas- 
1 R.B.—9. 
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senger and goods trains in the foreseable future, the Railway Board 
decided in July 1969 that, on the Howrah-Delhi section (via Eastern Rail¬ 
way Grand Chord) and on any other broad gauge sections to be specifi¬ 
cally nominjated for the running of goods trains at speeds of 72 kmph 
or above and of passenger trains at speeds of 160 kmph, for which the 
emergency braking distance is not expected to exceed 1.5 kilometres, 
the following arrangements should be made:— 

(a) In the case of multiple-aspect colour light or upper quadrant 

territory, the distant signal should be retained at its present 
distance of 670/960/1000 metres, as the case may be, 
and a second permissive signal to be called the “approach 
signal” should be provided at a distance of 2 kilometres from 
the existing home signal. Sighting boards were then to be 
dispensed with. 

(b) In the case of 2-aspect lower quadrant , signalling territory 
where replacement of conventional signalling by multiple- 
aspect signalling had been planned, permissive signals should 
be provided—the approach signal being two kilometres from 
the home signal and the distant signal one kilometre from 
the home signal. The sighting boards were to be dispen¬ 
sed with. 

(c) In the case of remaining conventional’ 2-aspect signalling 
territory: 

(i) ‘B’ class stations should be converted into ‘A’ class stations 
where feasible and the warner located at a point 1.5 kilo¬ 
metres from the first stop signal. The sighting boards 
were to be dispensed with; 

(ii) Where action as proposed above was not possible owing to 
line capacity considerations, etc. conventional signalling 
should be replaced by modified lower quadrant signalling 
with the distant signal located at 1.5 kilometres from the 
home, provided this is found cheaper than the separation 
of the warner vide item (iii) below and also provided a 
sufficiently long continuous section is available for the 
changeover of the system of signalling; 

(iii) Where action as per item (i) and changeover to modified 
lower quadrant are both not feasible, in place of the com¬ 
bined warner, a separate electrically lit and motor-operated 
warner should be provided at a distance of 1.5 kilometres 
from the outer, where feasible and the sighting boards dis¬ 
pensed with; and 
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(iv) in other areas the existing signalling was to continue and 
sighting boards were to be retained. 

The Railway Board also decided that the second permissive signal, i.e. 
an approach signal, should be provided on the Delhi-Howrah, Bombay- 
Delhi, Bombay Central-Ahmedabad and the electrified sections of Bom- 
bay-C’alcutta route. 

366. On the basis of the results of braking distance trials on the broad 
gauge, the Railway Board had issued' instructions to the Railways in 
October, 1968 to provide warning boards as under:— 

(i) on sections wheic the maximum permissible speed of passen¬ 
ger trains was 100 krnph, a passenger warning board was 
to be provided at one kilometre (or 960 metres is already 
existing) from the home signal for passenger trains and 
a goods warning board at 1400 metres for goods trains. 
These distances were based on the emergency braking dis¬ 
tances for goods trains with 450 mm average vacuum and 
85 per cent effective vacuum cylinders and for passenger 
trains with 495 mm overage vacuum and 98 per cent 
effective vacuum cylinders. 

The passenger warning board was to be dispensed with in the 
case of multiple aspect signalling territories if the distant 
signals were already at one kilometre or 960 metres or in 
the case of lower quadrant territories where the distance 
between the home and warner signal is one kilometre or 960' 
metres; 

(ii) the provision of warning boards at a distance of 960 metres 

on broad gauge sections with maximum permissible speed of 
over 72 kmph, and also 48 kmph where adequate visibility 
was not available, in accordance with instructions issued in 
February 1963 was to be continued; and 

(iii) on metre gauge sections where the maximum permissible 
speed was more than 48 kmph, warning board was to be 
provided at a distance of 960 metres from the first stop 
signal. 

The Railway Board have stated that the location of sighting/warning 
boards on broad gauge sections has been adjusted to bring them in con¬ 
formity with the results of braking distance trials. On the metre gauge 
sections sighting/warning boards have been provided at a distance of 960 1 
metres in the rear of the first stop signal. 
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367. We note that when the Rajdhani Express was to run on the 
Howrah-Delhi route, the RDSO conducted trials which showed braking 
distance to be 1325 metres on the level and 1520 metres or 1 in 200 down 
gradient. In view of the increased emergency braking distance of the 
Rajdhani Express, the Railways were instructed in August, 1971 that on 
the Rajdhani route where speeds of 130 km'p'h would be attained, only one 
warning board at 1.5 kilometres from the first stop signal should be 
provided which would be effective for both passenger and goods trains. For 
the super fast trains at 110 kmph also, since the braking distance on level 
was more than 1000 metres, the Railways were instructed to remove the 
passenger warning boards, and retain, only the goods warning boards at 
1.4 kilometres to serve both. We note that the Central Railway conducted 
braking distance trials for 22 bogie double-headed Tamil Nadu Express 
group of trains, and, since the emergency braking distance on level was 
found to be more than that of the super fast express trains booked at 110 
kmph, they suggested shifting of the warning boards to 1.5 kilometres on 
the level. The Central Railway also suggested that the warning boards 
should be located after allowing for the reaction time of drivers. We under¬ 
stand that this matter is still under the consideration of the Railway Board. 

368. On the question of minimum sighting distance for the first stop 
signal without pre-warning in two as'p'ect lower quadrant territories, the 
Railway Board have stated that drivers of trains while approaching such 
signals control their trains to the extent necessary to ensure that the braking 
distance is within the available sighting distance. They have added that 
with a view to further bssisting the drivers, sighting/warning boards for 
both passenger and goods trains have been provided in the rear of the first 
stop signal at the braking distance for the maximum sectional speed. The 
Railway Board also decided in October 1970 that in automatic signalling 
territories, where emergency braking distance at the prevailing speeds was 
not available, an ‘attention (double yellow) aspect’ signal was to be pro¬ 
vided in accordance with the provisions of the Signal Engineering Manual, 
progressively. It was also impressed on the Railways that emergency 
braking distance should invariably be catered for in all future automatic 
signalling installations. 

369. The results of the braking distance trials were circulated to the 
Railways by the RDSO in March 1974. Thereupon, several Railways had 
sought the guidance of the Railway Board for resiting of signals to ensure 
that inter-signal distances were not less than the braking distances on the 
sections. We understand that there still remain considerable deficiencies in 
the visibility distance for the first sto'p signal provided in 2-aspect signalling 
as well as in the inter-signal distances in 2-aspect and multiple-aspect 
signalling and these do not conform to the emergency braking distances as 
determined by trials. 
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370. From the foregoing, it will be seen that, except for the high speedi 
-routes, the question of (resiting of signals on the basis of the results of 
braking distance trials on the remaining sections does not appear to have 
been taken up so far. Inter-signal distances have considerable bearing on 
the safe running of trains and the need to resite signals on the basis of 
braking distances cannot be over-emphasised. Other inter-related issues 
which have also come up in the meanwhile are whether the inter signal 
distances should correspond with the service braking distance and also if 
the braking distance should be set off against the available visibility distance 
of the signal. We understand that these issues are presently under the 
consideration of the Railway Board which should take a very early decision 
and ensure its speedy implementation. 

371. Another aspect on which we would like to make special comment 
is the brake power of trains on the basis of which the emergency braking 
distances have been determined. We note that the sighting/warning boards 
have been relocated on the basis of emergency braking distances for 
goods trains with average vacuum of 450 mm and 85 per cent effective 
vacuum cylinders. Test checks made by Neutral Control staff in respect 
of brake power available on trains, which have been commented upon by 
us later in this Chapter, show that the stipulated level of brake power was 
available in the case of only 12 per cent of the originating trains and one per 
cent of the terminating trains. It is, therefore, essential that the amount of 
vacuum and number of effective vacuum cylinders must conform to the 
minimum laid down in the trials conducted on braking distances. Braking 
distance tr-ails and resiting of signals should aptly be treated as a com¬ 
posite project from the signed and motive power side and the inter-signal 
distances should be finalised, keeping in view the existing loads and speeds 
of trains and those expected in the foreseeable future. We propose to go 
into this matter further and shall advert to it in the subsequent report. 

372. Sighting Boards .—(Recommendation 136 (i), (ii) Part II)—The 
Wanchoo Committee stated that at the cosUof a small amount of foreign 
exchange, it would be possible to import suitable reflective material like 
scotchlite for use on sighting boards. They considered that in matters which 
involve safety, considerations of foreign exchange should not be allowed 
to come in the wa'y. They suggested that in addition to sighting boards, 
such reflective materia! may be used with advantage on whistle boards, 
road signs on approaches to level crossings, speed and caution boards, and 
other indication boards which ordinarily are not lit at night. 

373. Initially, the Railway Board decided to use scotchlite reflective 
material on sighting/warning boards only, as the use of this material on all 
the boards indicated by the Wanchoo Committee would entail considerable 
expenditure mostly in foreign exchange. Due to the problems involved in 
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the import of scotchlite reflective material the. Railways! were instructed 
to conduct trials using indigenously available Carex reflectors on sighting 
boards. We understand that the consensus of the Zonal Railways was 
that Carex reflectors are not a satisfactory substitute for scotchlite reflective 
materials. Some of the Railways also reported pilferage and tampering of 
the Carex reflectors. In the case of breakage of these reflectors the visibility 
of the yellow strip was known to become poor. The RDSO have stated 
that the life expectancy of Carex reflectors was about 2 years as compared 
to 6-7 years for scotchlite reflective material. The Signal Standards Com¬ 
mittee 1977 also did not consider the provision of Carex reflectors on 
sighting boards a satisfactory arrangement. We have been advised by the 
Railway Board that the relative merits of Carex reflectors and scotchlite 
reflective material is being used extensively by other Government depart- 
taken in the matter. 

374. It is a matter of serious concern that the implementation of an 
important recommendation having direct bearing on safety of train operation 
has been considerably delayed on the ground of lack of foreign exchange. 
We feel that there has been a lack of sense of purpose and urgency when the 
,one alternative which was being developed indigenously has been found 
unsatisfactory in performance. Considering that the requirement of foreign 
exchange for import of this material cannot be very large and that scotchlite 
reflective material is being used extensively by other Government depart¬ 
ment's and 'public sector undertakings in the country e.g., roadways, air lines 
etc. as also the relatively easier availability of foreign exchange, there is no 
reason why this should not be imported by the Railways also even at this 
stage. 

375. Track Circuiting .—(Recommendation 169—Part I, 144 (i) to 
(iv), 145 (i) to (iii)—Part II)—The Wanchoo Committee considered that 
the introduction of track circuiting at stations was an important step towards 
ensuring safety of train working and felt that unless energetic steps were 
taken to’ improve the pace of execution of track circuiting works, the target 
of 200 [stations per year set by Che Railway Board may not be achieved. 
In Part II of their Report they expressed doubts whether the railways were 
addressing themselves to the task of providing track circuiting with 
the necessary sense of urgency. They felt that too much was 
being made of the shortage of wooden sleepers and that this 
factor, instead of being a source of anxiety, had in course of time 
come to be a cause for complacency. Referring to the difficulty pointed 
out by the Railway Board regarding bringing into use prestressed concrete 
sleepers for track circuiting in yards due to increased thickness as com¬ 
pared to wooden sleepers, they felt that such difficulty would apply to a 
few places only and by and large it should be possible to overcome the 
same. They were of the opinion that with more energetic research and 
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experimentation, it should be possible to evolve suitable alternatives to 
overcome the hurdles in extending the use of track circuiting. They 
suggested the following guidelines and targets for the provision of track 
circuiting: — 

(i) first priority should be given to run-through lines at wayside 
stations on the trunk routes and to all passenger lines at im¬ 
portant junctions on both the trunk routes and the main lines. 
This work should be completed during a period of four years; 

(ii) thereafter run-through lines at stations on main line routes and 
all passenger lines at stations on trunk routes should be track 
circuited. This should be accomplished in a further period of 
four years; and 

(iii) in the last phase, all passenger lines at stations on main line 
routes and at important junctions on branch lines should be 
taken up for track circuiting. This work should be com¬ 
pleted in another two years. 

376. In their remarks, the Railways Board stated that the Railways were 
fully alive to the urgency of the problem and every effort was being made 
to accelerate the pace of track circuiting and suitable alternatives to track 
circuiting were also being evolved. They added that the pace of track 
circuiting works had been accelerated. An indigenous axle counter has 
already been developed as an alternative to track circuiting and is under 
manufacture in the railway workshops. The Railway Board also accepted 
the guidelines suggested for track circuiting but stated that it would not be 
possible to adhere to the targets indicated by the Wanehoo Committee in 
view of the very large investment involved, which was likely to be of the 
order of Rs. 200 crores. 

377. The progress of track circuiting works on the Railways during 
the last decade in comparison with the performance during the earlier 
quinquennium is given in Table 45 below. 

TABLE 45 _ 

Progress of track circuiting on Railways 


Total number of sta¬ 
tions at which track 

Position as on circuiting has been 

provided 


165 


31-3-1963 

31-3-1968 

31-3-1978 


543 

1926 
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378, It will be seen that as compared to the average of 76 stations per 
year during the 5-year period 1963-64 to 1967-68, 139 stations per year, 
on an average, were track circuited during the 10-year period from 1968-69 
to 1977-78. During 1977-78 track ciruiting work was completed at 162 
stations. This progress is commendable. 

379. While the Wanchoo Committee had recommended provision of 
track circuiting of run-through main lines at all stations on trunk routes and 
main lines, the Railway Board have given priority to stations on trunk 
'routes and important main lines only and stated that it is planned to com¬ 
plete the work on these by 1980-81. The present position as advised by 
the Railway Board is shown in Table 46 below. 


TABLE 46 

Progress of track circuiting on trunk routes and ‘important ’ main lines 



Trunk routes 

Important 

lines 

main 

Total 



B.G 

M.G. 

B.G. 

M.G. 

B.G. 

M.G. 

Total number of 
stations 

1174 

451 

680 

104 

1854 

555 

Number programmed 
for provision of 
track circuiting 

upto 1978-79 

1091 

376 

361 

77 

1452 

453 

Number completed up¬ 
to 31-12-1978 

1012 

363 

230 

67 

1242 

430 

Number of stations 
where work is not 
required to be done 

57 

4 

16 


73 

4 

Number of stations 
where work is yet to 
be programmed 

26 

71 

303 

27 

329 

98 

380. Besides 329 

broad 

gauge and 

98 metre 

gauge 

stations on 

the 


trunk routes and ‘important’ main lines where track circuiting work is still 
to be programmed, we find that there still remain another 169 broad gauge 
and 702 metre gauge stations on other main lines where no plans for 
track circuiting have been made so far. Thus, even the completion of 
track circuiting of run-through lines on trunk routes and main lines is not 
yet in sight. We would urge that early action should be taken to get 
this work done on a time bound basis. 

381. The Railway Board have stated that track circuiting of all pas¬ 
senger lines at important junctions on both trunk routes and main lines 
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has been completed at some of the busy important junction stations and 
the remaining stations are being taken up progressively. As regards loop 
(passenger) lines at wayside stations on trunk routes and important main 
line sections, a beginning has now been made by giving priority to such 
of the stations where operating staff do not have a clear view of the loop 
lines. It has also been stated that in respect of track circuiting of all 
the passenger lines at wayside stations, it has not been possible to make 
much headway due to the non-availability of wooden sleepers nor are 
axle counters available in adequate numbers instead. Paucity of funds 
under the Signal and Telecommunication Plan head has also been indicated 
as a contributory factor. 


382, In reply to the questionnaire of the Committee the Railways 
have stated that due to non-availability/shortage of wooden sleepers the 
work of track circuiting has gone into considerable arrears. On the Eastern 
Railway, track circuiting works sanctioned in 1972-73 are still in arrears. 
On the Northern Railways, part of the work sanctioned in 1971-72 is still 
to be completed. The Southern Railway has stated that track circuiting at 
21 stations sanctioned during the period 1971-72 to 1977-78 could not be 
completed for want of wooden sleepers. On the Western Railway, works 
of track circuiting have gone into arrears by about five years due to non- 
supply of wooden sleepers. Thus poor availability of wooden sleepers 
and the absence of a satisfactory alternative continue to hamper the 
progress of track circuiting on the Railways. 

383. The Wanchoo Committee, in Para 344—Part II of their Report, 
had envisaged the use of concrete sleepers as an alternative to wooden 
sleepers for track circuiting. We are sorry to note that there has been very 
little progress in this regard. We understand that even the improved de¬ 
sign of concrete sleepers with composite liner has only recently been clear¬ 
ed for use in track circuiting works with reservations due to inadequate elec¬ 
trical resistance. A satisfactory solution of this problem needs to be found 
at the earliest for unrestricted use of concrete sleepers in track circuit¬ 
ing. As stated earlier in this Chapter under Permanent W’ay, the position 
of supply of wooden sleepers is not likely to improve in future due to scar¬ 
city of this resource. It is, therefore, necessary that alternatives like 
concrete sleepers and axle counters are made available in the required 
numbers for completing the work of track circuiting/detection facilities at 
all stations where these are Considered necessary. 

384. Track circuiting of lines between block clearance points._(Re¬ 

commendation 146—Part II)—The Wanpjjoo Committee opined that 
track circuiting must cater for preventing side collisions. With this end in 
view they suggested that in respect of track circuiting works on run-through 
lines in progress at present as well as programmed for the future, the policy 
should be to track-circuit lines between the block clearance points. They 
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urged that in the case of run-through lines which had already been track 
circuited between fouling marks, the work of providing track circuiting 
between the block clearance points should be taken up as soon as possible. 

385. In their remarks, the Railway Board stated that the decision 
to track circuit the main line between 'fouling marks was taken after careful 
consideration of financial resources, availability of wooden sleepers and 
the fact that the proportion of side collisions to the total number of collisions 
was small. They stated that the cost involved in track circuting between 
the block clearance points was more than double that involved in track 
circuiting between fouling marks. The advantages of the present system 
thus outweighed those of installing track circuiting between block clear¬ 
ance points. They have added that steps have been taken to provide 
track circuiting upto the advanced started at 100 vulnerable stations. This 
work has been completed and commissioned at 25 stations and the ba¬ 
lance is being programmed. 

386. In reply to the questionnaire of the Committee, most of the- 
Railways have expressed the opinion that track circuiting between block 
clearance points was essential from the safety point of view, specially at 
stations where shunting is performed and the view of the track between 
starter and advanced starter signals is obstructed from the place of opera¬ 
tion of the signals or the advanced starter is located at a full train length 
from the starter. 

387. The Western Railway has suggested that track circuiting must 
be provided between the block clearance points at all stations on trunk 
routes and main lines with priority to stations adjacent to automatic block 
sections and also at all stations on the routes of superfast trains. W e 
note that the Additional Commissioner of Railway Safety, Northern Cir¬ 
cle, in his enquiry report on the collision of 103 Up Howrah-Delhi-Amrit- 
sar Deluxe Express with Up CPC Special goods train at Naini station on 
10-10-1977 also recommended providing of track circuiting or detection 
facilities upto the block clearance points. 

388. The Railway Board are still going ahead with track circuiting 
between fouling marks despite the clear recommendation of the Wanchoo 
Committee that this should be done between the block clearance points. 
We propose to investigate this matter further and shall advert to it in the 
subsequent report. 

389. Automatic Train Control .—(Recommendations 170—Part I, 148 
(i) (ii) (iii), 149—Part II)—The Wanchoo Committee expressed the 
view that despite the stress laid by the Kunzru Committee, the progress 
of introduction of Automatic Train Control (ATC) had been slow. They 
felt that had the trials and installation of ATC been initiated earlier, cer- 
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tain signalling firms in India would have become interested in this field of 
manufacture by now. They recommended that - 

(i) lines on which speeds of 100 kmph or over were permitted 
should be provided with ATC and it should cover all trains 
including goods trains running on the section;. 

(ii) notwithstanding financial considerations, phasing must be 
done with a sense of urgency and a scheme of priorities should 
be worked out for trunk routes; and 

(iii) the type of ATC equipment being installed on the suburban 
sections of Howrah area, which ensures that a driver passing 
an automatic signal at ‘on’ must keep the speed of the train 
below 15 kmph upto the next automatic signal failing which a 
warning was sounded for five seconds and thereafter automatic 
application of brakes took place, should be extended to 
other automatic signalling sections in Bombay, Calcutta and 
Madras areas. 

390. In their remarks, the Railway Board have stated that— 

(i) Automatic Train Control system as recommended by Kunzru 
Committee was intended to ensure automatic obedience by the 
engine crew to the respective indications exhibited by the 
signals enroute by giving audible and visible warning to the 
driver in the cab of the engine when the signal shows danger 
aspect and should the driver fail to acknowledge the warning, 
the brakes apply automatically bringing the train to a stop 
before the signal. With the subsequent technological advances 
and the evolution of Automatic Train Operation (ATO) and 
other highly sophisticated systems, this ATC system came to 
be referred to as Automatic Warning and Stop system (AWS). 
The indigenous development of AWS has been presently 
taken up by Electronics Corporation of India Ltd., (ECIL), 
Hyderabad in association with the RDSO. The prototype deve¬ 
loped by ECU, is undergoing field trials on the Eastern Railway 
and has been found to be Satisfactory and compatible with the 
imported equipment already in use on that Railway; 

(ii) for providing AWS equipment, priority would be given to sub¬ 
urban sections and trunk routes on which trains run at speeds 
of 120’ kmph and more; 

(iii) AWS has been commissioned on Howrah-Burdwan Chord and 
Gaya-Mughalsarai sections of the Eastern Railway. The 
provision of AWS has also been sanctioned for Howrah- 
Burdwan main line; Burdwan-Gaya; Mughalsarai-Delhi 
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sections and the suburban sections of the Western and Central 
Railways; 

v(iv) AWS is it present being provided on the locomotives of only 
Mail and Express trains. On subrban sections it would cover 
Electrical Multiple Unit (EMU) trains; and 

(v) the functioning of the AWS equipment provided on the Eastern 
Railway has been satisfactory, viz., there has been no failure 
of the AWS equipment on the unsafe side, no accident has 
taken place on account of a driver overshooting the first stop 
signal after its introduction, no particular difficulty has been 
faced in the maintenance of AWS equipment, the problem 
of thefts encountered initially has been sorted out and drivers 
working Rajdhani Express trains have expressed their satis¬ 
faction on the performance of the equipment. 

391. We note that though the Wanchoo Committee had recom¬ 
mended the provision of AWS on lines with speeds of 100 kmph or over, 
covering all trains including goods trains, and the Kunzru Committee had 
also stated that all signals en route should be brought under a similar sche¬ 
me—ATC (AWS), the Railway Board proposes to provide AWS only on 
trunk routes with speeds of 120 kmph or above covering only mail and 
express trains. Further, only, the first stop signal is proposed to be co¬ 
vered under the present scheme. We, however, find that very little progress 
has been made even in such a restricted programme. Out of 2780 route 
kilometres programmed on trunk routes with speeds of 120 kmph and 
over and 1128 route kilometres on suburban sections in Calcutta, Bombay 
and Madras areas, AWS has been provided only on 248 and 94 kilometres 
respectively. The 'p'oor progress in the last fifteen years has been due to 
reluctance to import the equipment and to excessive time taken for its 
indigenous development and manufacture. 

392. We consider that the Railway Board should take steps to fulfil 
at least their diluted commitmment of providing AWS on trunk routes and 
suburban sections at the earliest. In doing so, it will no doubt take full 
advantage of the available 1 sources of supply in the country and undertake 
imports if necessary, so as to complete this important safety measure spee¬ 
dily. It is also essential that a time-bound programme is drawn up for 
extending AWS on all trunk routes with speed of 100 kmph and above, 
covering all passenger and goods trains. 

393. Cab Signalling —(Recommendation 150—Part II)—The Wan¬ 
choo Committee felt that it was high time to undertake research and deve¬ 
lopment in regard to continuous cab signalling, however elaborate or ex¬ 
pensive this may be so that a greater degree of immunity from accidents 
could be achieved on sections on which high speed trains run. 
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394. In their remarks, the Railway Board stated that the RDSO had! 
prepared a report on various cab signalling systems in use in different coun¬ 
tries and given their recommendations for selection of equipment to suit 
Indian conditions. A working system is under development for the Metro¬ 
politan Transport Project (Railways), Calcutta. The RDSO has also sug¬ 
gested that it is necessary to set up a special cell for a detailed study of 
the technical and economic implications of cab signalling. 

395. We note that very little progress has been made in research and 
development in the field of cab signalling in the last decade and a half after 
the recommendation was first made by the Kunzru Committee. Techno¬ 
logy in this sphere is continuously advancing and several systems are in 
use in foreign countries. The Indian Railways should take advantage of 
these developments and evolve a suitable system for use under Indian 
conditions. 

396. Time blocks for maintenance of signalling equipment:—(Recom¬ 
mendation 153 (i), (iii)—Part II)—Several complaints had been re¬ 
ceived by the Wanchoo Committee that the signalling staff were unable to 
undertake repairs to the signalling gear at the required time due to non- 
acceptance of disconnection notices by the operating staff. They were 
told that often, when disconnection notices were presented to the operat¬ 
ing staff for disconnecting the gear Tor maintenance purposes, such notices 
were not accepted on the plea of heavy train working and possibility of 
detention to trains. In their words, “the problem assumes great impor¬ 
tance at busy stations where the signalling gear is releatively more intricate 
and needs intensive maintenance”. They attached great importance to 
this matter and felt that the signalling staff would be apt to restort to: 
short-cut methods for maintenance of signalling gear unless they get time 
blocks in which to maintain the gear. They suggested that the whole 
problem of maintenance of signalling gear should be thoroughly examined 
and a practical and safe procedure evolved so that necessary time blocks 
are available for the maintenance of signalling gear without much difficulty. 
They opined that provision Tor this should be made when the time-table 
of the section is being- framed. They felt that by making provision in, 
the time-table for an integrated maintenance programme, maintenance of 
not only the signalling gear but also track by automotive machines, where¬ 
ver in use, and of overhead installations at stations and on sections could 
with advantage be undertaken in a coordinated manner. The Wanchoo 
Committee also commended the directive of the Railway Board, that in 
planning for the development of capacity on trunk routes, the sectional 
capacity should be worked out on the basis of 20 hours of train running 
in a day so that the remaining 4 hours can be set apart Tor maintenance. 
They felt that this was a step in the right direction and reflected consider¬ 
able foresight. 
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397. In their remarks, the Railway Board stated that instructions al¬ 
ready exist to the effect that disconnection notices issued for maintenance 
of signalling gears should be accepted by the traffic staff when presented 
and that in order to obviate the chances of their not being accepted, the , 
Signal & Telecommunication branch is required to plan the programme 
in coordination witn the Operating branch sufficiently in advance. They 
also stated that fixed time blocks for the maintenance cf signalling gears 
would seldom be required. Even when required, these words could 
easily be synchronised with the time blocks given for maintenance of track 
and overhead electrical equipment. They added that the need for co¬ 
ordination between the Operating branch on the one hand and various 
service departments on the other so that the time blocks required by them 
for maintenance work could be synchronised and provided with the least 
dislocation to train operations was accepted. However, for this purpose 
they felt that it was neither necessary nor practicable to make any provision 
for fixed time blocks in the time table. It has been stated that the purpose 
would be best served as was being done now by coordinating the require¬ 
ments of time blocks of various departments and providing for necessary 
allowance in blocks after taking into consideration the operating condi¬ 
tions. Thus the Railway Board did not accept the recommendation for 
making provision cf fixed time blocks in the time-table nor have they 
offered any solution to this vexing problem which has serious repercus¬ 
sions on safety. 

398. In theii replies to the questionnaire of the Committee, the Rail¬ 
ways have informed us that considerable difficulty is still being experienced 
in getting disconnection notices accepted and the problem of finding time 
blocks for maintenance of signalling gear still persists. In view of the 
problems expressed by the Railways we will go into this matter further 
and advert to it in the subsequent report. 

399. Inspection of signalling equipment —(Recommendation 154— 
Part II)—The Wanchoo Committee considered that with the increase in 
traffic density on several sections, rationalisation in the jurisdiction of the 
inspectors and largescale additions and modifications to signalling installa¬ 
tions, inspections of signalling equipment at stations or in block cabins 
should be intensified and the periodicity of testing of signalling equipment 
should be suitably modified. 

400. In their remarks, the Railway Board have informed us that due 
to considerable increase in the signalling and telecommunication equip¬ 
ment and resultant increase in workload, it has not been possible to 
increase the frequency of inspection with the present strength of signalling 
and telecommunication officers. However, the Railways were advised to 
ensure that inspections as per paras 712 and 715 of Indian Railways Signal 
Engineering Manual are carried out meticulously and in great detail and 
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that suitable steps should be taken to improve the quality of inspections 
at all levels-. The Railways were also asked to intensify inspections and 
closely watch the follow-up action. 

401. We note that the question of increase in the periodicity and 
intensification of inspections and testing of signalling equipment was dis¬ 
cussed in the conference of Chief Signal and Telecommunication Engineers 
held in August, 1970. They were of the view that increase in the fre¬ 
quency of inspections could be considered only after the strengthening of 
the maintenance organisation had been examined. They opined that the 
stipulations laid down for inspection in the Indian Railways Signal 
Engineering Manual were meant mainly for conventional type of signal¬ 
ling. With the addition of sophisticated equipment on the intensively 
worked sections, the entire problem would have to be viewed on the basis 
of type of equipment, density of traffic and level of inspection. The 
conference suggested that the provision regarding frequency of inspections 
laid down in the Indian Railways Signal Engineering Manual should be 
followed till revised schedules, drawn up by the RDSO, were examined 
and accepted. 

402. A revised schedule of maintenance of electrical and mechanical 
signalling equipment by maintained was circulated by the Railway Board 
in February, 1974. The revised schedule lays down various jobs to be 
done and frequency of maintenance by maintainers of electrical and 
mechanical signalling equipment separately. While the Wanchoo Com¬ 
mittee recommended intensification of the inspections by inspectors and 
officers, the revised schedule covers the scope of initial maintenance by 
maintainers only. No effort appears to have been made towards intensi¬ 
fication of inspections by inspectors and officers. 

403. In the replies of the Railways to the questionnaire of -the Com¬ 
mittee, it has been stated that inspections by district signal inspectors on 
the Northern and South Central Railways, and those by signal and tele¬ 
communication officers on the Eastern, Northern, Southern and South 
Central Railways have not been as meticulous and detailed as was desir¬ 
able. This has been due to shortage of district signal inspectors and 
divisional/assistant signal and telecommunication engineers on these Rail¬ 
ways. The Western Railway has stated that maintenance and inspections 
of signalling gears on the Bombay suburban section are not being done 
on schedule due to inadequate strength of maintainers and signal and 
telecommunication officers. This Railway has added that due to heavy 
traffic, the availability of maintenance time was inadequate and against the 
locally stipulated weekly maintenance by the maintainer, even proper 
fortnightly maintenance as required by the Manual, was not possible until 
the strength of maintainers was increased. Further the strength of divi¬ 
sional officers has been reported to be only 40 per cent of the recommended 
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•yardstick as a result of which officers are not having time even to ensure 
the compliance of their directions. The South Central Railway has stated 
that though the inspection schedules are being followed by the inspectors, 
these inspections are mot sufficiently detailed from the safety point of 
view. Similarly, the South Eastern Railway has stated that though the 
schedules of inspections are being followed, the quality of inspections and 
analysis of failures/accidents could improve with augmentation of strength 
and relief from miscellaneous stores work etc. 

404. The Railway Board have advised us that the Efficiency Bureau 
had formulated yardsticks for officers and supervisors in 1976 and 1978 
respectviely, after taking into account various factors like nature and 
sophistication of equipment, traffic density, interference to inspection/ 
testing and the periodicity of inspections as laid down in the Indian Railways 
Signal Engineering Manual. These yardsticks have since been accepted 
by the Railway Board. They have, however, stated that due to various 
economy measures in vogue from time to time and also the general ban 
on creation of posts since 1974, it has not been possible to create posts as 
necessary to make up for the shortage of supervisors and officers as per 
the yardstick. They have further stated that, for the new assets, posts are 
being sanctioned, though less than recommended as per the yardsticks. 
They have expressed the hope that it would be possible to make up for 
the shortage as soon as economy measures are relaxed over a period of 
time. 

405. The Railway Board have added that the periodicity of inspec¬ 
tions could not be improved as recommended by the Wanchoo Committee 
due to the shortage of supervisors/officers. The quality and extent of 
inspection has, however, been sought to be improved. 

406. We thus find that the strength of officers and inspectors in the 
signal and telecommunication department on most Railways is not com¬ 
mensurate with the existing workload. It is surprising that even after 
deficiencies in strength had been brought out in the study of the Efficiency 
Bureau and accepted by the Railway Board, the Railways have been asked 
to rationalise the workload on the basis of the existing strength. It is 
disquieting that for the new equipment also, posts are not being provided 
as per the yardstick. Intensification of inspections apart, it would thus 
appear that ever the extent schedule of inspections are not feasible due 
to inadequate strength of officers and inspectors. This is a serious matter 
to which we would draw the attention of the Railway Board and urge 
that immediate steps should be taken to rectify the situation and ensure 
that meaningful inspections by officers and inspectors of the signal and 
telecommunication department are carried out- We further consider that 
any economy in this regard would be misconceived. 
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407. Provision of rudimentary interlocking at non-interlocked sta¬ 
tions :— (Recommendation 165—Part I)—The Wanchoo Committee 
observed that the Kunzru Committee had recommended provision of rudi¬ 
mentary interlocking at all stations on the broad and metre gauges in a 
year’s time, and within a reasonable period in the case of stations on 
narrow gauge sections where the frequency of train services was more than 
three trains each way. They found that there were a number of stations 
on the broad and metre gauges which had not been provided with rudimen¬ 
tary interlocking though the Railway Board had directed the Railways to 
complete this work by 31-3-1964. They hoped that this safety provision 
would be completed in a short time. 

408. In their remarks, the Railway Board have stated that work ot 
provision of rudimentary interlocking at stations on broad and metre gauge 
sections has already been completed except at a few stations where it has 
been plann ed. The progress of interlocking of stations may be seen from 
Table 47 below. 

TABLE 47 

Progress of Interlocking at Stations 

Number of non-interlocked 
stations on all Railways 

Broad Metre Total 
Gauge Gauge 


1962-63 

• 

• 

• 

• 

• 

• 

• 

108 

418 

526 

1.766-6- 

• 

• 

• 

• 


• 

• 

33 

82 

115 

1977-78 



. 

. 

. 


. 

19 

46 

65 


409. It will be seen that 65 stations on the broad and metre gauges 
still remain to be interlocked- The railway-wise position is shown in 
Table 48 below. 

1 R.B.—10 


Year 
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TABLE 48 

Railway-wise position of non-interlocked stations 

Number of non- 
interlocked sta tions 
as on 31-3-1 978 


Railway -—- 

Broad M etre 

Gauge G auge 


Central 


5 

Nil 

Eastern 


4 

Nil 

Northern 


1 

5 

North Eastern 


Nil 

12 

Northeast Frontier 


*> 

9 

Southern 

. 

1 

7 

South Central 

. 

1 

Nil 

South Eastern 


3 

Nil 

Western 

. 

n 

13 


Total 

19 

46 

410. We note that, out of the above, the Railway Board have given 
specific dispensation for not providing rudimentary interlocking at 12 

stations on metre gauge. At most of the other stations the Railways 


have not planned provision of rudimentary interlocking on the plea that 
stations are either on river ghats or on sections worked under 'one engine 
only’ system, or are on: sections having very light traffic/open for goods 
traffic only, etc. In case of stations on narrow gauge sections, the Railway 
Board decided in 1969 that rudimentary interlocking should be provided 
where there are six trains each way instead of three trains as was recom¬ 
mended by the Wanchoo Committee. We note that as on 31-3-1978. 
there were 242 non-interlocked stations on the narrow gauge. 

411. We are of the opinion that even in the case of station on river 
ghats or stations on sections worked under ‘one engine only’ system the 
possibility of a derailment at the points is not precluded if the stations are 
non-interlocked. We, therefore, reiterate what the Kunzru and Wanchoo 
Committees had suggested, namely that rudimentary interlocking should 
be provided at all stations on the broad and metre gauges. In respect of 
the scope of work on the narrow gauge, we will go into this further and 
advert to it in the subsequent report. 
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412- Failure of signal and interlocking gears :—(Recommendation 
171—Part I)—The Wanohoo Committee found that the incidence of failure 
of signal and interlocking gears, after a marked decrease in 1963-64, had 
been steadily increasing every year. The same pattern was discrenible 
in the cas e of failures of block instruments, where, however, a reversal of 
the trend was noticed during 1967-68. 

413. In their remarks, the Railway Board have stated that in the 5- 
year period from 1963-64 to 1967-68, the number of signal and inter¬ 
locking failures had increased by nearly 20 per cent whereas the number 
of lever units, which indicate the extent of equipment in use, had increased 
by about 39 per cent. Therefore, they did not consider the increase in 
the number of failures abnormal. The increase in the number of failures 
of block instruments in the earlier years was attributed to the introduction 
of improved “Lock and block” instruments on double line and tokenless 
block instruments on single line, resulting in the addition of considerable 
field equipment such as reversers, treadles and track circuits. This also 
increased the failure potential due to theft and interference. The Railway 
Board have added that continuous watch is kept at all levels by signal 
and telecommunication officers and staff to ensure proper preventive 
maintenance and keep down the signal failures to the barest minimum. 

414. In reply to the questionnaire of the Committee, some Railways 
have furnished information regarding the number of failures of signal and 
interlocking gears and block instruments during the 10-year period ending 
1977-78. This is given in Annexure's XXXl and XXXII. In Table 49 
below we have compared the failure position during 1976-77 and 1977-78, 
separate information in respect of which is available from all the Railways 
excepting the Central Railway, with that obtaining in 1966-67 and 1967-68 
(after excluding the figures for Central Railway) which was analysed by 
.the Wanchoo Committee. 

TABLE 49 

Failures of Signal and interlocking gears and block instruments 


Failure of signal and Failure of block 
interlocking gears instruments 



Number. 

Incidence 

Number 

Incidence 



per 


per 



million 


million 



train 


train 



kilometres 


kilometres 

1966-67 

27,789 

72-91 

12,754 

33-46 

1967-68 

28,089 

71-16 

11,385 

28-84 

1976-77 

39,616 

90-2 

8,904 

20-3 

1977-78 

42.620 

95-2 

9,362 

20-9 



148 


Annexures XXXI and XXXII and Table 49 above give figures of incidence 
of failures of signal and interlocking gear per million train kilometres on 
the same lines as was done by the Wanchoo Committee. These do not 
take into account the population of such installations on the Railways, the 
number of which has been continuously increasing. We will examine 
this matter further in the subsequent report. 

415. We find that there was an increase in the incidence of failures of 
signal and interlocking gears when related to the traffic density during 
1976-77 and 1977-78. In the case of block instruments, the incidence of 
failures has shown improvement. We would urge the Railway Board to 
take steps to check the rising trend and bring down the failure rate of 
signal and interlocking gears. 

416. Track Circuit failures :—(Recommendation 172-Part I)—The 
Wanchoo Committee urged that since track circuits are an important aid 
to safety in railway operation, efforts should be intensified to reduce the 
failure of track circuits to the maximum extent possible. They had also' 
noted that Northern Railway had been consistently having the highest 
number of track circuit failures during the 4-year period from 1964-65 to 
1967-68. 

417. The Railway Board stated that the increase in the number of 
track circuit failures was largely due to theft of track circuit equipment 
and connections, e.g. transformers, relays, condensers, track loads, etc. and 
also inferior quality of the fibre insulation used for block joints. They 
added that block joint insulation made out of injected nylon, which is 
considerably tougher than fibre, have now been adopted as the' standard 
and the number of failures is likely to come down. They also stated 
that the incidence of track circuit failures due to failure of insulation joints 
was being taken care of by progressive introduction of glued joints. This 
type of joint is very reliable and has a long life expectency. 

416. Track Circuit failures :—(Recommendation 172-Part I)—The 
Wanchoo Committee urged that since track circuits are an important aid 
to safety in railway operation, efforts should be intensified to reduce the 
failure of track circuits to the maximum extent possible. They had also' 
noted that Northern Railway had been consistently having the highest 
number of track circuit failures during the 4-year period from 1964-65 to 
1967-68. 

417. The Railway Board stated that the increase in the number of 
track circuit failures was largely due to theft of track circuit equipment 
and connections, e.g. transformers, relays, condensers, track loads, etc. and 
also inferior quality of the fibre insulation used for block joints. They 
added that block joint insulation made out of injected nylon, which is 
considerably tougher than fibre, have now been adopted as the standard 
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find that as compared to 3762 track circuit failures in 1967-68, the num¬ 
ber of failures in 1977-78 increased to 4936 (excluding those on the Cen¬ 
tral Railway). Considering the increase in number of stations which have 
been track-circuited during the same period, i.e. from 543 stations in 
1967-68 to 1926 in 1977-78, it would appear that the incidence of failure 
of track circuits have come down. Examining the position on individual 
Railways, we find that the Northern Railway had the highest number of 
track circuit failures followed by the Western and Eastern Railways. These 
Railway Administrations should analyse the causes of failures and take 
steps to bring them down. 

420. Overhaul and Replacement of signalling gear :—(Recommenda¬ 
tions 173 and 174—Part I)—The Wanchoo Committee found the shortfall 
in the replacement of worn-out lever frames during 1967-68 considerably 
less than in the previous years but the number of worn-out block instru¬ 
ments in need of replacement was the highest of the previous five years. 
They stressed the need for clearing the shortfall in the overhauling and 
replacement programme for lever frames and block instruments, investi¬ 
gating the factors responsible for failures of signal and interlocking gears 
and laying down yardsticks for determining the strength of block, electric 
and mechanical signal maintained. 

421. The Railway Board had stated that efforts to clear the shortfall 
in the overhaul and replacement of lever frames and block instruments 
would be intensified. They stated that the present procedure for investi¬ 
gating factors responsible for failure of signal and interlocking gears on 
different Railways was under review and a revised uniform procedure was 
proposed to be adopted on all the Railways. The Railway Board added 
that block instruments, even though in need of replacement, have been 
duly overhauled and placed in service and are, therefore, not safety 
hazards. In so far as the increase in the number due replacement in 1967- 
68 was concerned, they stated that block instruments were provided in 
batches and they became overdue replacement simultaneously. The Rail¬ 
way Board have added that a revised formula for computing signalling and 
telecommunication units, taking into account the sophisticated signalling 
which had been commissioned in the last few years had been drawn up 
and advised to the Railways- 

422. We find that in July 1969, the Railway Board had advised the 
Railways that overhauling of lever frames, block instruments arrd other 
safety equipment should be carried out according to schedules laid down. 
The Railways were also advised that whenever the existing signalling 
equipment needs replacement on age-cum-condition basis, replacement of 
such equipment should be carried out before the equipment gets worn out 
so that safety is not jeopardised. The Railways were urged to take special 
measures to wipe out the shortfall in the overhaul and replacement of 
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lever frames, block instruments and other signalling and interlocking 
equipment. 

423. In reply to the questionnaire of the Committee, the Railways have 
furnished information regarding the shortfall in overhauling and replace¬ 
ment of lever frames and block instruments. This is given in Annexures 
XXXIV and XXXV. The position is summarised in Table 50 below*— 


T\BLE 50 

Shortfall in overhaul and replacement of lever frames and block instruct ’/its on all 
Railways during 1967-68 to 1977-78. 


Year 



Lever frames 

Block instruments 

Shortfall 
in over¬ 
haul 

Shortfall 
in re¬ 
placement 

Shortfall 
in over¬ 
haul 

Shortfall 
in re¬ 
placement 

1968-69 

. 

• JeK 

163 

12 

144 

14 

1969-70 



148 

19 

155 

16 

1970-71 



157 

7 

156 

20 

1971-72 



306 

33 

269 

Nil 

1972-73 



340 

35 

232 

30 

1973-74 



376 

42 

398 

16 

1974-75 



522 

44 

463 

16 

1975-76 



353 

60 

462 

20 

1976-77 



314 

53 

604 

4 

1977-78 



432 

101 

470 



424. We find that the shortfall in overhaul of lever frames and block 
instruments and replacement of lever frames has sharply increased in recent 
years as compared to the position obtaining prior to 1970-71. According 
to the Railways, the main reason for this shortfall is non-finalisation of the 
yardsticks for maintenance staff and shortage of staff. This is a serious 
matter and if left unremedied, can only lead to further deterioration and 
serious repercussions. Special efforts in this regard are called for on the 
Eastern, Southern, South Central and South Eastern Railways where the 
backlog of overhaul of lever frames has increased considerably during 
1977-78 as compared to the previous years. Backlog in replacement of 
lever frames on the Eastern and Northern Railways had increased substan¬ 
tially during 1977-78 as compared to the previous year and needs to be 
brought down. Shortfall in overhaul of block instruments had increased 
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steadily from 1971-72 to 1976-77. During 1977-78 there was a drop in 
this respect on most Railways and the Railway Administrations should con¬ 
tinue their efforts to bring this down even further. Shortfall in replace¬ 
ment of block instruments had decreased during the last two years. 

425. From the foregoing we find that the Wandnchoo Committee's recom¬ 
mendations for clearing the backlog of overhauling of lever frames and 
block instruments and replacement of lever frames not only remain unim¬ 
plemented but there has been a distinct deterioration in the situation. We 
would urge the Railway Board and the Railway Administrations to take 
urgent steps to bring about an improvement in this respect. 

426. Regarding yardstick for signal maintenance staff the Railway 
Board have stated that yardstick for different categories of maintenance 
staff would be worked out on the basis of total number of revised units on 
the Railways. We note that a Committee of Chief Signal and Telecom¬ 
munication Engineers had suggested yardsticks for maintenance staff. This 
yardstick, as further amended by the Efficiency Bureau of the Railway 
Board, was discussed at the Thirteenth Conference of Chief Signal and 
Telecommunication Engineers held in July 1978. They felt that the yard¬ 
stick, if uniformly adopted, would result in large-scale upheavals in the 
present strength on various Railways. It was decided that it would not be 
practicable for a big railway system like the Indian Railways to have a uni¬ 
form yardstick and the Railways were advised to evolve local yardsticks for 
mechanical and electrical signal maintainers and signal inspectors Grade III. 
Thus the Wanchoo Committee’s recommendation in this respect remains 
unimplemented. We would go into this matter further and advert to it in 
the subsequent report. 

MOTIVE POWER 

427. The last decade has seen considerable changes on the motive power 
front. Steam power which had been dominating the traction scene for more 
than a century, has given place to more efficient and modern diesel and 
electric traction. During 1977-78, diesel and electric traction together 
accounted for 73 per cent of the toal passenger and freight train kilometres 
and 83.2 per cent of the total gross tonne kilometres carried on the Indian 
Railways. With the introduction of diesel and electric traction appreciable 
changes in the holding of different types of locomotives have also taken 
place. During the 10 year period ending 1977-78, the number of steam ' 
locomotives decreased from 10,226 to 8,215, while diesel locomotives in¬ 
creased from 892 to 2025 and electric locomotives from 429 to 901. 

428. This change in traction necessitated not only the creation of large- 
scale facilities for proper maintenance of diesel and electric locomotives, but 
also for the 1 training of staff to look after and handle these costly assets in 
a satisfactory manner. Compared to steam, diesel and electric locomotives 
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are more sophisticated and call for the adoption of technology which is 
comparatively new to this country. We appreciate that the effort required 
on the part of the Railways to bring about this fundamental change in the 
traction scene, without causing any setback to train operations and with¬ 
out retrenching any staff rendered surplus on account of shrinkage of steam 
traction must have been considerable. It is against this background that 
we have reviewed the implementation of the recommendations made by the 
Wanchoo Committee on the subject of motive power. 

429. The Wanchoo. Committee made 45 recommendations relevant to 
motive power. Out of these, items 175 and 181 of Part I, 159 to 163, 165 
to 167(i) and (ii), 169 to 182, 185, 190' and 191 of Part 11 have been 
either implemented or appropriate action in each case has been initiated by 
the Railway Board. Recommendations 164 and 174 of Part II were not 
accepted by the Railway Board. All the aforesaid recommendations to¬ 
gether with action taken/views thereon as advised by the Railway Board are 
given in the Appendix to this report. Our detailed review of the remain¬ 
ing recommendations is contained in the following paragraphs. ( 

430. Engine Failures-. — (Recommendations 179 (i), (ii), 180—Part 

I)—The Wanchoo Committee found that during 1967-68, majority of the 
Railways were unable to achieve the targets laid down for the broad and 
metre gauges in respect of steam engine failures. They noticed that the 
penormanee on the Eastern, Southern and Western Railways on the broad 
gauge and the North Eastern on the metre gauge was much below the tar¬ 
get. They observed that the performance of diesel and electric engines in 
kilometres per engine failure was on the low side and stressed the need to 
improve the same. 

431. In their remarks, the Railway Board had stated that the target of 
kilometres per engine failure was raised from 150,000 to 200,000 in 1967 
as the earlier targets had been achieved by most of the Railways. The 
increase was made since it was considered that the target should be some¬ 
thing better than what had already been achieved. They have advised us 
that engine failures are being analysed and remedial action is being taken 
by different Railways as a regular measure. Recurring adverse features are 
discussed in the Diesel Maintenance Group meetings, Loco Standards Com¬ 
mittee, Electrical Standards Committee, etc. Where necessary, adjustments 
in the existing preventive maintenance schedules are made. Refresher 
courses for locomotive drivers cover related trouble-shooting and technical 
standing orders are issued for the guidance of supervisors. Finally, recourse 
is taken to punishments for enforcing correct maintenance practices. 

432. Steam Engine Failures :—The Railways have furnished information 
regarding the incidence of steam engine failures during the 10-year period 
ending 1977-78. The engine kilometres per engine failure on the broad 
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and metre gauges of all the Railways during this period are given in An- 
nexures XXXVI and XXXVII. We find that on the broad gauge there 
has been continuous. deterioration in the performance of steam engines 
from 1968 to 1975, during which period the all-Railway average of engine 
kilometres per engine failure decreased from 180,000 to 59,000 only against 
the Railway Board’s target of 200,000 engine kilometres per engine failure. 
This was followed by improvement in the two years 1975-76 and 1976-77. 
However, during 1977-78, the all-Railway average again dropped to 87,000 
engine kilometres per engine failure as compared to 122,000 in the previous 
year. Taking the Railways individually, we find that, except for Western, 
no other Railway was able to achieve the Railway Board’s target. 

433. On the metre gauge also the performance of steam engines drop¬ 
ped continuously from 172,000 kilometres per engine failure in 1968-69 to 
52,000 in 1974-75. The position improved thereafter and in 1977-78 the 
all-Railway average of engine kilometres per engine failure rose to 120,000. 
We find that except for the Northern, Southern and South Central Railways, 
no other Railway was able to achieve the Railway Board’s target of 
200,000 engine kilometres per engine failure. On the Central, North 
Eastern, Northeast Frontier and Western.Railways, where the' performance 
was much below the target, the kilometres per engine failure in 1977-78 
were 26,000, 81,000, 75,357 and 112,000 respectively. There was serious 
deterioration in the performance of Central Railway during that year as 
com'pared to the previous years. 

434. Diesel Engine Failures :-—From the information furnished to us by 
the Railways we have examined the position of diesel engine failures 
during the 10-year period ending 1977-78. This is given in Annexures 
XXXVIII and XXXIX. We fixnd that on broad gauge there has been con¬ 
siderable deterioration during the last ten years, the all-Railway average of 
engine kilometres per engine failure having dropped from 222,000 during 
1968-69 to 70,700 during 1977-78. It will be seen that during 1977-78, 
except for the Southern Railway no other Railway was able to achieve the 
target of 200,000 engine kilometres per engine failure laid down by the 
Railway Board. The performance on the Central, Eastern, Northern, South 
Central, South Eastern and Western Railways was much below the target. 
On the Northern and South Eastern Railways the deterioration in perfor¬ 
mance was more pronounced during 1977-78 as compared to the previous 
year. 

435. On the metre gauge, during 1977-78, except for Southern Rail¬ 
way, no other railway was able to achieve the target. The performance on 
the Northern, Northeast Frontier, South Central and Western Railways was 
much below the target. There was considerable deterioration in the per¬ 
formance of South Central Railway during 1977-78 as compared to the 
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previous year. The need for improvement in the performance of diesel 
engines is thus clearly indicated. 

436. Electric Engine Failures: —The position of electric engine failures 
on broad gauge, during the ten-year period of our study is given in An- 
nexure XL. It will be seen that during 1977-78 none of the Railways except 
Western Railway was able to achieve the target of 200,000 kilometres per 
engine failure laid down by the Railway Board. The performance on all the 
other Railways was very poor. 

437. The above analysis shows that as far as engine failures are con¬ 
cerned, the position of steam, diesel and electric locomotives has been un¬ 
satisfactory and their performance has fallen much below the target laid 
down by the Railway Board. No specific reasons for this deterioration 
have been given either by the Railway Board or the Zonal Railways nor has 
any indication been given of the action contemplated to improve the posi¬ 
tion. The matter calls for urgent and concerted efforts to reverse this 
trend, particularly when such expensive assets are involved. 

438. Provision of Speedometrs\Speed Recorders on Engines'- —(Recom¬ 
mendation 178—Part I)—The Wanchoo Committee held the view that since 
every driver working a train is required to observe some speed limit or the 
other, all locomotives working trains should be equipped with speedometers. 
They also considered it essential that even though the work of providing 
speedometers had to be carried out on the basis of a phased programme, a 
target should be laid down iin regard to the provision of this aid on all 
locomotives. 

439- The Railway Board have advised us that all locomotives working 
mail and express trains are fitted with speed recorders and all those on 
passenger services with speed indicators. Most of the locomotives working 
goods trains have been fitted with speed indicators and efforts are being 
made to provide them on 'the others also. 

440. From the comments of the Railways we find that on the Eastern 
Railway 40 per cent of electric locomotives hauling goods services are still 
running without speedometers. The South Eastern Railway has stated 
that there have been numerous difficulties in maintaining the VDO type 
speedometers and speed recorders and availability of these in working order 
on electric locomotives working goods trains is around 50 per cent only. 
On most Railways steam locomotives working goods trains still remain to 
be provided with speedometers. The Northern Railway has stated that 
speedometers are being gradually fitted in a phased manner on steam loco¬ 
motives working goods trains. The Northeast Frontier Railway has indi¬ 
cated that a programme has been drawn up for fitting speedometers on 
steam locomotives working goo,ds trains. 
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441. From the annual reports of the Commission of Railway Safety, we 
find that on a number of occasions, the deficiency of speedometers on 
important trains has been pointed out. In the inquiry report on the colli¬ 
sion of 43 Up Darjeeling Mail with H-186 Up Habra Local at Ultadanga 
Road station on Eastern Railway on 29-1-1975, the Additional Commis¬ 
sioner of Railway Safety had remarked that a disturbing feature was that 
the locomotive of 43 Up Darjeeling Mail had not been fitted with a speed 
recorder. 

442. We find that the recommendation of the Wanehoo Committee, 
accepted by the Railway Board, has still not been implemented and the 
Railway Board’s claim in this regard is not corroborated to the informa¬ 
tion supplied by the Railways- The Railway Board must ensure that 
speedometers/speed recorders are provided on all locomotives working 
trains and no locomotive which is to work a train leaves the shed or yard 
wothout a speedometer/speed recorder in working order. 


443. Development of a Reliable Indigenous Speedometer-cum-Speed 
Recorder :—(Recommendation 183—'Part II)—It had come out in evidence 
before the Wanehoo Committee that the VDO type speedometer was not 
suitable for locomotives. It had been indicated that this speedometer was 
sluggish and did not show the speed correctly when decelerating, specially 
in the lower speed range, the indication given being higher than the actual 
speed of the locomotive. The Wanehoo Committee urged that energetic 
steps should be taken to see that a more suitable and reliable type of speedo- 
meter-cum-s|peed recorder is manufactured indigenously for use on loco¬ 
motives. 


444. The Railway Board stated that the development of an alternative 
design of speedometer-cum-speed recorder is being pursued actively. They 
have advised us that for developing indigenous manufacture of speedo- 
m&tQT-cum-speed recorder, different types of equipment have been con¬ 
sidered, viz., DEUTA type manufactured by Deuta Works, Germany; 
TELOC type manufactured by M/s. Hasler, Berne Switzerland; 
Beacon/Excella type and Electronic type instrument developed by M|s. 
Electronic Corporation of India Ltd., Hyderabad. However, so far it has 
not been possible to develop a reliable type of indigenous speedometer- 
cum-speed recorder and efforts are continuing to find a suitable speedo¬ 
meter which would work satisfactorily under Indian conditions. The Rail¬ 
way Board have also informed us that meanwhile VDO type speedometers/ 
speed recorders manufactured by M/s. International Instruments (P) Ltd., 
Bangalore, are being used on steam, diesel and electric locomotives and 
electric multiple units. These instruments have been in use since 1963 -but 
their performance has not been entirely satisfactory. Some of the limita- 
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iions of the VDO speed indicators and speed recorders as indicated by the 
RDSO are:— 

(i) Speed indication is inaccurate in the lower speed range; 

(ii) recording arrangement is on time basis and not distance; 

(iii) there being no compensation for tyre wear, it is not very accu¬ 
rate; and 

(iv) the operation of the instrument is not trouble-free and there are 
frequent failures, etc. 

The Railway Board have stated that despite the unsatisfactory performance 
of these speedometers there was no alternative but to use this equipment 
which is the only one available indigenously at present. 

» 

445. In respect of the other types of speed recording and indicating 
instruments which have been considered for development, the Railway 
Board have informed us that Indian Railways have hardly any experience 
with DEUTA type of instruments which are in use on the German Rail¬ 
ways. These instruments are not considered rugged enough for steam 
locomotives and detailed evaluation tests and trials are proposed to be 
conducted. Ordering of the trial sets, however, could not be done so far. 
TELOC instruments of Hasler make have been in use on the Indian Rail¬ 
ways for a long time and their performance has been found satisfactory. 
The possibility of maufacturing this type of instrument by the Signal and 
Telecommunication Workshops of the Central Railway was examined but 
was not found feasible. A number of private firms were also considered 
but it has not been possible to entrust any one of them with the setting u;p 
of facilities for indigenous manufacture of TELOC instruments due to heavy 
capital investment and requirement of foreign exchange for import of com¬ 
ponents and raw materials. Dialogue has, however, been reopened with 
M/s. Hasler of Switzerland for collaboration in setting up manufacture of 
their speedometers in a railway workshop and this firm has been asked to 
submit a preliminary project report. It has been stated that development of 
electronic type of speed indicators and recorders is being pursued with 
M/s. Electronic Corporation of India Ltd., Hyderabad. After detailed 
technical discussions and clearance of the design by the RDSO, an order for 
ten sets of electronic speed, time and distance data recorders for loco¬ 
motives has been placed on this firm. These instruments have been designed! 
specifically for diesel locomotives and a similar instrument for electric 
locomotives is under development. 

446. Thus even after 10 years, the Railways still have no satisfactory 
design of a speedometer. We cannot help feeling that if a more determined 
effort had been made by the Railway Board, a suitable speedometer could 
have been developed during this period. 
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447. Fitment of speedometer on metre gauge diesel locomotives '-— 
Recommendation 184—Part II)—The Wanchoo Committee observed that 
a number of diesel locomotives on the metre gauge were fitted with speedo- 
meter-cuw-recorder below the sill of the look-out panel at the shorthood 
end and the driver had to turn back in an inconvenient position to look at 
the speedometer when the locomotive was being driven with the longhood) 
leading. They suggested that either the speedometer on metre gauge diesel 
locomotives should be repositioned on the control desk or alternatively, 
another speedometer may be provided so that the driver can refer to it 
conveniently. 

448. The Railway Board had accepted this recommendation. Also, 
consequent to the recommendations made by the Additional Commissioner 
of Railway Safety in his enquiry report on the derailment of 4Dn Assam 
Mail between Samuktala Road and Salsalbari stations on the metre gauge 
section of the Northeast Frontier Railway on 28-9-1967, they had decided 
to fit an additional VDO speed indicator on the cab of YDM-4/YDM-4A 
class of locomotives. The Railway Board have advised us that another 
speed recorder has been provided so that one or the other is always in 
front of the driver. 

449. From the comments of the Railways we note that the second 
speedometer has been provided on all diesel locomotives on the Northeast 
Frontier Railway only. On the Southern Railway the second speedometer 
has been provided only on metre gauge diesel locomotives working mail/' 
express trains. The Northern and Western Railways are still to procure the' 
materials for the job. The Western Railway has informed us that in the 
mean-while, speedometers on the mail and express locomotives are being 
repositioned on the driver’s control stand so that he can read the same while - 
working in any direction. The South Central Railway has staged that the 
speedometer on metre gauge diesels has been repositioned at a convenient 
place. 

450. From the foregoing we find that, while the recommendation has 
been implemented on some Railways, on the Northern, Western and 

, Southern Railways it remains to be fully implemented in spite of Railway 
Hoard’s clear directive on the subject issued nine years ago. 

r > 45 [, Maintenance, of speedometers: —(Recommendation 186—Part 

IX)_The Wanc 1 s °° Committee noted that the incidence of ineffective 

speedometers on son'' 6 Railways was very high. They suggested that until 
facilities and the necessity expertise could be built up in the locomotive 
sheds to repair defective speedometers efficiently, it would be a wise policy 
to replace defective speedometC^ front reserve stock and send the old units 
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to the workshops, for repairs. They recommended that simultaneously a 
dietailed technical survey of defective speedometers and the intervals at 
which the components required attention in the workshops should be made 
and, on the basis of this survey, remedial measures should be evolved so 
that a target for servicing of speedometers not oftener than once a year can 
be achieved. 

452. The Railway Board have stated that the schedule of servicing of 
speedometers is based on the recommendations made by the manufacturers 
and that this would be modified, if necessary, in the light of experience 
gained. 

453. In view of the frequent reports received from the 1 Railways that 
a substantial number of speedometers|s:peed recorders on passengr locomo¬ 
tives were not in working order, the Railway Board issued instructions in 
May 1968 asking the Railways to set up a central speedometer re'pair orga¬ 
nisation on each railway and to keep upto 20 per cent spare instruments 
and sufficient number of spare cables/gear boxes etc. to ensure that no 
locomotive required to be fitted with a speedometer/speed recorder was 
sent out to work trains without necessary equipment in working order. 

454. In their replies the Railways have indicated that the performance 
of VDO speedometers supplied by M/s. International Instruments (P) 
Ltd., Bangalore, is r.ot at all satisfactory and their reliability is extremely 
poor even after following the maintenance schedules recommended by the 
manufacturers. Electric locomotives of the Northern Railway fitted with 
VDO speedometers are reported to be giving erratic readings inspite of 
being subjected to monthly checks and adjustments. Difficulties regarding 
supplies of spares are being experienced by the Northeast Frontier and the 
South Central Railways. On the latter Railway speed recorders/speedo- 
nieters 'on 100 out of 657 locomotives are defective and inoperative due to 
non-availability of spares. It has been stated that the proprietory firm has 
been repeatedly failing to meet its commitment for supply of spares to the 
Riailways. On the Northern Railway, 33 WDM-4 diesel locomotives (about 
50 per cent of those homed at Mughalsarai) are running with defective 
speedometers for want of spares. 

455. We have examined the annual reports of th e Commission of 
Railway Safety from 1969 to 1977 and find that year after year they have 
been pointing out the inadequate maintenance of speedometers and speed 
indicator-eum-speed recorders on locomotives. The Additional Commis¬ 
sioners of Railway Safety had, also commented adversely on th e maintenance 
of speedometers/speed recorders in their inquiry reports on a number of 
serious accidents. It is disquieting that during 1977-78 alone, out of 19 
serious accidents in the categories of ‘collisions’ and ‘derailments’ which were 



159 


enquired into by officers of the Commission of Railway Safety, the unsatis¬ 
factory maihtenance and non-provision of speedometers had come in for 
severe criticism in inquiries on six accidents. 

456. Maintenance of speedometers and speed recorders was discussed 
at length at the Forty-seventh Meeting of the Loco Standards Committee 
held in March, 1978 and on their recommendations the Railway Board have 
now decided thjat— 

(i) for all main line diesel locomotives, Hasler speed recorder with 
electric drive would be imported; 

(ii) VDO speed recorders in service would be kept going by obtain¬ 
ing supplies of spare parts from established manufacturers; the 
Railways would also, explore the possibility of making those 
components which are not readily available in their respective 
tool rooms and of getting these developed by trade; 

(iii) wherever it is not possible to maintain VDO speed recorders by 
obtaining indigenous supplies of spare parts and it becomes 
necessary to replace them, these would be replaced by imported 
Hasler Speed Recorders; and 

(iv) the development of an electronic type speed recorder by M/s. 
Electronic Corporation of India Ltd., and another one by M/s. 
International Instruments (P) Ltd., would be followed up. 

457. This is a clear case where things have been allowed to drift and 
although ten years have elapsed since the recommendation, no appreciable 
headway has been made either in the manufacture of a suitable speedo¬ 
meter/speed recorder or in the proper maintenance of the instruments which 
are presently in use. Thus, this recommendation of the Wanchoo Committee 
remains unimplemented. We hope that the Railway Board will now 
expedite the action proposed by them in this regard. 

458. Driver’s Vigilance Control Device -.—(Recommendations 187, 
188, 189—Part II)—The Wanchoo Committee suggested that within the 
shortest possible time diesel and electric locomotives should be equipped 
with driver’s vigilance device. They stated that all new locomotives manu¬ 
factured at Diesel Locomotive Works and Chittaranjan Locomotive Works 
should be fitted with this device before they are sent to the Railways. They 
also suggested that while the 'process of installation of the driver’s vigilance 
device is continuing, the Administration would take steps to carry the staff 
with them in regard to the utility of this device. 

459. In their remarks, the Railway Board stated that provision of 
driver’s Vigilance Device (also referred to as Vigilance Control Device) on 
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all electric and diesel locomotives was an accepted policy. 928 diesel 
locomotives have been fitted with Vigilance Control Device and the remain¬ 
ing diesel locomotives are gradually being provided with improved type of 
this device produced indigenously. All new locomotives manufactured at 
Diesel Locomotive Works, Varanasi, are also being equipped with Vigilance 
Control Device. An indigenous Vigilance Control Device has been deve¬ 
loped and is being produced by Signal Workshops, Podanur, and that after 
successful service' trials, these will be fitted on all electric locomotives. The 
Railway Board have advised that drivers are being given training in opera¬ 
tion and utility of the Vigilance Control Device so that there is no reluctance 
on their part in accepting and properly operating this device. During 
their inspections the safety officers and counsellors and locomotive inspec¬ 
tors also impress upon the drivers the usefulness of the device. 

460 1 . From the comments of the Railways, w e find that so far fo«r 
types of Vigilance Control Devices conforming to WABCO, HHNSCHEL, 
BENI and RDSO designs have been on trial so far. The Railways have 
stated that no decision has yet been taken regarding the type of device to 
be adopted ias a standard fitting on all the diesel locomotives. The main 
problem with these devices is stated to be the inherent susceptibility of the 
design to- develop defects too frequently. WABCO Vigilance Control 
Devices fitted on WDM-2 diesel locomotives on the South Central Railway 
have been found to be behaving erratically in service. The RDSO has 
informed us that 22 sets of electro-pneumatic type of Vigilance Control 
Devices supplied by M/s. Beni were put on field trials in 1970 and the 
performance of these units continues to be unsatisfactory and several sheds 
have ltad to remove them from the locomotives. Efforts are being made 
with M/s. Beni to improve these units to a more satisfactory level of service 
performance. Another ten sets of electric (electronic Vigilance Control 
Device designed and fabricated by the RDSO were installed on WDM-2 
diesel locomotives of Katni shecl on the Central Railway during 1970-71. 
The RDSO has stated that the performance of the first lot of Vigilance 
Control Devices fitted on WDM-2 diesel locomotives has not vet been estab¬ 
lished and that further development of this design is being pursued. . 

461. In their report for 1976-77, the Commission of Railway Safety 
had stated that during their inspections, th e Vigilance Control Devices in 
majority of the cases, were not found to be in working order. 

462. Regarding the response of drivers to the Vigilance Control Device,, 
reports from the Railways are not very encouraging. The drivers are stated 
to feel that these devices distract them from watching signals and they 
often blank them off during the run. The South Eastern Railway has 
stated that the WABCO type of Vigilance Control Device, where the driver 
has tc change the position of the foot-pedal every 40 seconds, has not been- 
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favourably received by the drivers since it involves a consta.it change of 
the position of the leg at very frequent intervals. They have added that an 
alternate design which the driver could operate either by leg or hand is 
likely to be more acceptable to the driver. In this connection, we have been 
advised by the RDSO that the Psycho-Technical Cell had conducted an 
experimental study in collaboration with the medical department on the 
question whether operation of Vigilance Control Devices induced fatigue 
and boredom in diesel drivers. The study revealed that operation of Vigi¬ 
lance Control Devices did not generate fatigue and exhaustion to any 
significant extent to impair their efficiency. 

463. For the provision of Vigilance Control Devices on electric loco¬ 
motives, the Railways were given directions in November, 1973 to draw up 
a three year time-bound programme. The Railway Board had advised 
them that, whereas the indigenous design would be preferred, if necessary 
certain numbers may be imported to keep up the 'programme. The Rail¬ 
ways have informed us that electric locomotives have not been fitted with 
Vigilance Control Device. We find that no import of Vigilance Control 
Device for electric locomotives was made and indigenous development 
thereof is still in the trial stage. Thus, there has been no progress in the 
provision of this safety device on electric locomotives during the last 
10 years. 

464. From the foregoing it will be seen that even though the provision 
of Vigilance Control Device on diesel and electric looomotives had been 
accepted as a policy by the Railway Board, a decade has elapsed and a 
satisfactory design of Vigilance Control Device for electric locomotives, 
suitable for Indian conditions is still to be developed. While some diesel 
'locomotives have been equipped with this safety device, none of the electric 
locomotives has been provided with the same. Even where this device' has 
been provided on diesel locomotives, in many cases it is found to be not in 
working order. Thus, an important safety measure remains substantially 
unimplemented. We are concerned that it has also, so far, not been possible 
to get the drivers to accept the utility of this safety device, inspite of the 
fact that the study made by the RDSO had shown that its operation did not 
generate fatigue and exhaustion in drivers to any significant extent which 
is likely to impair efficiency. We would urge the Railway Board to take 
urgent steps to equip all diesel and electric locomotives with Vigilance 
Control Device at the earliest possible, if necessary by resorting to imports 
till a successful indigenous design becomes available. It is also necessary 
that full cooperation of the drivers is ensured by better educational Pro¬ 
paganda and more frequent personal contacts. 

465. Overaged Locomotives :—(Recommendation 182—Part I, 237— 
Part II)—The Wanchoo Committee felt that in view of the large proportion 

1 R.B.—11. 
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of overaged locomotives, coaches and wagons which would have to be kept 
in use during the Fourth Five-Year Plan, due to smaller allocation of funds, 
special attention would have to be given to such stock during periodical 
overhaul as well as during day-to-day maintenance. They felt that periodical 
overhaul to such stock may have to be given at shorter intervals to keep 
them road worthy and safe for operation. They urged the Railway Board 
to give serious consideration to this matter. 

466. The Railway Board have stated that instructions are issued from 
time to time to the Railways to pay special attention to the maintenance of 
overaged locomotives irrespective of the gauge or service to which they are 
assigned; and that their field inspections confirm that the Railways are 
making proper efforts in this direction. The older locomotives are generally 
utilised on inferior services, e.g., departmental, pilot, ana shunting, where 
the work is comparatively less demanding. A careful study had revealed 
that the system of carrying out periodical overhaul of locomotives was 
adequate and keeping in view the careful attention given to locomotives at 
each stage of scheduled repair, there was no need for undertaking periodical 
overhaul of overaged locomotives at shorter intervals. 

467. The position in regard to overaged steam locomotives on the broad 
and metre gauges is given in Annexure XLI. The position in brief is given 
in Table 51 below:— 


TABLE 51 



Broad Gauge 


Metre Gauge 


As on 

Holdings 
of stock 

Number of 
overaged 

Percen¬ 

tage 

Holdings 
of stock 

Number Of 
overaged 

Percen¬ 

tage 

31-3-1964 ■. 

6700 

2084 

31-10 

3709 

792 

21-35 

31-3-1969 . 

6056 

1254 

20-71 

3593 

587 

16-34 

31-3-1978 (Provisional) 

4899 

432 

8-82 

2966 

285 

9-61 


468. It will be seen that there has been a gradual decrease in the hold¬ 
ings of steam locomotives due to progressive dieselisation and electrification 
during the last 15 years. In this background and. with the steps taken by 
the Railway Board to give special attention to the maintenance of overaged 
locomotives, perhaps a reduction in the time interval beween two overhauls 
may not be necessary. We will examine this matter further and advert to 
it in our subsequent report. 
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.GOODS AND COACHING STOCK 

469. The last decade has seen considerable increase in the holding and 
rutilisation of all types of rolling stock. Between 1968-69 and 1977-78, the 
number of passenger coaches increased from 23,701 to 26,572 (12 |p’er 
cent) and the total aggregate kilometres run by such vehicles increased by 28 
per cent. During the same period the number of wagons increased from 
:381,852 to 399,97.1 (4.75 per cent) and the total wagon kilometres went 
up by 23 per cent. Besides increased intensity of utilisation there has also 
been an appreciable change in the types of stock which are being added to 
.the existing fleet. The addition to passenger coaches has been almost 
<entirely in the all-welded integral design. Increasing number of bogie 
wagons with roller bearings are also being put into operation with each 
passing year. 

470. The 'Wanchoo Committee made 75 recommendations regarding 
goods and coaching stock. Out of these, items 192 and 217 of Part II are 
mere observations and did not call for any action. Item 190 of Part I, 
195, 196, 198, 199, 205, 206, 207 to 213, 214(ii), 215, 218, 220, 224, 
226, 227, 232, 235(i) and 236 of Part II had either been implemented! 
(dr appropriate instructions have been issued by the Railway Board as 
required in each case. Item 197 of Part II was not accepted by the Railway 
Board. All the above-mentioned recommendations and observations 
together with the views/action taken thereon as advised to us by the Rail¬ 
way Board are given in the Appendix. Our detailed review of the imple¬ 
mentation of the remaining recommendations is contained in the following 
paragraphs. 

471. Time allowed for train examination and strength of train examina¬ 
tion gang: —(Recommendation 183—Part I, 193—Part II)—The' Wanchoo 
'Committee noted that contrary to recommendations 141(h) and (v) in Part 
II report of the Kurnzru Committee, most of the Railways have allowed 
'fixed time for train examination on an ad hoc basis rather than on the 
basis of any work study or yardstick laid down by the Railway Board. 
They considered the adoption of a uniform 1 basis for fixing the time schedule 
for train examination and for determining the 1 strength of examining gangs 
by all the Railways was not only advisable but essential for the proper 
examination of trains and urged that any further delay in implementing the 
Kuinzru Committee’s recommendation should be avoided. 

472. The Railway Board have advised us that the pattern of movement 
x>f goods trains, forming various streams of inter-railway traffic, is subject 
to continuous change due to industrial, agricultural and commercial develop¬ 
ments in the various parts of the country. The holding of rolling stock 
with roller bearings is increasing day by day. Engine runs are also being 
^extended due to dieselisation and electrification. It is on this account that 



a periodical review is carried out for determining the requirements of loco¬ 
motives, rolling stock and the periodicity of their examination on. all the 
Railways. They stated that instructions were issued to the Railways in 
June, 1969 indicating the following time schedule for examination of 
goods trains consisting of 60—70 wagons (in terms of 4-wheeler units):— 

(i) For terminating trains: 

(a) 2 hours for intensive examination to rectify all rejectable 
defects. 

(b) 2 hours for intensive examination to rectify rejectable defects 
and make good deficiencies of penalty and debitable items- 
when offered to neutral control staff for examination. 

(ii) For originating trains: 

11- hours for intensive examination to rectify all rejectable defects 
including testing of vacuum brakes. 

(iii) For stations en route: 

| minute per wagon (excluding time for repairs) for safe-to-run* 
examination. 

The Railway Board have added that the Railways have been engaged in 
tailoring the strength of train examining gangs at various major yards to* 
match the number of trains dealt with. 

473. On the basis of the above time schedule for different types of 
examination, the Railway Board in September, 1971 laid down yardsticks 
for gang strengths for rejection standard examination and intensive repair 
of each train as follows:— 

(i) Rejection standard examination with intensive 

repairs of rejectable defects and make good 

deficiency of penalty and debitable items . . 50 man-hours- 

(ii) Rejection standard examination with intensive 

repairs of rejectable defects . . 40 man-hours- 

The Railway Board directed the Railways to review the staff strength 
in each yard on the basis of the above yardstick, workload and time avail¬ 
able for rejection standard examination with intensive repairs. 

474. The subject of gang strength for examination and repair of goods 
stock was discussed at the meeting of Chief Mechanical Engineers with the 


♦Safe to run examination covers all defects which have a direct bearing on the safe 
running of trains. 
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Railway Board in February, 1972 when the Railways were advised that the 
actual requirement of the gang strength should be assessed after proper 
work study and based on the workload in each yard. The Railway Board 
clarified that It was not the intention that the staff strength should be assess¬ 
ed uniformly on the basis of the man-hours indicated in their directive of 
September, 1971. The Railways were advised that any marginal addition 
in the number of posts required should be done only on the basis of a pro¬ 
per work study, after taking into account the posts rendered surplus due to 
elimination of intermediate examination. In October, 1972, the Railway 
Board advised the Railways by way of clarification that the work content 
on intensive repairs as advised to them under their directive of September 
1971 was to be taken only as a broad guideline and no posts should be up¬ 
graded on the basis of the composition of gang strength shown therein. 


475. In March, 1978, the Railway Board asked the Railways to advise 
the minimum additional requirements of staff on the basis of the guidelines 
contained in their directive of September, 1971. We understand that some 
of the Railways have come forward with considerable requirement of addi¬ 
tional staff and a final decision in the matter still remains to be taken. Thus 
the recommendations made by the Kunzru and the Wanchoo Committees 
remain unimplemented. This is a vital matter affecting the safety of train 
operations and the Railway Board should take a decision expeditiously and, 
implement the recommendations as early as possible. 

476. Adoption of Andal pattern of train examination :—(Recommenda¬ 
tion 194—Part II)—The Wanchoo Committee were of the view that if the 
Andal pattern of train examination had proved efficient, economical and 
useful, it should be extended to other important train examining centres. 
They suggested that difficulties, if any, In its adoption at other places should 
be overcome. 

477. The Railway Board had accepted this recommendation and advised 
us that the Andal pattern of train examination has been introduced in the 
following yards— 


Central 

Eastern 


Wadibunder, Vadala, Bhusaval, Itarsi, Jhansi, New Katni, Ajni, 
Nagpur and Amla. 

Mughalsarai , Gomoh, Andal and Cbitpur. 


Northern . Khanalampura, Kanpur GMC.Tughlakabad and Ghaziabad. 


North Eastern 

Northeast-Frontier 
Southern 
South Central 
South Eastern 

Western 


Garhara, Manduadih, Gonda, Kasganj, Kanpur, Gorakhpur and 
Chapra. 

Siliguri and New Gauhati. 

Jolarpettai, Tondiarpet, Hospet and Raichur. 

Kazipet, Vijayawada and Wadi. 

Nimpura, Tatanagar, Bondamunda, Bhilai, Mahendragarh, 
Waltair, Bhojudih, Anara and Adityapur. 

Bandra Marshalling Yard, Bajwa, Vadodara. Ujjain, Bandikui 
Phullera, Happa, Mehsana, Sabarmati and Gandhidham. 
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478. In its comments, the Central Railway has stated that the Andal 
pattern of intensive examination which was being carried out on the receiv¬ 
ing yards was not found satisfactory and hence intensive examination was 
shifted to departure yards. The Northern Railway has stated that it has 
not been possible to introduce the Andal pattern of train examination since 
hump shunting of goods loads is done after the incoming examination and 
damages occurring during humping have to be detected; further, the recep¬ 
tion lines in yards could also not be kept occupied for long to give inten¬ 
sive examination. The North Eastern Railway has commented that the 
introduction of Andal pattern of examination would mean heavy expendi¬ 
ture. The Southern Railway has stated that this examination involves dep¬ 
loyment of a large number of staff to form repair-wise gangs for train exa¬ 
mination and due to restrictions on expenditure as well as creation of posts, 
the required staff could not be employed to adopt the said pattern. Simi¬ 
lar difficulty was also felt on the Northeast Frontier Railway. 

479. Thus we find that quite a few Railways experienced difficulties in 
introducing the Andal pattern of train examination. In view of the prob¬ 
lems indicated by the Railways, we shall go into this matter further and’ 
advert to it in the subsequent report. 

480. Repair of wagons on nominated lines and on trains in traffic- 
yards :—(Recommendation 200—Part II)—The Wanchoo Committee 
observed that repairs of goods wagons were carried out on trains, in traffic 
yards, in sick-lines and in workshops and that the scope of maintenance on 
trains and in traffic yards had been progressively enlarged in order to avoid 
wagons being put out of commission. In order to ensure a proper quality 
of repairs, they suggested that the repairs to be carried out on trains and in 
traffic yards should be identified, pre-requisites for the' proper carrying out 
of such repairs should be standardised and availability of pre-requisites, 
should be ensured. 

481. The Railway Board have Stated that the type of repairs to be under¬ 
taken at various locations, viz. in sicklines, on nominated lines in traffic 
yards, and on trains during intensive and safe-to-run repairs, were defined 
in February, 1971 and also circulated to the Railways. The Railways were 
asked to stipulate the necessary tools, equipment and facilities and to ensure 
their availability. We note that subsequent to the issue of these instruc¬ 
tions, the Railways had expressed doubts regarding carrying out of certain 
types of repairs on nominated lines in traffic yards or on trains due to lack 
of certain types of facilities and equipment. However, the Railway Board 
after due consideration of these difficulties had reiterated their earlier ins¬ 
tructions emphasising that facilities, tools and equipment should be stipu¬ 
lated and provided for the proper execution of the repairs which have been 
identified for being carried out in traffic yards and on trains. 
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482. The Railway Board have advised us that tools, equipment and other 
facilities for undertaking repairs in traffic yards and on trains are largely 
available. However, in their comments the Railways have given no cate¬ 
gorical assurance in this regard. On the other hand the Northern and 
Western Railways have stated that the facilities to be provided for carry¬ 
ing out repairs in traffic yards have not been standardised. Thus this re¬ 
commendation has not been fully implemented on all the Railways so far. 

483. In order to assess the standard of repairs of wagons in traffic yards 
and on trains, we have examined the results of examination of goods stock 
in yards by Neutral Control Flying Squad as shown in the report of the 
Indian Railway Conference Association for the year 1976-77. These are 
given in Annexure XLII. We find that in yards, wagons left over with re- 
jectable defects even after repairs, taken as a percentage of the number of 
wagons examined, ranged from 12.8 per cent on the South Central Railway 
to 71.9 per cent on the Western Railway on broad gauge and from 6.1 per 
cent on the South Central Railway to 43.8 per cent on the Central Railway 
on metre gauge. The said report points out that a substantial proportion 
of rejectable defects which have direct bearing on safe running of trains 
and are prefixed ‘S’ in the Conference Rules Part III were noticed on wagons 
checked in yards both on broad and metre gauges and that the Railways 
would have to take special action to improve repairs of defects in yards. 

484. The results of examination of terminating trains in the marshalling 
yards, where neutral control staff are posted, for the year 1976-77 are 
shown in Annexure XLIII. The percentage of wagons with rejectable 
defects ranged from 10.3 to 24.7 on broad gauge and from 10.5 to 19.2 
on metre gauge. Pointing to the high percentage of rejections, the report 
impressed on the Railways the need for more repairs to wagons on trains. 
They had also observed that the number of trains offered for examination 
were less than the target laid down. Thus the available inspection facili¬ 
ties were not fully made use of. 

485. In the light of the foregoing, we feel that the position of repairs to 
wagons in traffic yards and on trains is not entirely satisfactory. It is un¬ 
desirable that wagons with rejectable defects should continue to remain in 
service though not permitted under the Conference Rules, Part III. We 
would impress upon the Railway Board to take steps and ensure that repairs 
to wagons on nominated lines and on trains in traffic yards are carried out 
satisfactorily. The Committee will go into this matter further and advert 
to it in the subsequent report. 

486. Sickling—facilities and equipment :—(Recommendations 201 and 
202—Part II)—The Wanchoo Committee observed that the Railway Board 
had classified carriage and wagon depots and sicklines with respect to tho 
equipment and facilities to be provided therein and standardised the repairs 
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to be carried out in each. Facilities and equipment in each sideline were 
to be surveyed, taking into consideration the nature and extent of repair^ 
to be done and the deficiencies made good. They also expressed the view 
that the provision cf wheel lathes, ultrasonic testing equipment and bur¬ 
nishing machines in the major sicklines would enhance the standard of 
maintenance of rolling stock. 

487. The Railway Board had initially stated that the equipment for the 
various classes of sicklines had already been prescribed and the Railways 
were being advised to ensure that the standards were adhered to. They 
have now advised us that the provision of equipment standardised in January 
1954 is being progressively improved upon to suit the rising holding o'f eight¬ 
wheeler and other special type of wagons through the annual Works, Machi¬ 
nery and Plant Programmes for each Railway. 

488. The Railway Board appointed a Committee in April 1971 to study 
the equipment of sicklines and to make recommendations in view of the 
substantial changes in the design of rolling stock as also in the nature of 
re'p'airs to be carried out in carriage and wagon depots since the equipment 
was standardised in 1954. After review of the list of items standardised 
in 1954, this Committee submitted a revised list of equipment. They also 
observed that there had been major changes in the design and types of rol¬ 
ling stock both for passenger and freight traffic on the Indian Railways 
since 1954 for which the standard of attention required for maintenance in 
sicklines was now of a much higher order than what it was in 1954. The 
recommendations made by this Committee were circulated to the Railways 
in December 1971 for study and comments bqt no specific directive appears 
to have been issued thereafter. 

489. The Railways have generally stated that the sicklines are provid¬ 
ed with minimum basic facilities required for undertaking different types of 
repairs and that deficiencies are being made good depending upon the avail¬ 
ability of funds. We find that whereas the Northeast Frontier Railway has 
indicated that the machinery and tools are provided on the basis of the 
Railway Board’s instructions issued in 1954, all the other Railways have 
stated that the sicklines are being equipped as per revised standards re¬ 
commended by the Committee in December, 1971. In their replies to 
the questionnaire, the Railways have indicated the non-availability of cer¬ 
tain types of equipment in the sicklines. For instance the Eastern Rail¬ 
way has indicated that items like slack adjuster testing bench, direct ad¬ 
mission valve testing bench, whitting jack, hydraulic extractor, lister truck 
or fort lift truck have not been provided; the South Eastern Railway has 
said that these have been provided at only a few selected major and cen¬ 
tral sicklines 
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490. As regards ultrasonic testing equipment, wheel lathes and burn¬ 
ishing machines provision of which in major sicklines was specifically re¬ 
commended by the Wanchoo Committee, we find that ultrasonic testing 
equipment is not included in the standard lists of equipment prescribed* 
•either in 1954 or in 1971. However, this equipment has been pro¬ 
vided in some sicklines by the Central, Eastern, Southern, South Central 
and Western Railways but not in the others. The comments of Railways 
show that wheel lalhes are provided only in a few carriage and wagon 
repair depots and in major sicklines. The North Eastern, South Central 
and Western Railways have stated that burnishing machines have not 
been provided in sicklines. 

491. We understand that in September, 1973 the intervals between 
periodical overhaul of different types of stock was increased by the Rail¬ 
way Board. Thereafter a committee was appointed to go into the ques¬ 
tion of modernisation of sicklines in order to make them suitable for 
undertaking heavier repairs and to meet the increased workload due 
to extended POH periods. This Committee submitted their report in 1973, 
making recommendations for the development and modernisation of sick¬ 
lines with a view to ensuring better quality of work. The Railway 
Board, however, decided in March 1976 not to proceed with the scheme 
of modernisation and expansion of selected sicklines because of the res¬ 
toring of original POH intervals. We shall go into this matter further arid 
advert to it in the subsequent report. 

492. Rpairs to wagons at the time of repacking axle boxes in .sick¬ 
lines :—(Recommendation 203(i), (ii)-Part II)—The Wanchoo Committee 
observed' that the stage at which each wagon went for normal axle box 
repacking was the occasion when the wagon should receive full attention 
and be turned out in as perfect a condition as possible, with all the defects 
rectified. They expressed doubts if adequate checks were exercised on the 
wagons coming out of sicklines after repacking and recommended that 
checks on the wagons corning out of sicklines after repacking should be 
greatly intensified as the standard of repairs given to the wagons would 
depend on the measure of inspection and supervision. 

493. The Railway Board have stated that this was being followed as 
a policy. In 1970 they reiterated their earlier instructions, emphasising 
that all rejectable defects must be rectified and debitable and penalty 
defects should also be attended to as far as possible when wagons come 
to sicklines for half-yearly repacking of axle baxes. It was also pointed 
out to the Railways that the figures of average debit per wagon, after 1 
repairs were carried out in sicklines, continued to be high which indicated 
that the repairs were not being carried out to the extent possible. In 
their comments, the Railways have stated that wagons coming to sicklines 
for repacking of axle boxes are properly -attended to before they are relea¬ 
sed from sicklines. Such wagons are subjected to check by neutral 
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control staff, where provided, or by inspectors and officers during their 
inspections of sidelines. 

494. The system of neutral control examination of wagons is in force 
at 59 broad gauge and 19 metre gauge sidelines where wagons are turned 
out after obtaining neutral control fit certificates. The results of checks, 
made by the neutral control staff in terms of the number of wagons found 
with rejectable defects during final examination after attention in side¬ 
lines are published by the Indian Railways Conference Association in their 
annual reports on the Broad Gauge and Metre Gauge Wagon Pool and 
Neutral Control Examination of Rolling Stock (hereinafter referred to as 
IRCA Report). These repdrts show that wagons are allowed to come 
out from sicklines with rejectable defects in contravention of the Con¬ 
ference Rules, Part III, Observations made by neutral control staff in this 
regard for the five-year period ending 1976-77 are summarised in Table 
52 below— 


TABLE 52 


Wagons with reiectable defects during final examination by neutral control staff in 

sicklines 

Year and Gauge 

Number of wagons in 
units checked during 
initial examination 

Number of wagons 
with rejectable de¬ 
fects during final 
examination 

Percentage (3) 

— X 100 
(2) 

(1) 

(2) 

(3) 

(4) 

1968-69 

(Broad and metre gau¬ 
ges combined) 

7444 

204 

2-7 

Broad Gauge 




1972-73 . 

1365 

144 

10-5 

1973-74 . 

1267 

33 

2.6 

1974-75 . 

537 

103 

19-2 

1975-76 . 

1698 

83 

4-9 

1976-77 . 

1780 

95 

5-3 

Metre Gauge 




1972-73 . 

768 

2 

0-3 

1973-74 . 

695 

40 

5-8 
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(1) 

(2) 

(3) 

(4) 

1974-75 

397 

12 

3-0 

1975-76 . 

1141 

65 

5-7 

1976-77 . 

1061 

87 

8-2 

495. It will 

be seen that during 

1976-77, on final 

examination in 

sidelines, 5.3 and 8.2 per cent of the 

wagons on broad and metre gauges 

respectively were found with rejectable defects. It is disquieting that 

even rejectable defects are not being fully attended to 

in sidelines. 

496. We also see from the IRCA 

Reports that wagons are being; 

turned out of sidelines without neutral control fit certificates, thus evading 

neutral control 

examination. The position for the five-year period end- 

ing 1976-77 is 

summarised in Table 

53 below:— 



TABLE 53 



Wagons passed without fteutral control examination 

Year 

Total number of 

Wagons passed with- 

Percentage 


wagons in units placed out neutral control 

(3) 


for repair in sidelines 

examination 

— xlOO 


and which were pre- 

(in thousands) 

(2) 


examined 




(in thousands) 



(1) 

(2) 

(3) 

(4) 

Broad Gauge 




1972-73 . 

849 

200 

23-6 

1973-74 . 

828 

189 

22-8 

1974-75 . 

804 

199 

24-7 

1975-76 . 

873 

177 

20-3 

1976-77 . 

886 

145 

15-1 

Metre Gauge 




1972-73 . 

194 

56 

28-7 

1973-74 

182 

58 

31-8 

1974-75 . 

184 

60 

32-6 

1975-76 . 

169 

42 

24-9 

1976-77 

185 

46 

24-6 
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497. The IRCA Report for 1976-77 points out that in 20 sidelines on 
-broad gauge and 8 on metre gauge, wagons passed without neutral control 
fit certificates exceeded 20 per cent. Since 1971-72 these reports have 
also been consistently highlighting the particularly poor performance of 
sidelines at Rewari, Garhara, Gonda, Lumding, Katihar, Siliguri, Tinsukia, 
New Gauhati, Samastipur and Guntakal and had observed that in these 
.metre gauge sicklines, the repair procedures are generally sub-standard. 
Thus, even where the siystem of neutral control examination of wagons 
is in force, a substantial percentage of wagons is turned out without fit 
certification by the neutral control staff. This, in our opinion, is a serious 
matter which the Railway Board should go into and ensure that no wagon 
is turned out without fit certification by neutral control staff in sicklines 
where examination by such staff is in force. 

498. From the foregoing it is clear that the recommendations of the 
Wanchoo Committee have not been implemented in any substantial 
measure. The Railway Board should take firm steps to see that wagons 
are turned out after completion of all stipulated repairs. 

499. Examination and maintenance of coaching rakes. —(Recommenda¬ 
tion 204(i), (ii)-Part II)—The Wanchoo Committee strongly urged that 
energetic' steps should be taken to ensure the provision of adequate number 
of washing and pit lines with necessary facilities so that each rake was pro¬ 
perly examined and maintained on the washing or the pit line. They also 
considered it necessary that there should be timely placement of rakes on 
the pit lines to facilitate the examination of wheels and undergear. 

500. The Railway Board have advised us that every railway reviews 
annually the necessity of increasing the number of washing lines/pit lines 
and other facilities according to the increase in workload. The necessary 
provision is made through the ,annual works programmes according to the 
availability of funds. We note that in December 1970, the Railway Board 
had emphasised the need for thorough examination of wheels and undergear 
‘of passenger rakes from the point of view of safety. The Railways were 
advised to take effective steps to ensure timely placement of rakes on pit 
lines so that train examining staff get adequate time for examination and 
thorough repairs. The Railways were also advised to check the rake 
links to ensure that adequate time was available at either end of the journey 
for primary and secondary maintenance of the coaches. The Railway Beard 
have advised us that a review of placement of rakes of long distance trunk 
route trains at a major depot of rake maintenance of each railway had 
shown that, bv and large, adequate time was available for maintenance of 
rakes on pit lines on all the Railways. Tn their comments the Railways 
have generally stated 1 that washing and pit lines are being provided according 
to the requirements and whenever the existing facilities are inadequate they 
are expanded through the annual works programmes. 
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501. In the questionnaire of the Committee, the Railways were asked! 
to advise if there are any coaching rakes which are given primary or 
secondary maintenance on lines with a high level platform on one side. 
From the replies of the Railways we find that on the Eastern, Northern,. 
Northeast Frontier, South Central, South, Eastern and Western Railways 
the primary and secondary maintenance of some of the passenger rakes is. 
still being carried out on lines with a high level platform on one side. The 
Northeast-Frontier Railway has stated that 51 UP/52 DN (broad gauge) 
and 33 UP/34 DN (metre gauge) passenger trains are given secondary 
maintenance at New Bongaigaon and Katihar platforms for want of accom¬ 
modation in pit lines. On the South Central Railway eight passenger train 
rakes are attended to on platform lines mainly due to operational diffi¬ 
culties. On the South Eastern Railway a few local passenger trains at 
Adra are given primary maintenance on lines with a high 'platform on one 
side. 

502. It is not possible to properly examine a rake which is standing 
on a line with high level platform as there is inadequate space between the 
platform and the rake to check the undergear. It is also reported th|at the 
oonditionis on some of the platform lines where this work has to be done 
are extremely insanitary and it is difficult, if not impossible, for the staff 
to work under such conditions. We are concerned that primary and 
secondary maintenance of some passenger carrying rakes is still carried out 
on lines with high level platform on one side. We strongly feel that the 
practice of giving primary and secondary maintenance to coaching rakes- 
on platform lines should step forthwith and adequate facilities should be 
created at the stations to undertake the statutory maintenance schedules as 
specified in the Conference Rules Part IV. 

503. Breakage of bearing springs of BOX wagons :—(Recommendation 
214(i)—Part II)—The Wanchoo Committee observed that a Box wagon 
with a broken bearing spring was permitted to proceed at a restricted speed 
to the next train examining station with the broken spring clamped. They 
considered that since the effectiveness of the clamps to prevent angular dis¬ 
placement of the broken end of the spring was doubtful and as there was 
no permissive clause in the Conference Rules Part III for a wagon to run 
at any speed with a broken spring, appropriate course would be to detach 
the wagon with a broken spring at the station where this defect was detected' 
and to summon the train examining staff for replacement of the spring. 

504. Accepting this recommendation the Railway Board issued instruc¬ 
tions to the Railways in August 1969 that the practice of clamping and 
'securing broken bearing springs on BOX wagons should be discontinued. 
From the comments furnished by the Railways, we note, however, that on 
very busy sections of the Eastern Railway, BOX wagons are still permitted' 
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to move at a restricted speed with the broken springs ciamped and secured, 
upto the next train examining point or nominated roadside station. The 
Northern Railway has stated that the practice of moving a loaded BOX 
wagon with a broken spring duly clamped still continues mainly on opera¬ 
tional considerations. The South Eastern Railway has informed th,at, under 
exceptional circumstances, clamping of broken springs has to be done on 
loaded BOX wagons to allow them 1 to move at a restricted speed to the next 
trjain examining point. On the Western Railway also broken springs on 
BOX wagons are clamped and the train is worked at a restricted speed upto 
the nearest train examining depot. 


505. From the foregoing, we find that though the Railway Board had 
issued orders in 1969 that the practice of clamping and securing broken 
bearing springs on BOX wagons should be discontinued, these orders are 
not being complied with by the Railways. We would like to examine this 
matter further. 

1 

506. Overloading of BOX wagons :—(Recommendation 214(iii) — 
Part II).—The Wanchoo Committee had been informed that BOX wagons 
were invariably overloaded, at times to the extent of 12 tonnes per wagon. 
They stated that it was essential that a satisfactory solution to the problem 
of overloading of BOX wagons with minerals should be found to reduce 
the incidence of breakage of springs. 

507. In their remarks, the Railway Board have advised us that over¬ 
loading of wagons beyond the permissible carrying capacity is not only a 
safety hazard, but also causes considerable damage to the rolling stock in 
the form of breakage of springs, etc. They have stated that normally 
overloading occurs only in the case of loosei commodities such as coal, iron 
ore and other minerals etc. and in order to curb the tendency on the part 
of consignors to overload wagons beyond the prescribed tolerance, the rules 
in regard to overloading have been made more stringent. For minimising 
the incidence of overloading of loose commodities adequate weighment 
facilities at the loading points have been considered essential so that neces¬ 
sary adjustments are made in the loaded wagons before these are 1 despatch¬ 
ed. It has been stated that as a step in this direction and in order to give 
incentive for installing of weighbridges by the major gail-users, such as 
collieries. Minerals and Metals Trading Corporation, etc. a system of rebate 
on weighment charges has been introduced by the Railways. Such major 
rail-users are initiating action to provide their own weighment facilities at 
their sidings under this system and the Railways are keeping close liaison 
with the colliery authorities. Weighbridges are also being installed by the 
Railways at some of the major loading points. 
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508. The Additional Commissioner of Railway Safety, Eastern Circle, 
in one of his inspection reports for 1977-78, had abserved that no adjust¬ 
ment was being done in the case of overloaded BOX wagons and the extent 
pf overloading was as much as 50 to 60 per cent of the carrying capacity. 
He had further remarked that it was not understood under what authority 
the overloaded BOX wagons were being permitted to run, ignoring safety 
instructions ,and urged that this practice should be given up immediately. 
He also noted that the weighbridges were going out of order quite often, 
with the result that the weighment of coal wagons was receiving a setback. 
The 49th Carriage and Wagon Standards Committee in May, 1978, while 
considering the very high incidence of bearing spring failures on BOX 
wagons, stated that investigations had shown that overloading of BOX 
Wagons was very common and this was the main cause of spring failures. 
They recommended that urgent mejasures should be taken to reduce the 
incidence of overloading of BOX wagons. In reply to our questionnaire, 
the RDSO have stated that breakage of laminated bearing springs is r a 
common defect which is reported by the Railways and one of the remedial 
measures suggested is to prevent overloading of the wagons by users. 

509. We find that the Director, Mechanical Engineering, Railway Board 
during his visit to Asansol, Dhanbad and Mughalsarai in August 1978 had 
commented on the very serious problem of overloading prevailing at the 
coal loading depots on the Eastern Railway. The position in regard to 
Overloading of BOX wagons in some depots as observed during the said 
visit is given in Annexures XLIV and XLV. The summarised position is 
given in Table 54 below;.— 

TABLE 54 

Extent of overloading of BOX wagons at coal loading 
depots 


Month Wagons found over- Maximum 

loaded as a percen- quantity 
X> e pot tage of total number of Over- 

of wagoqs weighed load 
(tonnes) 


Pathardih . 

. May 1978 

65-0 

16-4 


June 1978 

71-7 

15-7 

Kusunda 

. May 1978 

66 0 

17-3 


June 1978 

66- 1 

13-3 

Katrasgarh 

. May 1978 

47-6 

13-1 

June 1978 

50-7 

14-0 

Andal 

. May 1978 

64-5 

16-8 


June 1978 

43-6 

14-7 
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Large-scale overloading of BOX wagons was seen, with overload of & 
to 10 tonnes being a common feature. At Pathardih depot, the overload in 
BOX wagons was as high as 16 tonnes, excluding 2 tonnes overload which 
had been permitted. Thus, the actual overload over the marked carrying 
capacity was 18 tonnes in the above case. The problem of overloading was 
stated to have become particularly acute since the minimum weight for 
freight was fixed at carrying capacity plus 2 tonnes. The Director, Mechani¬ 
cal Engineering had remarked that damage to wagons, track and acoidents 
due to breakage of springs was a very serious matter and that deterrent 
punishment in the case of defaulting collieries was called for. Arising out 
of the above inspection report, in November, 1978 the Railway Board drew 
the attention of the Railways to the growing incidence of overloading of 
wagons in respect of coal, ores, stones and various other commodities at 
different loading points. The Railways were asked to observe the extant 
instructions aimed at reducing the incidence of overloading of wagons. 

510. From the foregoing, we find that large-scale overloading of 
BOX wagons, upto the extent of 8 to 10 tonnes, is a common feature at 
certain coal loading depots on the Eastern Railway. In some cases the 
overloading was as high as 18 tonnes. It appears to us that this cannot 
happen except with the connivance on the part of some personnel on the 
Railways and the loading parties. Thus, the dangerous practice of over¬ 
loading of BOX wagons not only continues unabated but has aggravated 
in the last decade. 

In view of the! seriousness of the problem of overloading of wagons and 
its importance from the safety aspect we have also reviewed the various 
measures taken by the Railway Board so far. 

511. We find that in terms of the Railway Board’s instructions of June 
1964, no overloading of BOX type wagons was permitted except for a 
loading tolerance upto 2 tonnes to cover errors in loading. Considering 
the high incidence of failures of springs of BOX wagons and welds on bogie 
frames, the 43rd Carriage and Wagons Standard Committee in September, 
1966 strongly recommended that effective steps should be taken to stop 
the overloading of BOX wagons. In March, 1978 it was decided that all 
BQX wagons which are overloaded beyond the marked carrying capacity 
plus 2 tonnes loading tolerance should be damage-labelled and detached 
from the train for adjustment of loads. At this stage the Eastern Railway 
represented that due to operational difficulties and heavy detentions involved 
in case overloaded BOX wagons were detjachcd from the rakes for adjust¬ 
ment, it had not been possible to check overloading. However, the Rail¬ 
way Board in July, 1971 reiterated their earlier instructions pointing out 
that there was no alternative but to undertake adjustment by unloading the 
excess contents of the overloaded wagons. The Railways were advised that: 



this adjustment could conveniently be carried out when BOX rakes, after 
weighment, wait for a considerable time in the yard or on the outgoing lines. 
The Railway Board desired that necessary adjustments should be made so 
that no BOX wagons with excess load was despatched from the booking 
station. 

512. In October, 1974, the Railway Board decided to amend Rule 161 
of the IRCA Goods Tariff No. 34 Part I regarding penalty for loading 
beyond carrying capacity. With effect from 1st December, 1974 overweight 
of 1 tonne or less above the permissible carrying capacity of a four/six¬ 
wheeled wagon, and 2 tonnes or less in a eight-wheeled wagon was to be 
charged at the small rate applicable tothe same commodity for the distance 
such overweight was carried. In case the overweight exceeded the limit 
mentioned above, the entire overweight was to be charged at double the 
highest class rate (class 150) for the distance such overweight was carried. 
The purpose of this amendment was to effectively discourage consignors 
from deliberately overloading wagons. 

513. We note that in September, 1975 and January, 1976, the Railway 
Board issued notifications in exercise of the powers conferred by sub-section 
(1) and sub-section (4) of section 53 of the Indian Railways Act, 1890 
(9 of 1890), fixing th e maximum carrying capacity for the various classes of 
wagons. Accordingly, a four/six-wheeled wagon was permitted to be 
overloaded to the extent of two tonnes inclusive of the loading tolerance of 
one tonne. Eight wheeled wagons of the type BOX, BOI, BRS, BRH, 
BCX, BOPX and BOBS could be overloaded to the extent that the total 
weight of the consignment including the loading tolerance did not exceed 
the marked carrying capacity by two tonnes. Consequent to this notifica¬ 
tion, it was decided that for commodities for which the notified minimum 
weight condition is the carrying capacity, the minimum weight for charge 
for such commodities loaded in BOX, BOI, BRS, BRH, BCX, BOBS and 
BOBX wagpns would be the marked carrying capacity plus two tonnes. 
This took effect from 15th November, 1975. Instructions were also issued 
to the Railways in December, 1975 to mark revised load lines for various 
commodities with respect to the revised minimum weight for charge i.e. t 
carrying capacity plus two tonnes, so that trade may be able to load the 
wagons to the extent of the revised capacity. 

514. We thus find that the loading tolerance of 2 tonnes over the carry¬ 
ing capacity of BOX and similar other types of wagons which had been per¬ 
mitted to take care of errors in loading was absorbed in the rated carrying 
capacity of the wagon. Thus overloading of 2 tonnes was permitted as a 
rule rather than an exception. In so increasing the carrying capacity of 
BOX type wagons we find that neither the RDSO nor the Carriage and 
Wagons Standards Committee or the Commission of Railway Safety were 
consulted. 

1 RBI—12. 
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515. We note that in June 1976, the RDSO took objection to the 
aforesaid action of the Railway Board in absorbing the loading tolerance 
in the rated carrying capacity. They pointed out that increase in the 
carrying capacity amounted to the axle load of such bogie wagon stock 
being increased by 0.5 tonnes from the existing 20.3 to 20.8 tonnes in all 
cases, except BOBX and BOBS where the axle load is already 22.68 
tonnes. They opined that the loading tolerance had been provided to 
avoid the necessity of making unnecessary adjustment in load where the 
excess beyond the marked carrying capacity was marginal. Such tolerance 
was meant to be utilized in stray and exceptional cases and it was never 
the intention that overloading to the extent of one tonne per broad gauge 
four-wheeler and two tonnes per broad gauge bogie wagon should continue 
as a permanent measure by becoming part and parcel of the rated carrying 
capacity of the wagon. The RDSO also pointed out that the parctice of 
overloading wagons beyond design limits was detrimental to both wagon 
running gear and the sub-structure, i.e., track and bridges. Repercussions 
of overloading on wagons include higher incidence of hot boxes on plain 
bearing stock, premature bearing failures on stock fitted with roller bearings 
and failure of bearing springs and other elements of the wagon suspension 
system due to over-stress. Any overloading, whether due to permissible 
jbverload or loading tolerance was an encroachment on the normal margin 
of safety in design and the notification permitting overload of 2 tonnes as 
a regular meausre would ,'amount to placing a stamp of approval on this 
encroachment as a permanent measure. They noted that this would help 
encourage consignees to resort to still greater overloading as the carrying 
capacity plus the permissible overload would, in effect, become the minimum 
load and the next step would be to allow further practical loading tolerance 
ton this new minimum load. The RDSO, therefore, suggested to the Rail¬ 
way Board that the notification 'permitting overloading to the extent of two 
tonnes as a regular measure and as a part of the rated carrying capacity of 
the wagon should be reviewed and the Railways should go back to the 
practice of marked carrying capacity plus loading tolerance to meet opera¬ 
tional needs. They also suggested that ways and means should be devised 
to enforce discipline in regard to overloading. 

516. In their annual report for 1976-77, the Commission of Railway 
Safety had also observed that Railway Board’s instructions of December, 
1975, permitting overloading of wagons had neither been sent to the Com¬ 
mission of Railway Safety nor were the RDSO informed of the same. They 
agreed with the views of the RDSO that the practice of overloading wagons 
beyond design limits was detrimental to the wagon running gear as also to 
the track Sub-structure. They also stated that the South Eastern Railway 
had gone a step further and issued instructions to certain stations that no 
load adjustment should be dome even if overloading is detected at weigh¬ 
bridges. 
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517. It is a serious matter that in spite of the strong objections by the 
RDSO and the Commission of Railway Safety, the practice of overloading 
BOX wagons as a regular measure to the extent of 2 tonnes over and above 
the carrying capacity has been allowed to continue. Further, higher axle 
loads on BOX wagons are being permitted in contravention of the Con¬ 
ference Rules Part III. It is even more serious that this rule is flouted 
dlay in and day out, by permitting overloading sometimes to be extent of 
18 tonnes. 

518. We are of the view that the Railway Board’s directive permitting 
bverloading beyond the carrying capacity by 2 tonnes, as a regular measure, 
would seriously affect safety and feel that this needs to be reviewed 
urgently at the highest level in consultation with the RDSO and the Cbm- 
mission of Railway Safety. We will go into this matter further in our 
subsequent report. 

519. Incidence of Hot Boxes :—(Recommendation and Observations 
185, 186—Part I)—The Wanchoo Committee had stated that the incidence 

-bf hot boxes on: coaching stock on 1 both the gauges over the last three years 
wjas a pointer to the need for effective implementation of the recommenda¬ 
tions of the Director, Research (Hot Boxes) and a further critical study, if 
necessary. They noted a marked improvement in the Incidence of hot 
boxes on goods stock. 


520. Incidence of hot boxes on Coaching stock :—The Railway Board 
have stated that the incidence of coaching hot boxes on metre gauge has 
shown a downward trend, the number of hot boxes per 10 million vehicle 
kilometres having come down from 4.28 in 1975-76 to 2.22 in 1976-77. 
The recommendations of Director, Research (Hot Boxes), are being 
followed by the Railways. 

521. The incidence of hot boxes on coaching stock on the various 
Railwalys during the years 1973-74 to 1977-78 is shown in Annexure XLVI. 
Figures for the period 1963-64 to 1967-68 have been juxtaposed for com¬ 
parison. The overall position on the Indian Railways is summarised in 

Table 55 below:— 
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TABLE 55 

Incidence of hot boxes on coaching stock 


Incidence of hot boxes on coaching stock per 
10 million vehicle kilometres. 







Broad Gauge 

Metre Gauge 

1967-68 

• 

. 


. 

1-24 

6-41 

1973-74 

• 

• 


• 

0-71 

4-03 

1974-75 

• 



. 

0-82 

4-29 

1975-76 




• 

0'53 

4-29 

1976-77 

• 

• 


• 

0-52 

2-23 

1977-78 





0-43 

1-94 


522. It will be seen that in the case of coaching stock on both the 
broad and metre gauges, after a rise in the incidence of hot boxes during. 
1974-75 and 1975-76, there has been a steady fall in the last two years 
of our survey. During 1977-78 the all-Railways incidence of hot boxes on 
coaching stock per 10 million vehicle kilometres was 0.43 on broad gauge 
and 1.94 on metre gauge as against the Railway Board’s target of 1.0 on 
both gauges. Taking the Railways individually, we find from Annexure 
XLVI that on the broad gauge of the Northern, South Central find South 
■Eastern Railways there has been an increase in the incidence of hot boxes 
on coaching stock during 1977-78 as compared to the previous year. On 
the metre gauge, we find that none of the Railways were able to achieve the 
target of the Railway Board during 1977-78; on the other hand, the incidence 
of hot boxes had gone up on the Southern, South Central and Western 
Railways as compared to the position obtaining in the 'previous year. We 
would urge these Railways to take necessary steps so as to bring down the 
incidence of hot boxes. 

523. Incidence of hot boxes on Goods Stock :—The incidence of hot 
boxes on goods stock on the various Railways during the years 1973-74 
to 1977-78 is shown in Annexure XLVII. The position obtaining during 
the years 1963-64 to 1967-68 is juxtaposed for comparison. The overall 
incidence of hot boxes on the Indian Railways is summarised in Table 56 
below:— 
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TABLE 56 


Year Incidence of hot boxes on goods stock per 

million wagon, kilometres 


Broad Gauge Metre Guage 


1967-68 





, 

3-7 

1-5 

1973-74 


• 

. 

•• 

. 

4-30 

1-09 

1974-75 


• 

• 

. 

• 

3-86 

1-31 

1975-76 


• 

• 

• 

• 

3-36 

1-46 

1976-77 


• 

♦ 

• 


2-58 

1-06 

1977-78 

• 

• 

• 

• 

• 

2-75 

0-93 


524. It will be observed that the overall incidence of hot boxes on goods 
stock on broad gauge h|as been steadily falling except during 1977-78 when 
there was a slight increase as compared to the previous year. On the 
metre gauge also, there has been a decline in the incidence of hot boxes on 
goods stock except for two intervening years 1974-75 and 1975-76 when 
there was an increase. 

525. Taken individually, all the Railways on the broad gauge were 
able to keep within target the incidence of hot boxes per million wagon 
kilometres laid down by the Railway Board. However, during 1977-78 
there was an increase in the incidence of hot boxes per million wagon 
kilometres on broad gauge goods stock on the Eastern, Northern, Southern, 
South Central, South Eastern and Western Railways. These Railways 
should take effective steps to reverse the trend and bring down the incidence 
of hot boxes. On the metre gauge, except for Southern and South Central 
Railways, no other railway could keep with in the target* of 0.5 hot boxes 
per million wagon kilometres stipulated by the Railway Board. The 
Northern, North Eastern, Northeast Frontier and Western Railways should 


♦Targets for hot boxes on Goods Stock laid down by the Railway Board : 

1. Broad Gauge : 

(a) Eastern and South Eastern Railways . , . 5-1 per million 

gon kilometres. 

(b) Central, Northern, North Eastern, Northeast Frontier, 

Southern, South Central and Western Railways . 2 -5 Do. 

2. Metre Gauge . . • * . . .0-5 Do.'' 
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take effective step$ to bring down the incidence of hot boxes on metre gauge: 
goods stock within the target stipulated by the Railway Board. ' 

526. From the information furnished by the Railways, we have also 
surveyed the causes of hot boxes on coaching and goods stock during 
1973-74. As was observed by the Kunzru and Wanchoo Committees, the 
principal causes of hot boxes on coaching and goods stock on both broad 
and metre gauges continue to be dry ‘packing’, badly fitted brasses, uneven 
loading or overloading, water or dirt contaminated packing, badly metalled 
brass, etc. These areas of maintenance of rolling stock, therefore, call for 
greater attention. 

527. Here we may point out that due to the increasing number of 
coaches and wagons fitted with roller bearings which are being put into 
service on the Railways, the overall incidence of hot boxes in relation to 
vehicle/wagon kilometres is bound to come down. We would, therefore, 
caution the Railways against complacency in : this regard and urge that steps 
should continue for bringing down further the incidence of hot boxes on 
coaching stock and wagons on both broad and metre gauges. Also the 
targets may need to be appropriately revised. 

528. Hot Box Detector :—(Recommendation 216—Part II)—The 
Wanchoo Committee recommended research and study to develop a hot 
box detector for use on Indian Railways. 

529. The Railway Board have stated that two sets of hot box detectors 
have been imported and installed near Mughalsarai ,and Dhanbad for field 
trials. Based on the experience gathered from this trial installation, M/s. 
Bharat Electronics Limited, Ghaziabad, have been asked to develop an 
indigenous' system to meet the specifications which have already been framed 
by the RDSO. We are sorry to note that though more than a decade has 
elapsed, an indigenously developed hot box detector appears nowhere in 
sight. With the trend towards long-distance and high speed trains the need 
for detecting hot boxes in time cannot be over-emphasised. 

530 ..Brake Power :—(Recommendation 219(i) to (iv) Part II)—The 
Wanchoo Committee expressed the view that the directives in regard to the 
prescribed percentage of effective vacuum cylinders on trains must be 
observed uniformly on all the Railways. They considered it essential that 
the requisite brake power should be available on all trains and difficulties 
arising either on account of defective material or other factors should be 
overcome. The number of effective Cylinders on a train must be a special 
point of check by the Neutral Control Examiner. They considered it of 
great importance that the staff who are actually to operate the trains should 
kaow die real position in regard to the brake power available on the train. 
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531. The Railway Board have advised us that a rule has been incor¬ 
porated in Conference Rules Part III that 85 per cent and 80 per cent 
effective vacuum brake cylinders must be ensured on the broad and metre 
gauges goods trains respectively, subject to the observance of higher per¬ 
centage to be prescribed by the Railways for particular sections. Steps 
have been taken to overcome difficulties due to defective material or other 
factors. They have stated that the neutral control staff, in addition to 
checks on trains in certain marshalling yards, also conduct special checks 
on vacuum brakes over the Indian Railways. At New Gauhati and Gorakh¬ 
pur yards, one batch of neutral control train examining staff has been posted 
to conduct regular checks on brake power on trains in CTC section. We 
note that in May, 1969 the Railway Board had issued instructions to the 
Railways reiterating that no broad gauge goods train should leave the 
originating point with less than 85 per cent effective vacuum cylinders. 
These instructions were made mandatory'with effect from My 1, 1969. 
The Railway Board have also informed us that vacuum brake certificates 
indicating the percentage of effective vacuum brake cylinders on trains are 
issued to drivers and guards on all the Railways. Drivers and guards sign 
these certificates in acknowledgement. 

532. In their comments as well as replies to the questionnaire, the 
Railways have stated that requisite brake power is provided on all trains. 
The North Railway has stated that against the prescribed 85 and 80 per 
cent effective brake power on broad and metre gauge trains, they are pro¬ 
viding 75 to 85 per cent effective brake power on broad gauge and 70 to 80 
per cent effective brake power on metre gauge. They have indicated that 
Vacuum brake certificates showing the number of effective vacuum cylinders 
and the vacuum on the gauges in the engine and in the rear brakevan are 
issued to guards and drivers. The North Eastern, Northeast Frontier, 
Southern, South Central and Western Railways have stated that they ensure 
85 per cent effective brake power on the metre gauge trains also as against 
the stipulated 80 per ce»t. 

533. We have scrutinised the reports of the neutral control staff on the 
checks regarding effective brake power of originating, through and terminat¬ 
ing goods trains in certain selected yards on broad gauge which were made 
by them on the instructions of the Railway Board during March 1973, June, 
1974 aad February 1975. The results of these special checks are given in 
Annexores XLVIII, XLIX k L. The summarised position is given in 
Tables 57 & 58 below:— 
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TABLE 57 

Effective brake power on originating trains 


Percentage of effective brake 

Number of Trains 

Total 
(2) + (3) 
+(4) 

Percen¬ 

tage 

(5) x 100 

(Range) 


Date of Check 




March 
1973 « 

June 

1974 

February 

1975 


Total No. 
of trains 

(1) 


(2) 

(3) 

(4) 

(5) 

(6) 

23 to 44-9 


4 


4 

8 

2 

45 to 54‘9 


23 

1 

17 

41 

11 

55 to 64-9 


40 

3 

38 

81 

21-5 

65 to 74-9 


42 

14 

65 

121 

32 

75 to 84-9 


18 

14 

49 

81 

21-5 

85 and above 


10 


32 

45 

12 

Total number of trains checked . 

137 

35 v 

' #205 

377 

100 



TABLE 58 





Effective brake power on terminating trains 



Percentage of effective brake 
power 

Number of trains 

Date of Check 

Total 
(2) + (3) 
+ (4) 

Percen¬ 

tage 

(5)x 100 

Total No. 
of trains 
checked. 

(Range) 


March 

1973 

June 

1974 

February 

1975 

(1) 


(2) 

(3) 

(4) 

(5) 

(6) 

23 to 44-9 


10 

1 

8 

19 

5 

45 to 54-9 

• 

32 

6 

23 

61 

16 

55 to 64-9 


49 

17 

59 

125 

32-5 

65 to 74-9 

■ 

45 

24 

75 

144 

37-5 

75 to 84-9 


11 

4 

16 

31 

8 

85 and above 


3 

1 


4 

1 

Total number of trains checked . 

150 

53 

181 

384 

100 
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534. It will be seen that out of 377 originating trains checked, the 
requisite brake power of 85 per cent and above was available in the case 
of only 45 trains or 12 per cent of the total and in the case of terminating 
trains only 4 out of 384 or 1 per cent of the trains had effective brake power 
of 85 per cent and above. Checks were also made on through trains at 
Mughalsarai when the effective brake power was found to range between 
57.7 and 78.8 per cent and in the case of those checked at Kanpur (GMC) 
the effective brake power varied from 45 to 65 per cent. The checks at 
Mughalsarai and Kanpur in June 1974 also revealed that the percentage of 
effective brake power on box rakes was generally lower than that on mixed 
and conventional loads. 

535. In order to know the position obtaining on the Railways we had 
asked for certain checks to be conducted by neutral control flying squads 
Ion the provision of effective brake power on goods trains. The results of 
these checks, which were conducted during September 1978, are shown in 
Annexure LI. It will be seen that except in case of Bhusaval yard of the 
Central Railway, no goods train left from any other yard with stipulated 
brake power of 85 per cent. The effective brake power on originating 
goods trains ranged between 64 to 89.3 per cent and of terminating goods 
trains from 56.0 to 80.2 per cent. We also note that the Additional Com¬ 
missioners of Railway Safety have, on a number of occasions during their 
inspections, adversely commented upon the brake power of goods trains 
being less than the prescribed limit. They have also drawn the attention 
of Railway Administrations to complaints by drivers of goods trains in 
regard to the inadequacy of brake power. 

536. From the foregoing, we cannot escape the conclusion that most 
of the trains leave originating points with effective rake power much less 
than the prescribed minimum and the position becomes worse on the run. 
These results belie the claims made by most of the Zonal Railways that the 
prescribed brake power is available on all goods trains. The Railway 
Board’s own directive in this regard! is thus not being followed and the 
recommendation of the Wanchoo Committee remains unimplemented. The 
safety of a train is endangered when its brake power is poor and it must be 
ensured that trains leave the originating points with atleast the minimum 
stipulated effective brake power. 

537. We also note that whereas the minimum effective brake power at 
originating point has been laid down, nothing has been prescribed in res¬ 
pect of the effective bfpke power which should be available while the train 
is on the run. In reply to the questionnaire of the Committee, the Railways 
have given varying estimates of drop in effective brake power while the train 
is on the run. The figures vary from 3 to 16 per cent. The South Eastern 
Railway has stated that the brake power percentage falls down by 10 to 12 
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per cent over a run of 500-800 kilometres and the drivers have been given 
instructions to continue to operate the trains if the brake power remains 
above 70 percent during the run- However, this is a question which we 
will examine further and advert to it in our subsequent report. 

538. Vacuum certificates are issued to drivers and guards showing the 
amount of vacuum in the engine and the rear brakevan. The checks exer¬ 
cised by the neutral control flying squads at our instance show that the 
guards of some goods trains do not fix the vacuum gauges in the brake vans. 
This aspect has also been adversely commented upon by the Additional 
Commissioners of Railway Safety several times in their accident enquiry 
reports as well as inspection notes. These comments show that such cases 
arc not infrequent. We note that the Railway Board had stressed u’p'on the 
Railways the absence of vacuum gauges in the brake vans was a serious 
matter and that effective steps should be taken to ensure that such lapses 
arc not allowed to take place even in isolated cases. 

539. The Additional Commissioners of Railway Safety have also pointed 
out in some of their accident enquiry reports that the brake power certificates 
issued by the train examiners were not in order. In a number of cases the 
trains were started without recording on the certificate, the vacuum avail¬ 
able ia the engine or the brake van. In some cases fictitious readings of 
vacuum on the brake van are recorded. 

540. We consider the absence of vacuum gauges in the rear brake vans 
and incorrect preparation of brake power certificates, to be highly discon¬ 
certing features. In the absence of a vacuum gauge in the rear brake van 
or when the brake power certificate is not correct in all respects, the guard 
will not be aware of the brake power on the train. We would, therefore, 
stress that effective measures should be taken to ensure that the vacuum 
gauges are invariable fixed in the rear brake vans and that they are in 
working order and the brake power certificates are correctly prepared. 

541. Diesel hauled goods trains :—(Recommendation 221 Part II)— 
The Wanchoo Committee hoped that a satisfactory solution would be evolv¬ 
ed to overcome the difficulty of stopping diesel hauled goods trains as the 
application, of the vacuum brake in the brakevan gives little or no indication 
to the driver. 

542. In their remarks the Railway Board had stated that detailed tests 
have since been carried out by RDSO in which it had been observed that 
the indications received on the gauge in the driver’s cab of a diesel locomo¬ 
tive hauling a goods or passenger train, was sufficient to serve as an indica¬ 
tion to the driver and that no modification was required in the brake cir¬ 
cuitry of the locomotives. The Railway Board, therefore, felt that this 
recommendation did not call for any further action. 
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543. The problem of noticing even a small drop in vacuum due ta 
application of brakes at the rear of the train had first attracted the attention 
of the RDSO in 1966. Because of more powerful exhausters fitted on 
diesel locomotives the drop in vacuum on the locomotive vacuum gauge 
during train-parting or application of guard’s van valve was comparatively 
lower that on steam locomotives. The RDSO', in consultation with M/s. 
Wasting house Air Brake Company, U.S.A., the suppliers of 28-LV-I breake 
equipment installed on diesel electric locomotives on the Indian Railways, 
had envisaged checking the extra exhauster capacity by interposing an 
additional VAT release valve with a maintaining choke in the pipe near the 
exhauster suction, with a view to improving the indication available to the 
driver during train parting or application of brakes at the rear of the train. 
The RDSO had asked the Railways in 1967 to conduct trials by fitting the 
above arrangement on WDM-2 diesel locomotives and to study their effect 
on the release timings as also capacity of the modified system to take care 
of normal leakage on the run. 

544. In October, 1971 the RDSO advised the Railway Board that 
from the results of tests conducted by the South Eastern Railway it had 
been observed that even without the provision of additional release valve, 
the vacuum drop on the locomotive when the vacuum was destroyed in the 
brakevan was 7 inches. They considered this vacuum drop adequate for 
an indication to the driver that the brakes had been applied at the rear of the 
train. They also opined that in actual operation, even before the driver 
notices any drop in the vacuum gauge and thus becomes conscious of the 
fact that brakes have been applied or the train had parted, a positive drag 
on the movement of the train is also experienced; the load meter needle in 
the locomotive cab also records a sharp jump upwards thereby indicating 
positively to the driver that brake application of the train had taken place 
either due to guard’s action in the brakevan or automatically as a result of 
train-parting. The RDSO also indicated that with the fitting of additional 
release valve with maintaining choke in the brake circuitry of WDM-2 
diesel electric locomotive, the vacuum drop increased to 10}” but the 
vacuum recreation time also increased, which was not considered desirable 
since it would result in slower release of vacuum brakes with adverse reper¬ 
cussions on train speeds. This was also confirmed by tests conducted on 
the Southern Railway. The RDSO, therefore, did not see any need for an 
additional release valve in the brake circuitry. However, the Railway Board 
asked the RDSO to carry out tests in the brake research laboratory with a 
view to determining the optimum choke size in the release valve in order to 
improve the indication of brake application, particularly at the front end of 
trains operated with diesel locomotives. RDSO were also asked to con¬ 
duct tests to determine the size of clappet valve opening of coaching stock 
whisk would give an adequate indication to the driver of the alarm chain 
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having been pulled, specially in the front part of a train worked by a diesel 
locomotive. 

545. Detailed tests in this regard were conducted by the RDSO in the 
laboratory and on goods and passenger trains on the Western Railway with 
and without the modified: brake circuitry of WDM-2 diesel locomotive. In 
the report made available in 1973, the RDSO, inter alia, give the following 
conclusions:— 

(i) during train parting/guard’s van valve operation from the last 
vehicle of a 70 four-wheeler unit goods train, the vacuum drop 
on the locomotive vacuum gauge was observed to be 90-138 mm 
at the end of 60 seconds. This was considered adequate to put 
the engine crew on the alert for taking further necessary action. 
With an additional VA-1 release valve in the’ circuit, the vacuum 
drop increased to about 120-220’ mm; 

(ii) during alarm chain pulling on a 16 coach passenger train without 
Direct Admission valve, the vacuum drop on the locomotive gauge 
was observed to be 145-155 mm at the end of 60 seconds. This 
was considered adequate to put the engine crew on the alert for 
taking further necessary action. On trains equipped with Direct 
Admission valve, the vacuum drop was much higher, being about 
210-215 mm. With the additional VA-1 release valve in the 
brake circuit, the vacuum drop on a 16 coach passenger train 
without Direct Admission valves increased to about 165-190 mm 
at the end of 60 seconds; and 

(iii) introduction of an additional VA-1 release valve had affected the 
vacuum creating/maintainability of the diesel locomotive. The 
average stable vacuum level was lowered by about 75-90 mm/20- 
25 mm in the case ot goods and passenger trains respectively, 
thus resulting in loss of brake power. 

546. After consideration of the above report, the Railway Board draw 
the attention of the RDSO to two cases of train partings in which the driver 
of the diesel locomotive had not become aware that the train had physically 
parted; in one of these cases the brakevan had been left in mid-section and 
it was only the vigilance of the Assistant Station Master at the next station, 
who observed that the tail lamp was not visible, that action was taken to stop 
the train. The Railway Board also mentioned that checks had revealed 
that after the first 28 vehicles, even if the vacuum hose pipe got disconnected, 
the vacuum gradient to engine was such as to give no real indication to the 
driver. The RDSO were, therefore, asked to recheck these aspects and 
confirm that the conclusions arrived at in their earlier report were valid' 
under all circumstances. 
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547. Thereafter further checks were made by the RDSO on six goods 
trains hauled by WDM 2 diesel locomotives in Lucknow yard. The Rail¬ 
way Board were advised that during these checks it had been observed that 
even though the indications of vacuum drop in the locomotive vacuum gauge 
were smaller with lower level of initial vacuum, particularly when train part¬ 
ing occurs between 54th and the last wagon, they are still large enough to 
draw the attention of the driver. The RDSO, therefore, did not consider 
it necessary to modify their conclusions. The Railway Board accepted this 
stand. 

548. The repeated results of the trials conducted by the RDSO are, 
however, at variance with the reported experience of train operating staff 
and we would like to examine this matter further before coming to any 
definite conclusion. 

549. Marshalling of anti-telescopic coaches oh Passenger trains : — 
(Recommendation 222—Part II)—The Wanchoo Committee noted that 
instructions had been issued by the Railway Board in regard to the marshall¬ 
ing of anti-telescopic coaches at either end of a passenger train to afford 
maximum protection to passengers in the event of collision. It had come 
up in evidence before them that the operating staff find it difficult to identify 
an anti-telescopic coach from other steel-bodied coaches- They suggested 
that an identifying mark or code should be inscribed on all anti-telescopic 
coaches for the guidance of the operating staff so that in the event of stock 
of both types being available, the staff should marshall anti-telescopic 
coaches at the ends in preference to other steel-bodied coaches. 

550. The Railway Board accepted this recommendation and have 
advised that anti-telescopic coaches have been given identification marks. 

551. In this regard we note that consequent to the collision between 
66 Down Dehra Dun-Varanasi Express with stationary M-5 Goods train at 
Katghar station on the Northern Railway on 21-2-1974 in which there were 
heavy casualties in a steel-bodied coach which was placed next to die 
engine, the Commissioner of Railway Safety had suggested to the Railway 
Board that the marshalling of steel-bodied coaches next to the engine or the 
rearmost vehicle on a train should be banned and the extant instructions 
which permitted steel-bodied coaches in these positions should be revised. 
In April 1975, the Railway Board issued instructions that only anti-teles¬ 
copic coaches should be used wherever in the earlier instructions they had 
permitted steel-bodied coaches. However, in subsequent instructions issued 
in June 1977, the Railway Board stated that for all practical purposes, so far 
as the protection to passengers in a collision/accident was concerned, the 
behaviour of rivetted design of steel coach (hereinafter referred to as steel¬ 
bodied coach) may be taken as similar to that of all-steel, all-welded integral 
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coach (referred to as anti-telescopic coach). As a result of this directive, 
steel-bodied coaches were placed on par with anti-telescopic coaches 
for marshalling on passenger trains. This meant a reversal of the instruc¬ 
tions issued by the Railway Board in April 1975- We have called for* 
further information from the Railway Board and shall advert to it in the 
subsequent report. 

552. We also find that Additional Commissioners of Railway Safety 
have, time and again, commented on the wrong marshalling of coaches of 
passenger trains in various accident enquiry reports. It would appear 
that even the extant instructions on marshalling of passenger trains are not 
always followed. The Railway Board should ensure that passenger trains 
are run with the stipulated marshalling order of coaches. 

553. Brakevans :—Recommendation 223 (i) & (ii)—Part II—The 
Wanchoo Committee suggested that the spring suspension system of broad 
gauge four-wheeler brakevains should be redesigned to provide more com¬ 
fortable riding at speeds of 75 kmph and above, and the spring suspension 
arrangement of metre gauge four-wheeled brakevans should be investigated 
with a view to improving their riding. 

554. The Railway Board have advised us that a number of brakevans 
on broad and metre gauges have been fitted with modified springs 
and the remaining brakevans are also being modified. We note that ins¬ 
tructions in regard to the modification of suspension arrangement of broad 
gauge four-wheeler brakevans were issued in August, 1970 and of metre 
gauge in April, 1968 and on the basis of the periodicity stipulated for POH, 
all brakevans on both the gauges should have undergone POH and been 
equipped with modified spring arrangements by now. This, however, has 
not been done. We understand that only a proto-type of a new design 
developed by the RDSO has been manufactured and is being put to trial. 

555. Periodical overhauling of rolling stock:—(Recommendation 187— 
Part I, 225 (i), (ii)—Part II)—The Wanchoo Committee, observed that 
there was an overall reduction in the number of coaches and wagons 
overdue periodical overhaul on Indian Railways as compared to the 
position obtaining on 31-3-1963. They urged that efforts to reduce still 
further the number of coaches and wagons overdue periodical overhaul 
should be continued. However, they noted that on the metre gauge the 
position was unsatisfactory on North Eastern and Northeast Frontier 
Railways which had nearly 24 and 18 per cent respectively of their hold¬ 
ings of coaches overdue periodical overhaul. They also found that about 
17 per cent of the wagons were overdue periodical overhaul on Western 
Railway as on 31-12-1968 and that there was need to bring this percentage 
down. They emnhasised the need for regulation of flow of coaches for 
periodical overhaul into the workshops on Central Railway since abomt 
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25 per cent of the coaching stock of that railway was reported to be 
overdue periodical overhaul. 

556. The Railway Board in their remarks have stated that the per¬ 
centage of stock overdue periodical overhaul (POH) has been reduced as 
shown in Table 59 below.— 


TABLE 59 


Position of rolling stock overdue POH 


Type o l Rolling Stock 

Gauge 

Percentage overdue POH—Position as on 



31-3-1968] & 

,eM 30-4-1978 

Coaches .... 

BG 

15 

13-9 


MG 

14 

6-2 

Wagons 

BG 

9 

9-3 

MG 

10 

8-0 


557. POH of coaching vehicles :—From the records maintained in 
Railway Board’s office the position in respect of overdue POH of coach¬ 
ing vehicles on Indian Railways on the broad and metre gauges is as given 
in Annexures LII and LIII. The comparative position as obtaining at 
the time of the Kunzru Committee and the Wanohoo Committee vis-a-vis 
the present position is summarised in Table 1 60 below:— 

TABLE 60 

Comparative position of all types of coaching vehicles overdue POH 


Position as on 


Guage 

TotaP 
holding of 
of coaches 

Number 

of 

coaches 

overdue 

POH 

Percen¬ 

tage 

4 

—xioo 

3 

(1) 


(2) 

(3) 

(4) 

(5) 

31-3-1963 . 

. 

BG 

28563 

3908 

14 

(As found by the Kunzru Committee) 


MG 

22556 

3463 

15 

31-3-1968 


BG 

18296 

2709 

15 

(As found by the Wanchoo Committee) 


MG 

16249 

2272 

14 

31-3-1978 .... 


BG 

36754 

5090 

13-85 



MG 

25105 

1567 

6-24 

.31-10-1978 .... 


BG 

37248 

4962 

13-32 



MG 

25147 

1326 

5-27 
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It will be seen that the improvement in the percentage of coaches overdue 
POH is only marginal on the broad gauge while it is substantial on the 
metre gauge. 

558. The detailed position of overdue POH coaching vehicles on the 
individual Railways for the broad and metre gauges is given in Annexuras 
LIV and LV. The summarised position is given in Table 61:— 

TABLE 61 

Railway-wise position of coaching vehicles overdue POH 


Railways Coaching vehicles overdue POH as on 

31-10-1978 as a percentage of the total¬ 
holding 


Broad Gauge 

Metre Gauge 

Passenger 

Other 

Passenger 

Other 

carrying 

coaching 

carrying 

coaching 

vehicles 

vehicles 

vehicles 

vehicles 


All-Railways 

Avsage 

V 


11-44 

23-80 

4-27 

9-26 

Central 



9-9 

21-8 

N.A. 

. N.A. 

Eastern 



14-5 

23-3 

No Metre Gauge 

Northern 



9'91 

26-0 

5-37 

12-0 

North Eastern 

. 


Nil 

Nil 

3-26 

9-36 

Northeast Frontier 



4-0 

9-1 

1-40 

4-30 

Southern 



12-6 

16-2 

6-25 

14-70 

South Central 

. 


13-25 

29-8 

5-66 

13-50 

Sotuh Eastern; 



12-5 

18-1 

No Metre Gauge 

Western 

. 


8-4 

20-4 

4-5 

7-0 


559. It will be seen that on broad gauge the backlog of POH was* 
comparatively higher on the Eastern, Northern, Southern, South Central 
and South Eastern Railways. On the metre gauge, the backlog of POH 
«n the Northern, Southern and South Central Railways was considerably 
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higher than the all-Railways average. The South Central Railway, which 
had the highest backlog in POH on both the broad and metre gauges, has 
advised us that the position can be improved provided adequate number 
of spare coaches are made available. 

560. POH of wagons :—The position of wagons overdue POH during 
the last three years as obtained from the records maintained in the Rail¬ 
way Board’s office is given in Annexure LVf. In comparison to the 
position obtaining at the time of the Kunzru and Wanchoo Committees, 
the present position both on the broad and metre gauges is summarised 
in Table 62 below:— 


TABLE 62 

Comparative position of wagons overdue POH 


Position as on 

Gauge 

Total 
holding of 
wagons 

Number 
of wagons 
overdue 
POH 

%rcen- 

tage 

(4) 

—xlOO 
(3) 

(1) 

(2) 

(3) 

(4) 

(5) 

31-3-1963 . 

BG 

259,033 

31,417 

12 

(As found by the Kunzru Committee) 

MG 

102,471 

14,847 

15 

31-3-1968 . 

la 

288,765 

25,310 

9 

(As found the by Wanchoo Committee). 

MG 

103,794 

9,955 

10 

31-3-1978 . 

BG 

403,865 

37.258 

9-22 


MG 

115,124 

9,813 

8-52 

31-10-1978 .... 

BG 

407,263 

40,299 

9-90 


MG 

113,341 

9,315 

8-22 


561. It will be seen that on the broad gauge there has been a slight 
increase in the arrears of POH of wagons as compared to the position 
obtaining in 1968. However, on the metre gauge there has been a steady 
improvement. 

562. The detailed position in respect of wagons overdue POH on 
the individual Zonal Railways is given in Annexure LVII, The position 
as obtaining on 31-10-78 is summarised in Table 63 below:— 

1 R.B.—13. 
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TABLE 63 

Railway-wise position of wagons overdue POH 

Railway Wagons overdue POH on 31-10-1978 as a 

percentage to the total holding. 


Broad _ Metre 

Gauge ' Gauge 


All Railways Average 

9-90 

8-22 

Central 

11-0 

N.A. 

Eastern 

9-3 

No MG 

Northern 

13-9 

14-8 

North Eastern 

N.A. 

5-4 

Northeast Frontier 

1-3 

5-5 

Southern 

7-29 

8-5 

South Central 

Nil. 

12-5 (May 1978) 

South Eastern 


No MG 

Western . 

11-2 

8-4 


563. It will be seen that on the broad gauge the percentages of wagons 
overdue POH on the Central, Northern and Western Railways were 
higher than the Northern and Western Railways were higher than the 
all-Railways average. On the metre gauge, the percentage of wagons 
overdue POH on the Northern and South Central Railways were consi¬ 
derably higher than the all-Railways average. These Railway Admini¬ 
strations should take steps to bring down the arrears in POH of wagons. 

564. In reply to the questionnaire of the Commitee the South Eastern 
Railway have stated that the railway workshops are finding it difficult to 
get adequate number of wagons for POH compelling them to carry out 
POH of BOX wagons six months ahead of their due date. South Central 
Railway has stated that arrears in POH of metre gauge wagons continue 
to be high due to the failure on the part of the other Railways to send 
wagons due POH to that Railway. 

565. We note that, in the face of continuing arrears in POH of 
wagons on almost all the Railways, the Railway Board have surprisingly 
issued instructions to the Railway Administrations to temporarily ad¬ 
vance POH of wagons by six months so as to enable adequate supply of 
wagons to workshops for POH and to avoid under-utilisation of the avail¬ 
able POH capacity. In our opinion, such a step can be justified only after 
the POH arrears have been fully liquidated on all Railways. If spare 
POH capacity is available on some Railways, it should first be utilised for 
clearing the arrears on other Railways to the etxent possible. 
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566. Analysis of roller bearing failures’. —(Recommendations 228, 229— 
Part II) The Wanchoo Committee recommended that periodical analysis ol 
all cases of roller bearing failures on coaches and wagons, indicating date, 
year and station of mounting, particulars of last attention given, cause and 
responsibility etc., should be made so that remedial action, if required, 
can be taken. They suggested that RDSO should go into each case of 
failure of roller bearing and analyse every aspect including material used, 
the manufacturing accuracy and suggest remedies. 

567. In their initial remarks the Railway Board had stated that the 
rate of failure of roller bearings on rolling stock on Indian Railways had 
been of the order of 0.075 per cent as against a failure rate of 0.25 per 
cent indicated in the Association of American Rail-roads Standards. They 
considered that this was satisfactory and no special examination of this 
aspect was called for. They have now advised us that each case of roller 
bearing failure is fully investigated and all particulars of failed bearings are 
recorded by the Railways. This information is furnished regularly to the 
RDSO, both for goods and coaching stock who in turn submit a periodica! 
analyses of the failures to the Railways and the Railway Board indicating 
remedial measures. The Railway Board, have added that detailed instruc¬ 
tions have been issued and meticulous examination of rollr bearing is carried 
out. The material before us is not clear as to whether the RDSO conducts 
periodical analysis and communicates the results thereof to the Railway 
Board and the Railways. 

56$. We find that the number of roller bearings in use on rolling 
stock has gone up considerably since the appointment of the Wanchoo 
Committee. Failures of roller bearings have attracted considerable atten¬ 
tion in recent years. On 26th November, 1975 there was a serious acci¬ 
dent resulting in the derailment of 20 UP Dehra Dun Express at Virar 
station on the Western Railway due to seizure of roller bearing on one 
of the coaches. The Additional Commissioner of Railway Safety who 
enquired into the above accident, inter alia, recommended as under:— 

(i) AM SKF type spherical roller bearings on coaching stock should 
be dismounted from journals and examined thoroughly dur ing 
attention in workshops. 

(ii) A high-power committee consisting of Commission of Railway 
Safety, the RDSO, ICF and manufacturers of roller bearings 
may be constituted immediately to go into the adequacy of 
design, procedures for inspection and maintenance (both on 
line and in workshops) and other cogpate factors and formulate 
suitable measures. 

(iii) suitable device for detection of hot boxes of roller bearings 
may be evolved. 
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Within a period of one month following the above serious accident there 
■were live more cases of seizures of roller bearings in quick succession, 
involving important trains, namely: 

(i) 2 Dn. Kalka Mail at Aligarh on 29-11-1975; 

(ii) Derailment of 6 Dn. Punjab Mail between Goshainganj and 

Rae-Bareli on 1-12-1975; 

(iii) Derailment of 80 Up Taj Express on 17-12-1975; 

(iv) 160 Dn. Tatanagar Express at Mirzapur on 22-12-1975; 

(v) 58 Dn. Amritsar Express at Arnbala Cantt. on 22-12-1975. 

569. In the wake of the above-mentioned six cases of roller bearings 
seizures on important mail and express trains, the Railway Board ap¬ 
pointed a OneMan Committee in December 1975 to investigate the in¬ 
cidence of roller bearing failures and to go into various aspects of ser¬ 
vicing, maintenance and design of roller bearings and also suggest a device 
to detect or give a pre-waring of roller bearing seizure so that timely 
action may be taken to prevent an accident. To review the maintenance 
of roller bearings a meeting of Chief Mechanical Engineers of the Rail¬ 
ways was held with the Railway Board in January 1976, at which techni¬ 
cal representatives of roller bearing manufacturers were also present. 
With a, view to immediately arresting roller bearing failures a number 
of measures were ordered to be taken, inter alia, requiring the Railways 
to examine roller bearing axle boxes in nominated sicklines under the 
supervision of a senior supervisor of workshops, to detect cases of slack 
broken studs and defective locking arrangements, to assess the condition 
of grease and to check the withdrawal sleeve. As an ad hoc measure, the 
Railways were directed to dismantle roller bearings in the workshops for 
thorough examination and also introduce ultrasonic flaw detection of 
roller bearing wheel sets of all types of ICF and BEML coaches as 
quickly as possible. For this purpose the RDSO were required to finalise 
the procedures, standards and probes for echo patterns for the wheel sets. 

570. The One-Man Committee on roller bearings in its report of 
May 1976 concluded that long-distance faster trains registered higher 
incidence of bearing distress than short-distance slower trains and 
majority of the cases of distress had taken place three or four months 
after periodical overhaul in workshops. Bearings on axle boxes which 
were directly underneath the coach lavatory drain pipes were found to 
be more prone to distress due to ingress of water. The experience of 
various railways had focussed on one aspect, namely unsatisfactory lubri¬ 
cant, the poor characteristics of which, under dynamic conditions, had 
been confirmed by changes in colour and consistency of grease in service. 
The One-Man Committee made a number of recommendations on main¬ 
tenance practices in workshops, design aspects, material specifications, 
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facilities to be created in railway workshop etc. The recommendations 
accepted by the Railway Board were circulated to the Railways in July 
1977 for taking necessary action. Some of these recommendations were 
incorporated by the RDSO in their technical pamphlets containing in¬ 
structions on inspection and maintenance of roller bearings on 1CF and 
BEML coaches. 

571. Failures of Roller Bearings on Coaching Stock :—In November 
1978, at the instance of the Railway Board, the RDSO had called for 
information from the Railways regarding roller bearing failures on coach¬ 
ing stock during the year 1977. Analysis of the information so received 
from some of the Railways was advised to the Railway Board in Decem¬ 
ber 1978. This information for spherical and cylindrical roller bearings 
is given in Annexures LV111 and LIX. The summarised position of 
roller bearing failures in coaching stock during 1977 is given in Table 64. 

TABLE 64 

Failure of Roller Bearings in Coaching Stock During 1977 


Type of roller bearing Total Failure of roller bearings 

number of-—--- 

bearings Online In workshops Total 

in use 


Number Pcreen- Number Percen- Number Percen¬ 


tage tage tage 

of total of total of total 



1 3 4 5 6 7 8 


Cy linctrical 

(BEML—BG) 47264 49 0-104 202 0-427 251 0-531 

Spherical (ICF-BG&MG) 67376 128 0-19 2039 3-026 2167 3-25 


572. It will be seen that the rate of failures of spherical roller bearings 
provided on ICF broad and metre gauge coaches increased to 3.25 per 
cent out of which failures on line constituted 0.19 per cent and rejec¬ 
tions in workshops 3.06 per cent. In the case of cylindrical roller bear¬ 
ings provided on BEML broad gauge coaches, the rate of failure was 
comparatively lower, being 0.531 per cent out of which failures on line 
constituted 0.104 per cent and rejections in workshops 0.46 per cent. 

573. The comparative incidence of roller bearing failures on coaching 
stock during 1966-67 to 1968-69 and in 1977 is given in Table 65 
below: — 
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TABLE 65 


Comparative position of failure of roller bearings in coaching stock 


Type of coaching Stock Percentage of roller bearing failures in coach¬ 

ing stock to total number of bearings in use. 


1966-67 1977 

to 

1968-69 


1. BG ICF Coaches (Spherical bearings) 

0-37 

2-105 

2. MG ICF Coaches (Spherical bearings) . 

0-32 

6-544 

3. BG BEML Coaches (Cylindrical bearings) 

0-01 

0-531 


These figures show an increase in the rate of failure of roller bearings on 
all types of coaching stock which calls for immediate attention. 

574. Failure of Roller Bearings on Goods Stock :—The RDSO has 
stated that there are 20 different sizes and makes of roller bearings in use 
on broad gauge goods stock for axle loads varying from 16.3 to 22.9 
tonnes. Cylindrical roller bearings of brands NBC, FAG, KOYO and 
PRETIS are used on 20.3 tonne wheel sets of BOX and other similar 
types of wagons and constitute about 92 per cent of the total population 
of roller bearing axle boxes on goods stock. The RDSO has made an 
analysis of failures/ldefects in respect of only these four brands of roller 
bearings on BOX wagons. The detailed position for 1976 and 1977 
is given in Annexure LX and LXI. The summarised position of failures 
of roller bearings on BOX wagons is given in Table 66 below:— 

TABLE 66 


Failure of roller bearings on good's stock (BOX wagons) 


Year 

Total 
number • 
of roller 
bearings 
in use 

Failure of roller bearings on 

: BOX wagons 



On line 

In workshops 

Total 


Number 

Percen¬ 

tage 

(3) 

-xioo 

(2) 

Number 

Percen¬ 

tage 

(5) 

x 100 
(2) 

Number 

Percen¬ 
tage 
(7) 
x loo 
(2) 

(1) 

(2) 

(3) 

(4) 

(5) 

(6) 

(7) 

(8) 

1976 

491,320 

800 

0-16 

2900 

0-59 

3700 

0-75 

1977 

535,050 

626 

0-12 

5054 

0-94 

5680 

1-06 
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575. The figures show that the incidence of roller bearing failure had 
gone up to 1.06 per cent during 1977 as compared to 0.75 per cent in the 
previous year. When compared to the failure rate of 0.05 per cent during 
the period 1966-67 to 1968-69, there has been a substantial rise in recent 
years and this needs urgent remedial action. 

576. We feel that maintenance of roller bearings has not received the 
attention that it deserves, thereby resulting in increase in the rate of failure 
of roller bearings and deterioration in the position since the appointment 
of the Wanchoo Committee. The Railway Board should take effective 
steps in this matter. We will go into this further and advert to it in the 
subsequent report. 

577. Facilities for Overhauling Roller Bearing Axle Boxes: —Recom¬ 
mendations 230 and 231-Part II)—The Wanchoo Committee noted that 
roller bearing axle boxes are attended to only in the workshops at the 
time of periodical overhaul which is scheduled at intervals of 9 to 12 
months in the case of coaches and 3} years in the case of wagons. They 
considered it important that all carriage and wagon workshops should be 
provided with suitable and adequate facilities for overhauling roller bear-* 
ing axle boxes at the time of periodical overhaul or whenever such axle 
boxes are sent to (the Workshops and that these are provided with diust- 
ptoof facilities. The Wanfahoo Committee also drew the attention of the 
Rahway Board to the type and manner of attention to roller bearings 
in workshops on the Japanese National Railways and suggested that the 
adoption of a similar system would be of advantage to the Indian Railways. 

578. The Railway Board have advised us that adequate facilities for 
overhauling of roller bearing axle boxes have been provided in all the 
railway workshops. The Railways have also confirmed this. The Nor¬ 
thern Railway has, however, stated that dusitproof rooms are not avail¬ 
able in Alambagh, Bikaner and Oharbagh workshops and that wherever 
the facilities are lacking, proposals for providing them have been sent to 
the Railway Board. The Eastern Railway has also stated that action has 
been initiated for providing dust-proof rooms for overhauling of roller bear¬ 
ings. Thus the necessary facilities for attending to roller bearing axle 
boxes still remain to be provided on some of the Railways. The Railway 
Board should ensure that these facilities are provided in the remaining work¬ 
shops without delay. 

579. Referring to the system of attention to roller bearings in work¬ 
shops on the Japanese National Railways, the Railway Board considered 
this system to be elaborate and costly. They stated that in view of the 
satisfactory performance of the existing system on the Indian Railways, 
which is in conformity with the UIC* and AAR* practices, the system 

*UIC— International Union of Railways. 

AAR—American Association of Railroads. 
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followed on the Japanese Railways would not be of any advantage to the 
Indian Railways. Thus, this recommendation was not accepted by the 
Railway Board. Considering that there has been an appreciable increase 
in the rate of failures of roller bearings on the Indian Railways during the 
last decade, an in-depth study of the extant maintenance practices is called 
for. 

580. Detection of hot roller bearings: —(Recommendation 310(ii)— 
Part II)—The Wancboo Commitee suggested that the problem of seizure 
of roller bearings on fast non-stop trains, particularly when the conven¬ 
tional method of station staff watching out for an overheated box from 
the station platform is no longer applicable, calls for urgent study and 
solution. They emphasized the need for evolving a suitable device 
whereby the driver in the cab gets a timely warning of the mal-functioning 
wheel. 

581. The Railway Board have advised us that a commercially viable 
heat indicator fit for installation on a coach has not been developed so far. 
However, a coach-installed hot box detector device of Thermistor design 
has been developed by the RDSO and the proto-type was installed on one 
coach on the Northern Railway but before sufficient number of runs could 
be made by the coach, the Northern Railway reported pilferage of the 
device. The Railway Board have stated that another hot box detector has 
since been manufactured by the RDSO and is being installed for trials. The 
Western Railway also have under development a coach-installed device in 
which the temperature of the box is sensed through a thermo-couple and an 
electrical circuit is energised in the event of the temperature in the axle box 
rising above the pre-determined limit. The Railway Board have informed 
us that trials on the above device are still in progress. 

582. From the foregoing it will be seen that the hot box detector is still 
in the development stage. In the wake of increasing use of roller bearings 
on important mail and express trains and the introduction of more and 
more fast non-stop trains, it would be desirable to develop a hot box 
detector device at the earlier. 

583. Examination of Coaches After Periodical Overhaul: —(Recom¬ 
mendations 184(i)—Part I, 233—Part II)—Th e Wanchoo Committee 
observed that the rejection of coaches at the time of final examination by 
neutral control staff after periodical overhaul in certain workshops was 
between 25 and 56 per cent. Rejection was mainly due to defects in 
buffer heights, wheels tight to gauge, trough floorings corroded, brake 
beams safety hangers broken etc. They had viewed that the percentage of 
rejections reflects the quality of work done in the workshops and hoped 
that steps would be taken to improve the standard of workmanship so that 
the coach is in a perfect condition when it is offered for examination after 
periodical overhaul and the percentage of rejections is minimised. Referring 
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to the increase in percentage of rejections in the case of workshops on the 
Central and North Eastern Railways between 1962-63 to 1967-68, they 
urged that these Railways should pay greater attention to the maintenance 
of rolling stock in depots. 

584. In their remarks, the Railway Board stated that the standard of 
repairs in workshops was being tightened. They added that checks by the 
neutral control organisation ensured that no defective coach actually left 
the workshop. 

585. The Wanchoo Committee had mentioned that, after POH in 
workshops and before being sent out, coaches are subjected to neutral con¬ 
trol examination. We, however, wish to clarify that such examination is in 
force only at 17 out of a total of 31 workshops where repairs to coaching 
stock are undertaken. These workshops have been listed in Annexure 
LXII. The neutral control staff examine only the running gear and certain 
electrical components and the results of their examination are given in the 
quarterly reports issued by the Indian Railway Conference Association 
which are sent for necessary action to the Railways and the Railway Board. 
For an appreciation of the performance of workshops and the trend in the 
rejection of coaches, we have scrutinised the reports for the quarter ending 
December, 1970 and then three quarters ending March 1978, June 1978 
and September 1978. Results of this examination are given in Annexures 
LXIII to LXVI. The percentage of coaches detained after POH due to 
defects at the time of final examination by neutral control staff, during the 
respective periods, is summarised' in Table 67 below:— 

TABLE 67 

Results of final checks by neutral control staff after POH 


Name of workshop Percentage of coaches detained by 

(Railway) neutral control staff at final exami¬ 

nation after POH, due to non-comple¬ 
tion of repairs 


Period — Quarter ending 


Dec. ’70 March ’78 June ’78 Sept. ’78 


(1) 

(2) 

(3) 

(4) 

(5) 

Broad Gauge 





Matunga (C) . 

17-4 

12- 1 

31-7 

60-4 

Lilluah (E) 

49-2 

15-3 

13-8 

6-3 

Alambagh (N) 

29-1 

80-6 

69-4 

57-0 
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(1) 

(2) 

(3) 

(4) 

(5) 

Lallaguda (SC) 

12-9 

36-8 

23-0 

29-5 

Perambur (S) ... 

4-4 

5-0 

5-7 

11-7 

Golden Rock(S) 

' N. A. 

Nil 

Nil 

Nil 

Kharagpur (SE) 

20- 6 

12-0 

12-0 

24-7 

Raipur (SE) 

N. A. 

Nil 

Nil 

Nil 

Parel (W) .... 

10-1 

16-6 

23-4 

15-2 

Metre Gauge 





Bikaner (N) 

Nil 

Nil 

Nil 

Nil 

Jodhpur (N) .... 

10-5 

12 6 

14-7 

4-9 

Gorakhpur (NE) 

60 

4-3 

3 9 

29-4 

Dibrugarh (NF) 

N.A. 

Nil 

Nil 

2-6 

New Bongaigaon (NF) 

7-2 

32-8 

52-2 

56 1 

Mysore South (S) 

8 3 

7-4 

Nil 

Nil 

Golden Rock (S) 

1-9 

0-4 

21-4 

80 

Hubli (S) 

2-9 

15 

2-5 

3-2 

Ajmer (W) 

11 5 

12-1 

Nil 

19-9 

N.A.—Not available 


586. From the results of checks made in September, 1978, it will be 
seen thlat the percentage of coaches detained due to non-completion of 
repairs at the time of outgoing, inspection was still high in the case of some 
workshops. As compared to the position in 1970, there has been some 
deterioration in the case of broad gauge workshops at Matunga, Alam- 
bagh, Lallaguda, perambur, Kharagpur and Parel and metre gauge work¬ 
shops at Gorakhpur, New Bongaigaon, Golden Rock, Hubli and Ajmer. 
Thus, the rejection of coaches by neutral control staff at the time of final 
examination has increased in majority of the workshops and the recom¬ 
mendation of the Wanchoo Committee remains unimplemented. The 
Railways must take effective steps to improve the quality of workmanship 
in the workshops and bring down the rejections at the stage of final exami¬ 
nation by neutral control staff. We shall advert to it in the subsequent 
report. 

587. Coaches passed without neutral control fit certificates :—The 
quarterly reports also show the percentage of coaches passed out by work¬ 
shops after POH, without obtaining fit certificate from neutral control staff. 
The position is summarised in Table 68. 





TABLE 68 


Incidence of coaches passed without neutral control fit certificates 


Name of workshop Percentage of coaches passed locally 

(Railway) after POH Without obtaining neutral 

control fit certificate 


Period — Quarter ending 



Dec. 70 

March 78 

June 78 

Sept. 78 

Broad Gauge 

Matunga (S) .... 

10-7 

5 9 

17-4 

33-1 

Lilluah (E) . 

48'2 

17-2 

28-8 

6-2 

Alambagh (N) 

31 9 

42-8 

17-2 

20 0 

Lallaguda (SC) .... 

51-7 

42-9 

24-8 

27-9 

Perambur (S) 

N.A. 

50 

5-7 

11 7 

Golden Rock (S) 

N.A. 

Nil 

21-4 

15-6 

Kharagpur (SE) .... 

Nil 

6 3 

5 9 

15-8 

Raipur (SE) . ... 

N.A. 

Nil 

4 6 

Nil 

Parel (W) . 

1-7 

12’ 5 

20-0 

14-6 

Metre Gauge 

Bikaner (N) . 

42’ 5 

30 

Nil 

15 

Jodhpur (N) .... 

0-7 

14 0 

16 6 

4-9 

Gorakhpur (NE). 

4-9 

4-3 

111 

29’4 

Dibrugarh (NF) .... 

N.A. 

210 

• 

Nil 

2-6 

New Bongaigaon (NF) 

Nil 

37-2 

30-5 

55-6 

Mysore South (S) . 

2-7 

7-4 

10 

0-9 

Golden Rock (S). 

Nil 

3-7 

28-6 

14-6 

Hubli (S). 

Nil 

Nil 

Nil 

Nil 

Ajmer (W) 

0-4 

Nil 

Nil 

Nil 


N.A. — Not available 
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588. It will be seen that the percentage of coaches sent out of work¬ 
shops without obtaining neutral control fit certificates was quite high in 
some workshops. It is disquieting that in the case of broad gauge work- 
drops at Matunga on the Central Railway, Kharagpur on the South Eastern 
Railway and metre gauge workshops at Gorakhpur on the North Eastern 
Railway and New Bongaigaon on the Northeast Frontier Railway, the num¬ 
ber of coaches passed locally without obtaining neutral control fit certi¬ 
ficates had increased during 1978 as compared to 1970. 

589. Taking Tables 67 and 68 together, we find that in some work¬ 
shops where the percentage of coaches detained by neutral control staff due 
to non-completion of repairs was high, the percentage of coaches passed 
without obtaining neutral fit certificates was also high. The workshops at 
Matunga, Alambagh, Lallaguda and Kharagpur on broad gauge and 
Gorakhpur and New Bongaigaon on metre gauge stand out glaringly in 
this respect. The Railway Board should look into this and take urgent 
corrective action. 

590. Neutral control examination'. —(Recommendation 234(i), (ii)— 
Part II)—The Wanchoo Committee were of the opinion that neutral con¬ 
trol examination served as a further check and had been generally useful 
in keeping wagons in good fettle and nothing should be done to weaken 
it in view of its independent character. They felt that due to the changing 
pattern of traffic, neutral control examination need not necessarily exist at 
the boundary points of the Railways as used to be the case in the past. 
They recommended that the Railway Board should examine the existing 
set up of neutral control examination and decide the various points at 
which it should be located. 

591. In their remarks, the Railway Board have advised us that review 
of the neutral control organisation and its work is done from time to time. 
They added that recently the Efficiency Bureau of the Railway Board has 
examined the scope of Neutral Control Organisation and recommended its 
extension to certain other marshalling yards on the broad and metre gaug¬ 
es. We, however, find that no directions have been issued to the Rail¬ 
ways in this regard. 

592. Presently, the system of neutral control examination of wagons is 
in force at 104 points, consisting of one interchange junction, 12 marshal¬ 
ling yards, 28 workshops (Carriage, Wagon and Loco), 61 independent 
sick lines and at Gorakhpur and New Gauhati yards for examination of 
brake power on trains moving over Gorakhpur-Chupra and Bongaigaon- 
Changsari centralised traffic control sections. Besides, there are four 
neutral control flying squads, which are headquartered one each at Bhusaval 
on the Central Railway and Asansol on the Eastern Railway and the other 
two squads are attached to the Headquarters Office at New Delhi. These 
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Hying squads carry out special checks/surveys on trains at stations nomi¬ 
nated by the Railways to record the conditions and details of repairs carried 
out by the carriage and wagon staff in yards and sidelines. 

593. In reply to the questionnaire of the Committee, most of the Rail¬ 
ways have stated that the scope of neutral control examination needs to be 
extended further. The Central, Northern, North Eastern, Northeast Fron¬ 
tier, South Central, South Eastern and Western Railways have suggested 
the extension of neutral control examination to interchange points as was 
in vogue in the past so as to improve the maintenance of ro’ling stock. 
They have stated that this would prevent bad stock from being passed 
from one railway to the other. The South Central Railway has suggested 
that ''neutral control check should be on 100 per cent trains to bring up the 
standard of maintenace of rolling stock on all the railways. 

594. As stated in the earlier paragraphs, the maintenance- of rolling 
stock has shown signs of deterioration in recent years. In the interest of 
safety of train operation, it is necessary that every effort should be made 
to improve the condition of rolling stock. Extension of the neutral control 
examination would appear to be an effective means to ensure this. The 
Railway Board are already seized of this matter and we would stress the 
need for an expeditious decision. 

595. Spat checks by neutral control flying squads: —(Recommenda¬ 
tions 184(ii)—Part I, 235 (ii)—Part II)—The Wanchoo Committee 
observed that results of spot checks carried out by neutral control flying 
squads for 1967-68 highlighted deficiencies in train examination which 
should be speedily removed. They recommended that in order to reduce 
the incidence of derailments due to carriage and wagon defects, the neutral 
control examination should lay greater emphasis on the compliance 
of safety rules and regulations regarding maintenance of stock. 

596. In their remarks, the Railway Board compared the position re¬ 
garding percentage of wagons rejected! by the flying squads in their spot 
checks in 1963-64 and 1967-68 to show that there was an improvement 
in the latter year. The comparative figures quoted by Railway Board are 
given in Table 69. 
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TABLE 69 


Railway 

Percentage of 

wagons rejected 
by neutral cont¬ 
rol flying squad 
in their spot checks 

1963-64 1967-68 

Central. 

.92' 5 

61-8 

Eastern. 

.92' 6 

68-2 

Northern. 

.93-9 

53-5 

North Eastern .... 

. 91 4 

57-7 

Northeast Frontier 

.90-1 

44-2 

Southern .... 

.93.8 

54.2 

South Central 

1 A L ; • • • — 

51-3 

South Eastern .... 

.96- 7 

65-5 

Western . 

.73-8 

59.3 


The Railway Board further stated that the reports by the neutral control 
flying squads included wagons which were on their way to the workshops 
for POH or to the sicklines for repacking of axle boxes and (did not neces¬ 
sarily high light deficiencies in train examination by the normal train 
examining staff. j ■ 

597. For an assessment of the rejectable defects left over unattended, 
the neutral control flying squads conduct spot checks on trains, after these 
are released by railway staff. The results of these checks are submitted 
regularly to the Railways by the Indian Railway Conference Association 
and are also published in their annual reports. We have scrutinised the 
results of these spot checks conducted during the years 1974-75 to 1976-77 
and the summarised position is given in Table 70. 
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TABLE 70 


Results of spot checks by neutral control flying squads reject able defects left un¬ 
attended. 


/, 

Railway 

Percentage 

of wagon units found with rejectable 
during final examination. 

defects 

1974-75 


1975-76 

1976-77 


BG 

MG 

BG 

MG 

BG 

MG 

Central . 

94-3 

992 

90-4 

96-6 

94-3 

— 

Eastern , 

92-8 

No MG 

88-4 

No MG 

88 -0 No MG 

Not them 

92-9 

— 

95-6 

— 

91 7 

— 

North Eastern . 

— 

91 0 

— 

93-4 

— 

891 

Northeast Frontier . 

93.3 

96 7 

— 

95-6 

93-3 

910 

Southern . 

97.0 

90-8 

92.0 

96 8 

95-7 

91-7 

South Central . 

76-2 

88-2 

94 4 

97-7 

— 

93 6 

South Eastern . 

92-7 

No MG 

89 0 

No MG 

89 1 No MG 

Western . 

93 7 

1000 

94 0 

93-8 

94-6 

82.7 


598. It will be seen that the performance, reckoned in terms of the 
percentage of wagon units with unattended rejectable defects by which the 
Railway Board indicated an improvement in 1967-68, has slipped back to 
the level obtaining in 1963-64. It is also clear that the high percentage of 
wagons found with rejectable defects has been persisting over these years 
on all the Railways. 

599. The results of spot checks conducted by,the neutral control flying 
squads during the period 1974-75 to 1976-77 showing the number of 
wagons with ‘rejectable defects having a direct bearing on safety’ (i.e. those 
prefixed S’) which were left unattended on the broad and metre gauges are 
given in Annexures LXVII and LXVIII and are summarised in Table 71 
below:— 
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TABLE 71 


Results of spot caecks by nennentrai control flying squadl-wagons left over with 
rejectable defects prefixed‘s’ 


Railway 


Percentage of wagons found with rejectable defects having a 
direct bearing on Safety to the total number of wagons examined 


Broad Gauge Metre Gauge 



1974-75 

1975-76 

1976-77 

1974-75 

1975-76 

1976-7 

Central . 

81 -3 

79-5 

63-3 

93 8 

No spot 

checks 


• 



done 


Eastern 

74-2 

61.9 

62.8 

No metre gauge 


Northern 

762 

92-5 

81-2 

No spot checks i 

done 

North Eastern 

No spot checks done 

75.4 

89-2 

78-9 

Northeast Frontier 

80-6 

No spot 

87 3 

83-3 

88.7 

83 6 



checks done 




Southern • 

90.3 

75 4 

843 

79-4 

80.8 

86-9 

SouthCentral . 

81-7 

770 

— 

80 8 

854 

79 1 

South Eastern. 

77-5 

59.9 

581 

— No metre gauge 

Western 

72-2 

870 

51-4 

98 0 

938 

78.6 

All Railways . 

77-8 

68.1 

63 2 

78.9 

86-9 

80.7 


600. It is a matter of concern that even after the wagons have been 
attended to by railway staff, a very percentage of these remain with 
‘rejectable defects having a direct bearing on safety’. The spot checks, 
though limited in nature, show that a large number of wagons are running 
with such defects. This reveals a serious state of affairs and calls for urgent 
corrective action. 

601. We had brought to the notice of the Railway Board the high per¬ 
centage of wagons with ‘rejectable defects which have a direct bearing on 
safety’ as detected by the neutral control flying squads during their spot 
checks. They have informed us that all the rejectable defects in question 
do not relate to unsafe features and stated that out of 161 items, men¬ 
tioned in Chapter IV (Rejections), Conference Rules Part III, only 47 
items have a direct bearing on safety and the others relate to maintenance 
features which do not by themselves constitute unsafe conditions for opera¬ 
tion. The Railway Board have added that suitable revision of the Rules 
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in question is in hand. The Railway Board have also stated that there are 
discrepancies in the compilation of annual reports by Indian Railway Con¬ 
ference Association, to which the attention of the latter has been drawn. It 
is surprising that 161 items should have been originally listed by the Rail¬ 
way Board as having a .direct bearing on safety and now only 47 items are 
considered to be in this category. We will go into this further and com¬ 
ment on it in the subsequent report. 

602. Overaged Coaches and Wagons :—(Recommendations 188, 
189-Part I, 237-Part II)—The Wanchoo Committee noticed a 
marked reduction in the number of overaged coaches on the broad and 
metre gauges and also overaged wagons on the broad gauge but a notice¬ 
able increase in the number of overaged wagons on the metre gauge. They 
urged the Railway Board to make sustained efforts to reduce the number 
of such wagons particularly on the metre gauge. They considered that 
in view of the large proportion of overaged stock, which would have to be 
kept in use during the Fourth Five-Year Plan due to smaller allocation of 
funds, special attention would have to be given during periodical overhaul 
as well as during day-to-day maintenance and urged the Railway Board 
to give serious consideration if such stock may be given periodical over¬ 
haul at shorter intervals to keep them roadworthy and safe for operation. 

603- The Railway Board have stated that due to sustained efforts of the 
Railways, there has been a reduction in the holding of overaged wagon 
stock. They have intimated thait careful investigations have revealed that 
overaged stock, with the same periodicity of overhaul as for underaged 
stock, is being maintained to as good a standard as the underaged stock 
and that there is no need to give periodical overhaul to the overaged 
stock at shorter intervals. Thus the recommendations in this regard 
were not accepted by the Railway Board. 

604. The position in respect of overaged coaches and wagons has been 
shown in Annexures LX IX and LXX. The summarised position is given 
in Table 72 and 73 below:— 

TABLE 72 

Comparative position of Overaged Coaches 


Position as on 

Holding of overaged 
coaches (vehicle 
units) 

Overaged coaches 
as a percentage 
of total holding 

BG 

MG 

BG 

MG 

31-3-1964 

5077 

3128 

31.1 

24.8 

31-3-1968 

3831 

2855 

22.6 

20.9 

31-3-1977 

1485 

1401 

7.6 

10.4 


1 R.B.—14. 
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TABLE 73 


Comparative position of overaged wagons 


Position as on 

Holding of overaged 
wagons (wagons units) 

Overaged wagons 
as a percentage 
of total holding 


B. G. 

M. G. 

B.G. 

M. G. 

31-3-1964 

. 29103 

12863 

11.77 

14.13 

31-3-1968 

. 18005 

13549 

6.55 

13 96 

31-3-1977 

. 13589 

8574 

4.48 

9.60 


The figures show that there has been noticeable reduction in the number 

of overaged coaches and wagons on both the broad and metre gauges. 

605. The Railways have also furnished information regarding overaged 
coaches and wagons on the broad and metre gauges which is given in 
Annexures LXXI and LXXII. The position obtaining at the end of March 
1977 shows a reduction in the holding of overaged coaches and wagons on 
most of the Railways except for metre gauge coaches on the Northeast 
Frontier Railway where the percentage has increased from 12,3 to 15.4. 

606. From the age-wise information of overaged coaches furnished by 
the Railways We find that a substantial percentage of'the overaged coaches 
has exceeded the codal life by as much as 20 years on the broad and metre 
gauges. We hope that priority would be given to replacing these overaged 
coaches. 

Miscellaneous matters and Research, Designs and Standards Organisation 

607. Medical Relief Vans :—(Recommendation 199-Part I)—The 
Wanchoo Committee hoped that special efforts would be made to complete 
the work of providing sidings with double ends for stabling medical relief 
vans, since this work had been outstanding for the previous three years or 

so. 


608. The Railway Board, in their remarks, have stated that all medical 
relief vans are stabled in double-ended sidings. 

609. We have examined the position in respect of stabling of medical 
relief vans in double-ended sidings on the basis of information furnished 
by the Railways. On all terminal stations, it has not been considered 
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necessary to provide double-ended sidings. Of the rest, double-ended 
sidings have not been provided at the under-noted twelve stations:— 


Station 

Railway 

Station 

Railway 

Ajni 

Central 

Delhi 

(broad gauge) 

Northern 

Wardha 

Central 

Darbhanga Jn. 

North Eastern 

Amla 

Central 

Chengalpattu 

Southern 

Agra Cantt. 

Central 

Mysore Jn. 

Southern 

Bhopal 

Central 

Cannanore 

Southern 

Katni 

Central 

Bhojudih 

South 

Eastern 


610. The question of (providing double-ended sidings for stabling of 
medical vans has been with the Railways for more than fifteen years. We 
find no justification for the failure to implement this accepted recommenda¬ 
tion. 

611. Narrow Gauge Lines :—(Recommendations 72 and 200(i) and 
(ii)-Part I)—The Wandioo Committee observed that the Kunzru Com¬ 
mittee had attributed the high incidence of derailments due to engine, 
carriage and wagon defects on the narrow gauge lines, partly to the high 
percentage of overaged locomotives and rolling stock. They found that aB 
die locomotives on one railway and all the coaches on another railway 
were overaged and that there was increase in the number of overagpd 
wagons on most of the Railways. They further stated that, despite the 
urgency of the matter, no definite policy had been formulated by the Gov¬ 
ernment in regard to narrow gauge lines. They drew attention to the action 
taken by the British Government, in a not dis simil ar situation, on Lord 
Beeching’s Report, regarding closing down of uneconomic lines, and re¬ 
commended that similar action may be taken in India too. 

612. In their remarks the Railway Board had stated that the future of 
most of the narrow gauge lines was uncertain and, therefore, replacement 
of overaged stock was being done on an ad hoc basis, mainly on those 
sections which were decided to be retained. They have advised us that the 
Committee on Uneconomic Branch Lines, constituted in 1969, went into 
the working of uneconomic branch lines and recommended that action 
should be taken to convert some of the narrow gauge lines into wider 
gauges and to rehabilitate the others as expeditiously as possible. In the 
views of the Railway Board, though the codal life of narrow gauge stock is 
the same as for the stock of other gauges, its daily utilisation is comfMwa- 
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lively much less than that of other gauges; hence even when the narrow 
gauge stock has reached its codal life, the condition remains comparatively 
better. The replacement of narrow gauge stock is being done primarily on 
‘condition’ basis. 

613. We have compared the recent position of overaged locomotives, 
coaches and wagons on the narrow gauge lines with that obtaining at the 
time of the Kunzru and Wainchoo Committees. This is given in Table 74 
below: 

TABLE 74 

Position of overage locomotives and rolling stock 

A = Holding 
B = Number overaged 

C -- Percentage 

(B) 

-X 100 

(A) 


Railway 


As on 
31-3-1963 



As on 
31-3-1968 


As on 
31-3-1977 


A 

B 

C 

A 

B 

C 

A 

B 

C 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

Steam Locomotives 









Central 

. 92 

21 

22.8 

55 

20 

36.4 

58 

35 

60.3 

Eastern 

. 4 

— 

— 

19 

9 

47.0 

19 

17 

89.5 

Northern 

. 56 

27 

48.2 

49 

19 

38.8 

28 

19 

67.9 

North- 

East 

Frontier 

. 31 

20 

64.5 

31 

31 

100.0 

25 

25 

100.0 

Southern 

. 8 

3 

37.5 

10 

6 

60.0 

7 

3 

42.9 

South 

Central 

— 

— 

— 

30 

10 

33.3 

30 

22 

73.3 

South 

Eastern 

. 120 

57 

47.5 

110 

62 

56.4 

111 

67 

60.4 

Western 

. 97 

30 

30.9 

96 

38 

39.6 

87 

42 

48.3 

All 

Riilwtys 

408 

158 

38.7 

400 

195 

48.8 

365 

230 

63.8 
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1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

Coarhes 










Central 

428 

290 

67.8 

210 

129 

61.4 

194 

102 

52.5 

Eastern 

21 

11 

52.4 

88 

88 

100.0 

86 

85 

98.9 

Northern 

161 

139 

86.3 

185 

132 

71.4 

177 

80 

45.1 

Northeast 

Frontier 

83 

42 

50.6 

84 

28 

33.3 

69 

20 

28-0 

Southern 

30 

27 

90.8 

23 

10 

43.5 

30 

17 

56.6 

South 

Central 

— 

— 

— 

— 

— 

-- 

219 

128 

58.4 

South 

Eastern 

500 

302 

60.4 

468 

225 

48.1 

464 

245 

52.8 

Western 

436 

185 

42.4 

803 

303 

37.7 

319 

95 

29.7 

All 

Railways 

1659 

996 

60.0 

1861 

915 

49.2- 

1558 

772 

49.5 

Wagons 










Central 

1223 

799 

65.3 

817 

608 

74.7 

817 

622 

76.13 

Eastern 

3 

1 

33-3 

83 

81 

97.6 

73 

70 

95.89 

Northern 

280 

158 

56.4 

478 

259 

54.2 

272 

199 

73.15 

Northeast 

Frontier 

458 

212 

46.3 

421 

248 

50.9 

188 

57 

30.31 

Southern 

98 

80 

81.6 

92 

75 

81.5 

60 

53 

88.33 

South 

Central 

— 

— 


— 

— 

— 

404 

255 

63.12 

South 

Eastern 

2385 

1235 

51.8 

2339 

1177 

50-3 

2216 

1216 

54.87 

Western 

1579 

617 

38.4 

2560 

1035 

40.4 

1050 

598 

56.95 

All 

Railways 

6026 

3182 

51.5 

6790 

3483 

51.3 

5080 

3070 

60.43 


614. According to the information furnished to us by the Railways, 
there are also heavy arrears of track renewal on narrow gauge lines and 
speed restrictions have had to be imposed on long stretches. 
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615. We find that the narrow gauge lines are still being worked with 
increasing preponderance of overaged locomotives and rolling stock; there 
are also heavy arrears of track renewal. We consider that to continue to 
work them under these conditions is hazardous. They must, therefore, be 
either closed down or fully rehabilitated. The Government should take 
an early decision in the matter. 

616. Documentation section :—(Recommendation 215—Part I)— 
The Wanchoo Committee reiterated the recommendations made by the 
Kunzru Committee that the documentation section of the RDSO need to 
be adequately expanded and modernised so that the personnel working 
in the RDSO got knowledge of the results of research carried out in dif¬ 
ferent parts of the world. They hoped that the Railway Board would adopt 
a suitable policy speedily. 

617. The Railway Board have stated that the need of strengthening 
the documentation section is recognised. Consequent to the acceptance of 
the recommendation, the RDSO submitted a plan for reorganisation and 
expansion of their documentation and publication section, suggesting the 
creation of gazetted posts, posts of translators, documentation assistants 
etc. Provision of adequate strength of office saff was also envisaged. In 
view of the financial constraints, the Railway Board decided that the reorga¬ 
nisation and expansion scheme should be gradually implemented com¬ 
mencing from April, 1971 and spread over a period of 3 to 4 years. 

618. The RDSO have advised that the documentation and library 
facilities are not adequate to serve the growing needs of the organisation 
in view of tbs pace of development and research in various fields of 
science and technology in recent years. They submitted a scheme for a 
computer based technical information centre which includes provision of 
suitable computer and reprographing facilities with the help of which it 
would be possible to provide services like selective dissemination of infor¬ 
mation, bibliography, current awareness list etc., to facilitate reference by 
research workers. 

619. We note that at present only a skeleton documentation section 
is functioning and expansion of the scheme has been deferred due to finan¬ 
cial stringency. Thus, the recommendation of the Wanchoo Committee re¬ 
mains unimplemented. We feel strongly that the absence of a well-equip¬ 
ped and modern documentation section is a severe handicap to any research 
organisation, more so to the only such institution in the Railways. Econo¬ 
my in this can only hamper the effectiveness of the research organisation 
and hence prove to be self-defeating. 

620. Operations research :—(Recommendations 298, 299_Part II)_ 

The Wanchoo Committee obesrved that it would be useful to make a quan- 
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titative assessment of where and what safety facilities should be provided 
on the various Railways and to what extent safety would be improved by 
doing so. An analysis of data such as the location of accidents, condi¬ 
tions of trains, human and other factors and the facilities provided on 
each of the Railways may yield useful clues as to the relationship between 
the prevention of accidents and the safety facilities required. They stressed 
that greater reliance would in future ’ have to be placed on methods of 
operations research if the ultimate object of the research organisation was 
to maximise efficiency, safety and long-term economy. 

621. The Railway Board have stated that methods of operations re¬ 
search were being pursued by the various Railways and studies in regard 
to quantitative assessment of where and what safety facilities should be 
provided and the extent of improvement in safety achieved thereby was a 
continuing process on the Railways. The value of operations research 
in maximising efficiency, safety and long-term economy was fully recognis¬ 
ed. The RDSO has advised that the principles of operations research are 
adopted for its own work. 

622. We have been advised that, besides the operations research cell 
in the Railway Board, which was set up in 1973, at present there is no 
separate operations, research cell on the Railways or in the production 
units. In fact, operations research cell in the Railway Board is also 
experiencing lack of full participation by the Railways and production units 
in some of the research projects. There are no officers available on the 
Railways to assist the operations research team of the Railway Board in 
Conducting the studies and the possibility of setting up of separate opera¬ 
tions research cells on the Railways is being examined. We have been 
informed that the operations research cell in the Railway Board undertakes 
studies of complex problem areas of railway working which are generally 
of all-India dimensions. Some of the studies made by the operations 
research cell so far relate to utilisation of diesel locomotives on the Eastern 
Railway, simulation studies of Delhi and Jhansi areas, study of production 
scheduling in Diesel Locomotive Works, Varanasi, etc. 

623. It will be seen that the principal objective of operations re¬ 
search studies has so far been to rationalise the methods and procedures of 
working with a view to improving efficiency and effect economy in expen¬ 
diture but no operations research study appears to have been made so far 
in the specific area of improving safety in railway operations. 

624. Thus, it is clear that operations research has not so far been emp¬ 
loyed by the Railways to improve the standard of safety as was envisaged 
by the Wanchoo Committee. This recommendation, therefore, remains un¬ 
implemented. 
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625. We have been advised that some of the areas in which opera¬ 
tions research can be usefully applied are:— 

(i) Analysis of derailment and train parting accidents for arriving 

at the correlation between track characteristics, locomotive 
power, loads and speeds of trains on the one hand and their 
combined impect on accident probabilities on the other, ana¬ 
lysis of the circumstances viz., mix of speed, load, track, etc. 
which cause train partings and/or derailments; 

(ii) Analysis of vulnerable level crossings to pin-point the mix of 
factors such as extent of rail traffic, frequency of road vehicles, 
lay-out of approach roads, etc. which could render one level 
crossing more vulnerable to accidents than the other; and 

(iii) Contribution made by fatigue, lack of adequate experience, re¬ 
flexes response etc. to the occurrence of accidents. 

626. We feel that operations research will be a useful tool to improve 

the standard of safety in train operation and urge the Railway Board to 
take effective steps, in this, direction. The setting up of operations research 
cells on the Railways will be a step in the right direction and should be 
expedited. i 

627. Vehicle dynamics :—/Recommendation 310(i)—Part IT)—The 
Wanchoo Committee observed that, with the increased speeds of rolling 
stock and the introduction of fast non-stop trains, the subject of vehicle 
dynamics had assumed great importance. They considered that research 
on the various aspects of riding quality of rolling stock from the view¬ 
point of safety and comfort as also stress analysis on vehicle structures 
and important components would have to be pursued and, if necessary, 
expanded and suggested that this research must be suitably dovetailed into 
a wide-ranging study of derailments to establish guidelines for designs and 
maintenance practices which were conducive to greater safety. 

628. The Railway Board have stated that this subject is receiving 
continuous attention in the RDSO and in the railway research institutions 
of other countries as well. There is mutual exchange of information and 
data on the subject and design and maintenance practices are based on 
such information. 

629. The RDSO has informed us that track-vehicle interaction studies 
are planned with the help of Track Recording-cum-Research Car, to lay 
down more rational track tolerances and track classification procedures as 
well as to assess the behaviour of vehicles under dynamic conditions. On 
the Indian Railways, the assessment of maximum permissible speed of a 
vehicle, as related to available track structure and maintenance conditions. 
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is m,ade by ‘on line’ tests to determine the stability and riding comfort of 
various types of vehicles on representative track. Based on the results of 
these investigations., tihe vehicle is cleared for general operation at a parti¬ 
cular speed. While this experimental method is accepted all over the 
world as the only reliable method for determining the safe operating speed 
of vehicles, it is not possible to have trials under simulated conditions of 
track-vehicle imperfactions. The RDSO have stated that field studies 
suffer from various drawbacks, for instance:— 

(i) there is lack of flexibility in incorporating different parameters 

in the design and incorporation of modifications on the proto¬ 
type involves considerable time and effort followed by costly 
time-consuming re-tests; 

(ii) on safety considerations, the vehicle cannot be tested upto the 

threshold of derailment on running lines which is necessary 
for arriving at realistic criteria for judging stability and for 
evolving a more comprehensive appreciation of the mechanics 
of derailments; 

(iii) track parameters cannot be varied individually or severally for 

assessing their effect on vehicle riding so as to lay down limit¬ 
ing values for various parameters concerning track; 

(iv) certain phenomena like axle and bogie hunting at high speeds, 

bogie and axle guiding action on curves with and without brak¬ 
ing and traction forces, derailment tendencies of vehicles on 
curves when subjected to coupler loads and dynamic deflections 
of vehicles and natural frequencies cannot be safely simulated 
and studied 1 in actual field trials; and 

(v) with increasing traffic density and non-availability of blocks, ‘on 
line’ tests are costly and time-consuming. 

The RDSO has added that due to the increasing awareness of the 
aforesaid shortcomings in ‘on line’ tests, the Railways in advanced countries 
like U.S.A., Japan, Germany, United Kingdom and France etc. now lay 
strong emphasis on theoretical and laboratory studies. The RDSO consider 
that such an approach has become essential on the Indian Railways also. 
They have, therefore, proposed setting up of a vehicle dynamics test rig as 
a laboratory facility, which would facilitate conducting of comprehensive 
investigations in the field of track-vehicle dynamics. For trials under simu¬ 
lated conditions of track-vehicle imperfections the RDSO has proposed to 
set up a test-track. We understand that neither of the two proposals has 
so far been agreed to by the Railway Board. 
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630. In our view, the setting up of vehicle dynamics test-rig and the 
laying of a test-track are essential to fully evaluate the performance of vari¬ 
ous design concepts to the limi ts of their operating capabilities, under con¬ 
trolled and simulated conditions. We would impress upon the Railway 
Board the need to give priority to the setting up of these facilities at the 
earliest. 

631. Expansion of Research, Designs and Standards Organisation '.— 
(Recommendation 210—Part I and 311—Part II)—The Wanchoo Com¬ 
mittee were of the view that expansion of the RDSO would be necessary 
so that they are able to play the role assigned to them. Besides vehicle 
dynamics which had assumed grejat importance of late and was, therefore, 
a fruitful subject for research, they listed certain other fields like laying, 
dbwn of guidelines for design and maintenance practices conducive to 
greater safety, problems of seizure of roller bearings, development of self- 
propelled ultrasonic rail inspection cars for detection of rail flaws, problem 
of speed on turnouts of varying degrees, etc. in which research was 
necessary. 

632. In their remarks, the Railway Board have advised us that the 
expansion of RDSO hias kept pace with its expanding activities and would 
continue to do so according to the requirements. 

633. In their comments the RDSO has stated that the general ban on 
creation of posts is acting as a constraint in the expansion of RDSO 1 , com¬ 
mensurate with the increased level of developmental activities actually 
undertaken and expansion necessary to enable them to play the assigned 
role. It has been stated that the need for strengthening and bifurcation 
into two independent directorates of the eisting Civil Designs Directorate 
was accepted by the Railway Board as far back as 1972 but has not been 
implemented presumably due to financial constraints. In reply to the 
questionnaire of the Committee the RDSO has also listed the additional 
facilities in various disciplines of railway operation which they consider 
necessary. We attach great importance to the work and development of 
the RDSO'. We propose to go into these aspects further and shall advert 
to it in our subsequent report. 



CHAPTER V 

SUMMARY Of FINDINGS AND RECOMMENDATIONS 

CHAPTER-II—BRIEF STATISTICAL APPRECIATION OF IMPOR¬ 
TANT CATEGORIES OF TRAIN ACCIDENTS DURING THE 
PERIOD 1968-69 TO 17977-78 

1. We find that, after a steady fall in the incidence of total accidents 

to 10.4 per million train kilometres during 1971-72, it sharply rose to 15.2 
in 1972-73 and further to 25.0 in 1974-75. This was followed by a decline 
for two years and then a rise again in 1977-78 when the incidence of total 
accidents per million train kilometres was 20.9 as compared to 18.7 in the 
previous year. This does not reveal a healthy trend. (Para 14) 

2. There was, by and large, a fall in the incidence of important acci¬ 
dents per million train kilometres except for the years 1974-75 and 1975- 
76 during which there was an increase. After some improvement in 1976- 
77, the incidence of important accidents again increased in 1977-78 both 
on the broad and metre gauges. On the narrow gauge, after an abrupt fall 
during 1968-69, the incidence of important accidents per million train 
kilometres steadily rose to 6.10 during 1973-74. This was followed by a 
decline for three years to 4.10 in 1976-77. In 1977-78 there was a signi¬ 
ficant increase in the incident of important accidents to 5.84 per million 
train kilometres. 

(Paras 17 and 18) 

3. On the broad gauge, after a sharp drop in. the incidence of train 
collisions to 0.12 per million train kilometres in 1968-69 as compared to 
0.16 in the previous year, it fluctuated between 0.12 and 0.15 till 1973-74 
when there Was a sharp increase to 0.19. This was followed by a declining 
trend. On the metre gauge also, there has been a general declining trend. 
On the narrow gauge too, the incidence of train collisions has come down 
in recent years. (Paras 21 and 22) 

4.. The incidence of collisions involving passenger trains on the broad 
gauge fluctuated considerably during the last decade. The declining trend 
from 1968-69 to 1972-73 got reversed during 1973-74 and 1974-75 when 
the incidence increased to 0.16 per million train kilometres, thus going 
back to the level obtaining in 1967-68. It then declined for two years to 
0.09 in 1976-77 but again rose to 0.15 in 1977-78. In the case of goods 
trains on the broad gauge, after a general rising trend from 1968-69 to 
1973-74, during which period the incidence increased from 0.11 to 0.22 
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per million train kilometres, there has been a steady decline in the incid¬ 
ence during the last five years and was O.OS during 1977-78. 

I (Paras 23 and 24) 


5. On the metre gauge, the incidence of collisions involving passenger 

trains registered a sharp decline during 1968-69, being 0.05 per million 
passenger train kilometres as compared to 0.15 in the previous year. Dur¬ 
ing 1970-71 the incidence rose to 0.07 and has remained almost static 
thereafter. Collisions of goods trains on the metre gauge have shown a 
general declining trend except for the two intervening years 1974-75 and 
1975-76 when their incidence rose sharply. (Paras 23 and 24) 

6. On the broad gauge, there was a reduction, in the incidence of derail¬ 
ments in 1968-69 as compared to the previous year, after which it has re¬ 
mained almost static. Taking passenger and goods trains separately, we 
find that whale the incidence of derailments of passenger trains has not 
shown much change, there has been considerable decline in the incidence 
of goods train derailments during the 10-war period of our study as com¬ 
pared to the position obtaining in the 5-year period ending 1967-68. 

(Paras 25 and 26) 

7. On the metre gauge, the incidence of derailments of passenger 

trains had: recorded a general decline in the quinquennium 1968-69 to 
1972-73, but during the subsequent 5-year period ending 1977-78 there 
was considerable deterioration in the position and the incidence per million 
passenger train kilometres has gone back to the level obtaining prior to- 
1967-68. In the case of goods trains on the metre gauge, there was a 
sharp drop in. the incidence of derailments during 1968-69 to 4.91 as 
compared to 7.7 in the previous year; it has remained around that level 
since then. (Paras 25 and 26) 

8. There has been, by and large, a downward trend in the incidence 

of accidents at both manned and unmanned level crossings during the 10- 
year period ending 1977-78. Since level crossing accidents account for 
45 per cent of the fatalities in all accidents, the decline in their number is 
a healthy sign. During the 5-year period covered by the Wanchoo Com¬ 
mittee, the average annual number of persons killed and injured in level 
crossing accidents was 45 and 169 respectively. As against that, during 
the 10-year period ending 1977-78 the average annual number of persons 
killed and injured hud gone up to 93 and 229 respectively. This clearly 
.shows that the fall in the incidence of level crossing accidents does not 
mean a reduction in the hazard to human life and limb in these accidents. 
Sinct just less than half of the total deaths in railway accidents are ac¬ 
counted for by level crossing accidents, the gravity of these needs no further 
emphasis. (Paras 27 and 28) 
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9. lliere was a sudden drop in the incidence of fires in trains on both 

the broad and metre gauges during 1970-71 as compared to the previous 
year. This was due to the revision in classification of accidents falling in, 
this category, consequent to implementation of recommendation 324(iii) in 
Part II of the report of the Wanchoo Committee, whereby fires in diesel and 
electric locomotives began to be treated as ‘engine failures’. Thereafter the 
incidence of fires in trains on the broad gauge had increased. However, since 
1974-75 there has been a declining trend. On the metre gauge, the incid¬ 
ence of fires increased during 1975-76 followed by a decline during the next 
two years. (Paras 29 and 30) 

10. Engine failures had recorded a sharp increase in 1972-73 and the 
figures had more than doubled by 1975-76. The increase during 1972-73 
was due to the revised classification of engine failures according to which 
a diesel or electric locomotive is considered to have failed if it causes a 
delay of 30 minutes or more to the train it is hauling (as against the earlier 
figure of 60 minutes or more). After a sharp drop in engine failures during 
1976-77, their number again increased in 1977-78. (Paras 31 and 32) 

11. The declining trend in the number of failures of couplings and 

draft gear which had set in prior to the appointment of the Wanchoo Com¬ 
mittee, continued till 1973-74 after which there has been an upward 
trend. In 1976-77, the number of such, failures rose sharply to 621 as com¬ 
pared to 382 in the previous year. Though their number dropped to 526 
in 1977-78, it is still quite high as compared to the position prevailing prior 
to 1976-77. (Paras 31 and 33) 

12. Failures of other rolling stock such as failures of tyres, axles, 

wheels, brake apparatus, etc. which had been steadily declining till 1973-74- 
had doubled during 1974-75. This was followed by a decline in such fail¬ 
ures during 1975-76 and 1976-77. However, during 1977-78, there was 
an abnormal increase in their number from 300 (in the previous year) to 
1267. This sudden increase is disquieting and calls for investigation and 
action. (Paras 31 and 34) 

13. From the break-up of 1267 failures of other rolling stock during 
1977-78. we find that the Central and South Eastern Railways accounted’ 
for 620 and 615 failures respectively, i.e. 97.5 per cent of the total. While 
surprisingly no such failure was reported on the North Eastern, Northeast 
Frontier and Southern Railways, only 2 such failures were reported on the 
Northern, 9 on the Western, 10. on the Eastern and 11 on the South Central 
Railways. It appears that the figures reported by most of the Railways may 
not be correct and the reporting of such failures and compilation of statistics 
in this regard need to be thoroughly looked into. (Para 34) 
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14. There was a sharp rise in the number of failures of permanent way 
during 1972-73. This was followed by a further jump in 1976-77, the rise 
being mainly due to increase in the number of broken rails. The incidence 
of broken rails per 100 kilometres of running track increased from 0.14 
during 1968-69 to 1.22 during 1976-77. During 1977-78, the incidence 
stood at 0.91. The steep increase in the incidence during the last decade 
is a matter of concern and calls for corrective action. (Paras 31, 35 and 36) 

15. Failures of overhead wires has shown a general decline since 

1973-74. (Paras 31 and 37) 

16. Compilation of separate statistics of failure of signalling apparatus 

commenced only from 1975-76. No trend is discernible during this short 
period except that during 1977-78, there has been an increase in such fail¬ 
ures as compared to the previous two years. (Paras 31 and 37) 

17. The declining trend in the incidence of miscellaneous accidents, 
viz. trains running over obstructions, collisions involving light engines, trol¬ 
lies, derailment of light engines, fires at stations, etc. which had commenced! 
prior to the appointment of the Wanchoo Committee continued till 1971-72. 
This was followed by an increase in the incidence of such accidents during 
1972-73 and 1973-74, after which there has again been a steady decline. 

(Vara 38) 

18. There has been a general declining trend in the incidence of avert¬ 
ed collisions, breach of block rules and disregard of signals by drivers. 

(Paras 39 and 40) 

19. The incidence of passenger train partings per 100 million vehicle 

kilometres has chopped considerably during the last 10 years. During 
1977-78, the incidence was 0.19 as compared to 1.36 during 1968-69. There 
has been a fall in the incidence of train partings on goods trains also, though 
not as marked as in the case of passenger trains. The incidence of goods 
train partings per 100 million wagon kilometres has dropped from 5.45 in 
1968-69 to 3.22 in 1973-74. The incidence had gone up for 2 years dur¬ 
ing 1975-76 and 1976-77; however, during 1977-78 it dropped to 3.88 as 
compared to 4.62 in the previous year. (Paras 41 and 42) 

20. There has been a general decline in the incidence of important 
accidents, miscellaneous accidents and indicative accidents during the 
10-year period from 1968-69 to 1977-78 as compared to the position 
obtaining in the 5 year period from 1963-64 to 1967-68 which was reviewed 
bjy the Wanchoo Committee. (Para 43) 

21. Failures of railway equipment, namely, locomotives, rolling stock, 
permanent way, etc., however, increased substantially during the period 
1968-69 to 1977-78. This demands immediate attention and action. 

(Para 43) 
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22. We find that the years 1974-75 and 1975-76 stand out as two 
significantly bad years as far as accidents are concerned. During these 
years, the incidence of almost all categories of accidents increased sharply. 
This increase has been attributed by the Railway Board mainly to the general 
labour unrest which culminated in the all-India railway strike in May 1974 
and its aftereffects. This clearly brings out the importance of healthy indus¬ 
trial relations on the Railways for safe and efficient operation of trains. 

(Para 43) 

CHAPTER III—SERIOUS ACCIDENTS DURING THE YEARS 
1968-69 to 1977-78—CAUSES AND CONSEQUENCES 

23. During the 10-year period from 1968-69 to 1977-78, there were 

219 serious accidents on the Indian Railways. Out of these, in 218, statu¬ 
tory enquiries were held by officers of the Commission of Railway Safety 
and in one case enquiry was held by a Commission of Inquiry appointed 
under the Commissions of Inquiry Act, 1952. (Para 46) 

24. While serious accidents constituted only 2.3 per cent of the total 
number of important accidents, these accounted for 49.1 per cent of the 
total fatalities, 43.7 per cent of the injuries and 20.7 per cent of the loss 
due to damage to railway property in all categories of important accidents. 

(Paras 47 and 48) 

25. During the period from 1973-74 to 1977-78, there were 114 seri¬ 

ous accidents as compared to 74, 79 and 85 serious accidents during the 
earlier three 5-year periods commencing from 1957-62. There was, thus, 
an increase in the number of serious accidents during the last 5-year period! 
ending 1977-78. During the same period, the incidence of serious acci¬ 
dents per million train kilometres increased to 0.048 from 0.036 in the 
previous two 5-year periods. (Paras 51 and 52) 


26. We find that the incidence of serious accidents which fall in the 

categories of important accidents when taken as a proportion of the total 
number of important accidents, has been continuously rising even though 
die number of important accidents has been falling. This, prima facie, 
indicates that the consequences of important accidents are becoming more 
serious. (Paras 53 and 54) 

27. The number of serious accidents due to failure of drivers regis¬ 
tered an increase of 50 per cent during the periods 1968-69 to 1972-73 
and 1973-74 to 1977-78 over those in the earlier two 5-year periods. 

[Paras 55 and 56(i)] 
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28. Serious accidents due to failure of station staff, which decreased 
considerably during the period 1968-69 to 1972-73, again went up during 
the period 1973-74 to 1977-78 to the level obtaining prior to 1968-69. 

[Paras 55 and 56(ii)] 

29. There was a decrease in the incidence of serious accidents attri¬ 

butable to train wrecking during the period 1973-74 to 1977-78 as com¬ 
pared to the earlier 5-year period. [Paras 55 and 56(iii)] 

30. Accidents at level crossings due to failure of road-users increased! 
sharply during the period 1973-74 to 1977-78 as compared to the position 
obtaining in the earlier three 5-year periods of our review. 

[Paras 55 and 56(iv)] 

31. The incidence of serious accidents due to failure of locomotives 
went up during the period 1973-74 to 1977—78. [Paras 55 and 56(v)J 

32. The incidence of serious accidents due to failure of rolling stock 
has been continuously rising since the period 1963-64 to 1967-68. This 
is a disturbing trend and calls for urgent corrective action. 

[Paras 55 and 56(vi)] 

33. The incidence of serious accidents due to failure of track has also 

increased in recent years. From 3 serious accidents during the 5-year 
period 1963-64 to 1967-68, their number had increased to 5 and 8 during 
the next two 5-year periods. [ Paras 55 and 56|vii)l 

34. There was a substantial increase in the incidence of serious acci¬ 
dents due to fires in trains during the last 10 years. From 3 serious acci¬ 
dents during the period 1963-64 to 1967-68, their number shot up to 10 
during the period 1968-69 to 1972-73 and to 12 during the period 
1973-74 to 1977-78. 

[Paras 55 and 56(viii)] 

35. Miscellaneous causes, namely, faulty, securing of consignments, 

failure of catenary, moving train hit by objects on the 'platform and other 
causes accounted for 14 and 12 serious accidents during the two 5-year 
periods 1968-69 to 1972-73 and 1973-74 to 1977-78 respectively, as 
compared to 12 during the 5-year period 1963-64 to 1967-68 and 7 during 
the period 1957 to 1962. [Paras 55 and 56(ix)] 

36. Failure of railway staff or human element was responsible for the 
largest number of serious accidents. The proportion of accidents attribu- 
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table to human element has remained almost static around 43 per cent 
during the last three 5-year periods. Failure of equipment, i.e., locomo¬ 
tives. rolling stock and track takes the next place after failure of railway 
staff and the proportion of serious accidents due to these causes has steadily 
increased from 7.6 to 18.4 per cent during the last three 5-year periods of 
our review. (Paras 57 and 58) 


CHAPTER IV 

REVIE W OF THE IMPLEMENTATION OF RECOMMENDATIONS 
MADE BY THE WANCHOO COMMITTEE 

THE HUMAN ELEMENT 

37. Although the recommendations of the Wanchoo Committee re¬ 
ferred to in Para 63(i) and (ii) of this report were accepted in principle, 
it has not been possible for the Railways to implement them. The recom¬ 
mendation in Para 63(iii) was not accepted by the Ministry of Railways. 

(Paras 63 to 66 ) 

38. While machinery exists on most of the Railways to promptly re¬ 
dress grievances of staff, the welfare organisation on the South Central 
Railway is inadequately staffed. 

In a huge organisation like the Railways employing about 15 lakhs 
regular employees and 3 lakhs casual labour, grievances are bound to exist, 
especially having regard to the complicated rules and procedures. While 
the observance of staff welfare weeks/fortnights serves limited objectives 
and renders limited help, there is need for gearing up the machinery to 
ensure that stalf representations are expeditiously attended to at all times. 

(Paras 67 to 72) 

39. We find that some Railways are giving training to welfare inspec¬ 

tors while some are not. Personnel management is a specialised subject 
and welfare inspectors should be fully equipped for the same. We re¬ 
commend that persons who are to work as welfare inspectors should be 
given proper training either before or within a specified period of taking 
up duties as welfare inspectors so that they have an idea of the background 
in which they have to function. (Paras 67 and 73) 

40'. The time taken by the Railways for finalising of accident cases 
exceeded in all cases the target laid down by the Railway Board. In res¬ 
pect of cases where minor or major penalties were imposed and also where 
major penalty chargesheets were issued blit minor penalties were imposed, 
the average time taken exceeded the target by a very wide margin. Thus, 
1 R.B.—15. 
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the recommendation made by the Wanchoo Committee remains substan¬ 
tially unimplemented. We would urge the Railway Board to take steps to 
ensure that the causes of delay in finalising accident cases are identified) 
and remedial measures taken to achieve the target laid down by themselves. 

(Paras 75 to 78) 

41. In respect of the Wanchoo Committee’s recommendation that 
senior supervisors should always be consulted in regard to promotions and 
transfers of staff in their charge, we find that the Railways have expressed 
opinions which are divergent from the views of the Railway Board. This 
recommendation of the Wanchoo Committee does not appear to have been 
fully implemented. 

(Paras 79 and 80) 

42. In respect of the recommendation in para 79 (ii) of this report, we 
consider that it would be difficult to evolve scales of pay which do not 
overlap at all. In any case, such a position does not ordinarily obtain in 
any department of the Government or any public sector undertaking. We, 
however, note that, to the extent" the idea behind this recommendation 
could be accepted, action has already been taken within the framework of 
the recommendations of the Third Central Pay Commission. 

(Paras 79, 81 to 83) 

43. Regarding the Wanohoo Committee’s recommendation in para 

79(iii) of this report in respect of upgradation of certain supervisory posts, 
we feel that this has been substantially implemented to the extent it was 
accepted by the Railway Board. (Paras 79 and 84) 

44. As the figures for 1976-77 show, there is no improvement in the 

officer-staff ratio and the position in this regard in the major departments 
concerned with safety of rail travel, namely, Transportation, Civil, 
Mechanical, Electrical and Signal and Telecommunication Engineering has, 
in fact, deteriorated as compared to the position obtaining in 1962-63. 
The Wanchoo Committee’s recommendation, therefore, remains unimple¬ 
mented. We would urge the Railway Board to take urgent action to bring 
about an improvement in the officer-staff ratio. (Paras 85 to 90) 

45. We feel that it is necessary to have a clear definition of the term 

‘supervisor’ before determining the ratio of supervisors to staff. Having 
clearly identified supervisory staff, it would be necessary to take immediate 
Steps to arrive at a rational supervisor-staff ratio and we recommend 
accordiigly. (Paras 85, 91 to 93) 
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46. It has taken almost 8 years for the Railways to finalise the stages 
at which ‘in-service’ psycho-technical tests are to be administered in. the 
case of some operating categories. No decision appears to have been 
taken so far for the application of psycho-technical tests at the time of con¬ 
version training of staff from steam to either diesel or electric traction. We 
would urge the Railway Board that the decisions now taken for ‘in-service’ 
application of psycho-technical tests to certain categories of staff should be 
implemented without further delay. It is also necessary that the stages for 
‘in-service’ psycho-technical testing in the case of remaining categories of 
staff, directly connected with the safe running of trains, are also prescribed 
at the earliest. (Paras 94 to 100) 


47. We find that, even though the Railway Board had agreed in prin¬ 

ciple to widen the scope of activities of the Psycho-technical Cell, not much 
progress has been made in this direction due to inadequacy of staff. Thus, 
the Wanchoo Committee’s recommendation for extending the scope of 
labour science research on the Indian Railways remains substantially 
unimplemented. (Paras 101 to 106) 

48. In the light of the views of the Ministry of Home Affairs, the 
Railway Board did not consider it advisable to proceed with the proposed 
legislation of debarring prosecution of railway staff without sanction of the 
competent railway authority. In some States, theTe are rules which pro¬ 
vide for sanction to be obtained at an appreciably higher level in the police 
hierarchy before prosecution is launched. This was meant to avoid capri¬ 
cious prosecution of staff. Having regard to the views expressed by the 
Ministry of Home Affairs and the State Governments, we feel that there 
is no necessity to pursue this recommendation further. (Paras 107 to 111) 

TRAINING OF STAFF 

49. We find that though the recommendation of the Wanchoo Com¬ 
mittee for setting up centres of training for electrical signal maintainers has 
been substantially implemented, there are deficiencies in the facilities for 
training in schools/centres on some Railways, especially in respect of 
models of sopihisticiated signalling equipment. We would urge the Railway 
Board to ensure that the Railway Administrations provide these facilities 
in schools for training of signal maintainers as early as possible. 

(Paras 113 to 116) 

50. The Wanchoo Committee’s recommendation referred to in para 
117 of this report regarding recruitment training and grades of signalling 
staff, has been substantially implemented. The Railway Board should tak& 
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steps to see that their directive in this regard is implemented on the North 
Eastern Railway as well. (Paras 117 to 119) 

51. Training facilities for panel operators are still to be developed on 
some of the Railways. This recommendation has, therefore, been only 
'partially implemented. We would urge the Railway Administrations to 
create the necessary facilities for training of panel operators without further 
delay. (Paras 120 to 123) 


52. We find that though the planning for setting up a centralised training 

school for electric supervisory staff commenced in 1971-72, not much pro 
gress has been made in the construction of the school building; only part of 
the hostel accommodation has been completed and laboratory equipment, 
models, etc., have still to be procured. Thus, the progress of setting up ot 
this school has been extremely poor. We feel that proper training of elec¬ 
tric supervisory staff cannot be ensured in the absence of a centralised 
training school with necessary laboratory equipment, models, etc. Thus, 
imparting of basic training to electric supervisory staff, envisaged by the 
Wanchoo Committee, remains unfulfilled. The matter will not brook any 
further delay and we would urge the Railway Board to ensure the provi¬ 
sion of a properly equipped centralised training school with a sense of 
urgency. (Paras 124 to 126) 

53. The Wanchoo Committee’s recommendation for setting up schools 
for training artisan staff employed in the maintenance of general electric 
and train lighting services, has been substantially implemented. The 
Eastern and Southern Railways should take urgent steps to set up their 
own training centres for artisan staff for electric traction. 

(Paras 124, 127 and 128) 

54- We find that there is no uniformity in the minimum educational 
qualifications prescribed for selecting staff from the steam side for con¬ 
version training in diesel and electric traction. The staff who are being 
given conversion training range from illiterates to matriculates. Thus, the 
recommendation that staff should have adequate education and technical 
background remains unimplemented on most Railways. We agree that the 
staff utilised for operating diesel and electric locomotives should possess 
the necessary skill and aptitude and a minimum level of education for 
acquiring jol proficiency of a reasonable standard. (Paras 129 to 136) 

55. Facilities for conversion training of driving staff from steam side to 
diesel/electric side have been by and large, developed on all the Railways- 

(Paras 129 and 137) 
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56. The Railway Board had not accepted the recommendation regard¬ 
ing simulation training of drivers. The Railways have also not adopted 
simulation training in its accepted concept, though some form of rudimen¬ 
tary simulation training is in vogue on some of the Railways. 

(Paras 129, 138 to 140) 

57. We are constrained to note that no progress has been made in the 
setting up of a centralised training centre for training of staff for mechanised 
inspection and maintenance of track, even after a lapse of 10 years, and 
this recommendation of the Wanchoo Committee remains unimplemented. 
We would urge the Railway Board to take expeditious steps for the setting 
up of such a centralised training school at the earliest. (Paras 141 to 144) 

58. There has been a steady fall in the percentage of steam engine 
failures due to mis-management by engine crew on the broad and metre 
gauges. From the performance of individual Railways, however, we find 
that in the case of broad gauge on the Northeast Frontier, South Eastern 
and Western Railways and metre gauge on the Central Railway, there was 
an increase in engine failures due to mismanagement by engine crew during 
1977-78, as compared to the previous year. These Railway Administra¬ 
tions should tala- effective steps to reverse this trend. 

(Paras 145 to 148) 

59. We find that the available training capacity is grossly under-utilised. 

This recommendation, therefore, remains unimplemented. We feel that the 
factors which militate against full utilisation of the training capacity have 
been known for a very long time but remedial action is still wanting. Viewed 
against the background of heavy arrears of refresher training to be over¬ 
taken, the present position is totally indefensible. The Railway Board 
should take effective steps in this direction and ensure full utilisation of the 
training capacity. (Paras 149 to 154) 

60. The Railways have attributed the backlog in refresher training to 

inadequacy of trainee reserve posts, failure to nominate staff for tarining, 
failure to make relief arrangements in time, nominated staff reporting sick 
etc. We cannot understand why the Railways are still feeling the shortage 
of trainee reserve posts when the Railway Board have categorically informed 
us that this need has already been adequately provided for. All these 
factors are well within the control of the Railways and should not have 
been put forward as an alibi. (Paras 155 to 158) 

OTHER STAFF MATTERS 

61. We find that no clear definition of who should be treated as essen¬ 
tial staff for the purpose of allotment of houses has so far been laid down. 
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by the Railway Board and uniformity in the criteria for so classifying the 
staff is still missing. 

(Paras 160 to 162) 

62. It will be seen that the annual rate of construction of staff quarters 
has been falling continuously since 1965-66. As a result of this, the per¬ 
centage of staff housed, which had increased to 37.81 in 1968-69 as com¬ 
pared to 34.81 in 1955-56, has marginally declined in recent years and 
stood at 37.14 in 1977-78. We feel that Parliament having approved 
charging of the cos/t of construction of staff quarters, to Capital and to divi¬ 
dend being payable only on such Capital if the Railways have surplus after 
discharging all other liabilities, there should have been an increase in the 
number of staff quarters constructed. We hope that necessary steps in this 
direction will now be taken by the Railway Board. (Paras 163 to 168). 

63. We find that the Wanchoo Committee’s recommendation regarding 
proper job analysis of the work of signal maintained and their rostering in 
8/12 hour shifts, as may be necessary, hias not been implemented on all 
the Railways. A permanent solution to the problem of attending to failures 
during night has also not been possible on some Railways. We would urge 
the Railway Administrations to look into this for early implementation. 

(Paras 170 to 174) 
«■ 

64. We are happy to note that in the case of hours of running duty of 
drivers grade ‘A’ and ‘B’, working mail, express and passenger trains, there 
has been a marked improvement and there were only stray cases of running 
duty exceeding 10 hours on a few Railways. 

The incidence of running duty of more than 10 hours at a stretch in 
the case of drivers grade ‘C’ working goods trains is high and ranges bet¬ 
ween 14.0 per cent on the Southern Railway to 34.0 per cent on the North 
Eastern Railway. In comparison to the position obtaining in 1967-68, 
the incidence of trips with running duty exceeding 12 hours at a stretch 
has gone up on the Central and North Eastern Railways. The incidence 
of trips with more than 14 hours running duty when taken as a percentage 
of the total number of trips by goods train drivers were 8.8, 3.1, 7-8, 1.5, 
5.8 and 1.9 on the Central, Eastern, North Eastern, Southern, South Cen¬ 
tral and Western Railways respectively. Trips of more than 20 hours 
running duty at a stretch accounted for 1,0, 1.1 and 0.9 per cent of the 
total number of trips on the Central, North Eastern and South Central 
Railways. We find that the recommendation made by the Wanchoo Com¬ 
mittee and accepted by the Railway Board still remains to be implemented 
in the case of drivers grade ‘C’ working goods trains on all the Railways. 
It is unfortunate that in a matter which has such a direct bearing on safety, 
the action taken so far has been tardy. (Paras 175 to 179) 

65. We feel constrained to say that much remains to be done in the 
matter of upkeep of running rooms. Tn view of the introduction of new 
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trains, changes in the pattern of train services and general improvement 
in the standard of living of the people, we feel that the assessment of 
accommodation, amenities and facilities to be provided in and mainte¬ 
nance of running rooms has to be a continuing process so that running 
staff directly connected with safety of train operation should have ade¬ 
quate rest in modestly furnished, clean and sanitary rooms. 

(Paras 180 to 184) 

66. Shortages of staff* in the categories of station masters, assistant 

station masters, switchmen and cabinmen had increased on all the Rail¬ 
ways in 1977-78 as compared to the position in 1967-68. In the case 
of most other safety categories of staff also, shortages have increased on 
majority of the Railways. We are unable to accept the claim made by 
the Railway Board that the position in respect of shortages of staff has 
improved to a great extent. Thus, the recommendation of the Wanchoo 
Committee remains unimplemented for most categories of staff on the 
Railways. The need to wipe out the shortages cannot be over-emphasised, 
and we would urge the Railway Board to take effective measures in this 
regard. (Paras 185 to 189) 

67. From the information furnished by the Central and Western Rail¬ 

ways, we find that the incidence of overtime working persists to a signifi¬ 
cant extent even in the case of safety categories to staff. The Railway 
Board should take effective steps to bring down overtime working to the 
minimum in the case of categories of staff connected with safety of train 
operations (Paras 190 to 194) 

68. The present level of leave reserves which the Railways have been 
permitted to operate in various categories has been found inadequate and 
this recommendation of the Wanchoo Committee remains unimplemented. 

(Paras 195 to 199) 

69. There has, so far, been no reduction in the time taken for finalising 
the recruitment to different categories of staff; on the contrary, the time 
actually taken in some cases has been much in excess of the target. 

(Paras 200 to 206) 

70. We find that guidelines for the jurisdiction of permanent way 

inspectors were issued before the introduction of high-speed trains on the 
Indian Railways. The last decade has seen considerable changes in track 
structure, methods of track maintenance and inspection. In view of these 
developments, it would be necessary to review the jurisdiction of perma¬ 
nent way inspectors, (Paras 207 to 209) 
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71. We feel that having lad down a yardstick for determining the 
strength of signal and telecommunication inspectors, the Railway Board 
must take urgent steps to implement it within the shortest possible time. 

(Paras 207 and 210) 

72. It is necessary that the guidelines laid down for the strength of 

carriage and wagon inspectors are implemented without insisting on 
matching surrenders. (Paras 207 and 211) 

73. The Railway Board felt that it was not opportune to issue a 
uniform yardstick for determining the strength of loco inspectors due to 
wide variations from railway to railway. We do not consider this as suffi¬ 
cient reason for not laying down a yardstick for loco inspectors. 

(Paras 207 and 212) 


Permanent Way 

74. The recommendation of the Wanchoo Committee for providing 
60 kg/m rails on sections were the density of traffic may not have reached 
20 gross million tonnes but may be rapidly increasing, had not been ac¬ 
cepted by the Railway Board. Some of the Railways have informed us 
that even though minimum track standards for trunk routes and main lines 
have been laid down, there are sections carrying a large number of high¬ 
speed trains where the track structure remains below the stipulated stan¬ 
dard. It is necessary that the track structure is brought up to the stipula¬ 
ted standard at the earliest. (Paras 216 to 220) 

75- We are happy to note that considerable progress in the laying of 
long/continuous welded rails has been made on the Central and Northern 
Railways. On the Southern and South Central Railways, the progress in 
this respect has not been commensurate with their track kilometrage and 
would need to be accelerated. The South Eastern, North Eastern and 
Northeast Frontier Railways have a relatively larger proportion of fish- 
plated track and we would urge these Railways to take effective steps for 
the welding of rails expeditiously. (Paras 221 to 224). 

76. Railways’ requirement of wooden sleepers during the 5-year period 
ending 1977-78 was met to the extent of only 41 and 50 per cent on the 
broad and metre gauges respectively. It is quite clear that the supply 
position of wooden sleepers has not at all been satisfactory. The forecast 
for their supply in the future also does not appear to be encouraging due 
to dwindling forest resources. Having regard to these considerations, the 
Railways will have to rely more and more on other types of sleepers and 
alternative means like axle counters for track circuiting etc. 

(Paras 225 to 228) 
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77. We are constrained to note that the average annual progress of 
laying concrete sleepers during the period 1973—78 had been only 52 
kilometres which was 5 per cent of the length of primary sleeper renewals 
done on the Railways during the said period. The supply of concrete 
sleepers has not built up during the last decade as was envisaged by the 
Wanchoo Committee and their recommendation in this regard, therefore, 
remains substantially unimplemented. (Paras 229 to 232) 


78. The Wanchoo Committee had envisaged the use of concrete slee¬ 

pers as an alternative to wooden sleepers for track circuiting. There has, 
however, been very little progress in the use of concrete sleepers in track 
circuiting. We note that due to unsatisfactory electrical resistance of the 
present designs of concrete sleepers, their use in track circuiting works has 
been permitted with reservations. Having regard to the fact that the 
Ministry of Railways are committed to the provision of track circuiting on 
a programmed basis and noting that not enough wooden sleepers would 

be available, we feel that unless greater efforts are made in regard to the 

procurement of concrete sleepers, it is unlikely that any significant progress 
can be made in future. For this purpose, it is also necessary to develop 
concrete sleepers which can be used for track circuiting without any rest¬ 
rictions or reservations. v (Paras 233-234). 

79. We find that recommendation of the Wanchoo Committee for 

providing guard rails and walkways on girder bridges has not been fully 

implemented on all the Railways. We hope that the Railway Board will 
ensure that all girder bridges, on all the Railways, are provided with guard 
rails and walkways, without exception, within a short period- 

(Paras 235—237) 

80. We find that deficiencies still remain in the maintenance and equip¬ 

ment of level crossings and in the training of gatemen in safety procedures. 
Tn view of the heavy toll of life and limb that accidents at level crossings 
take, their proper maintenance and training of gatemen in the protection 
of rail and road traffic cannot be over-emphasised. It is important, 
therefore, that the Railway Administrations give higher priority to remedy¬ 
ing this situation. ' (Paras 238—241) 

81. With reference to Wanchoo Committee’s recommendation referred 

to in para 242 of this report, nothing appears to have been stipulated 
regarding the periodicity at which the ballast diagram should be revised. 
In effect, -this recommendation of the Wanchoo Committee does not seem 
to have been accepted by the Railway Board and the earlier practice on the 
Railways continues. (Paras 242-243) 
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82. We are in agreement with the Railway Board that no specific per¬ 

centage of clean ballast for undertaking complete reballasting need be 
laid down. Maintenance recoupment of ballast is a continuing process 
for the proper upkeep of track and such recoupment should be done on 
the basis of actual requirements- (Paras 244-245) 

83. During the 5-years period ending 1977-78, the total quantity of 

ballast procured by all Railways averaged 2.68 million cubic metres per 
annum. * Some portion of the total quantity of ballast so procured must have 
been used on works of track renewals and increasing ballast cushion. 
Therefore, there is no doubt that the quantity of ballast used for recoup¬ 
ment has considerably fallen short of the Railway Board’s own assessment 
of 2.8 million cubic metres per annum. We find that some Railways 
have shortfall while others have none. It is surprising that the informa¬ 
tion given by the Railways does not corroborate the conclusions of the 
Railway Board that adequate quantity of ballast is being procured for 
Recoupment. We also do not consider as adequate the reasons given by 
some of the Railways for not carrying out an important work on which 
depends the effectiveness of track maintenance and health of the track. 
This recommendation of the Wanchoo Committee, therefore, has not been 
fully implemented. The Railway Board should take urgent steps to see 
th|at the procurement of ballast is increased to meet fully the requirements 
for normal recoupment. (Paras 246—248) 

84. The Wanchoo Committee had expressed the hope that the Rail¬ 

ways will step up the pace of track renewals and bring down the blacklog. 
Not only has this hope been belied, but the position has deteriorated con¬ 
siderably and its ill-effects are becoming apparent from the rising incidence 
of rail breakages and imposition of speed restrictions on increasing 
lengths of track. We view this matter with great concern and would! 
strongly recommend that no efforts should be spared in solving this problem 
in all its aspects. It is disconcerting to note that against Railway Board 
own estimate of requirements of funds for track renewals of Rs. 560 crores 
during the quinquennium 1978—83, only Rs. 350 crores are stated to have 
been tentatively earmarked for this purpose. We understand that this 
matter has also been taken up by the Railway Board with the Planning 
Commission. We do hope that the Railways’s full requirements of funds 
for track renewals in the coming years will he made available so that the 
arrears are wiped out at the earliest. (Paras 249—257) 

85- Two branch lines which are owned by private companies and are 
worked by the Northeast Frontier Railways, i.e. Chaparmukh-Silighat 
(83.67 kilometres) and Kataghal-Lalaghat (38.10 kilometres) are being 
maintained with great difficulty at a restricted speed of 25 kmph and 15 
kmph respectively, due to overdue track renewals, as the concerned com¬ 
pany is not willing to share the cost of replacement. Since this is an 
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important matter concerning the safety of train operation, we would like 
to impress upon the Railway Board the need to take special steps to com¬ 
plete track renewals on the above-mentioned lines on an urgent basis. 

(Para 258) 

86. While the Wanchoo Committee had suggested reduction in the 

percentage of unserviceable sleepers to the barest minimum, we find that a 
significant length of track continues to have more than 20 per cent unser¬ 
viceable sleepers. This recommendation has, therefore, not been imple¬ 
mented. (Paras 259 and 260) 

87. Against 1247 bridges treated as distressed at the time of the 
Wanchoo Committee, the number over a period of 10 years has increased 1 
to 3553. The sharp increase in the number of distressed bridges is dis¬ 
quieting. A special programme designed to complete the rehabilitation 
of these bridges within a specified time is, therefore, called for. 

(Par;as 261—264) 

88. A uniform concept of what a ‘distressed bridge’ implies is still 

lacking. We consider that, for a correct appreciation of the magnitude 
of the problem of rehabilitation of distressed bridges, a definition of the 
term ‘distressed bridge’ is called for. (Para 265) 

89. We find that the evolution of a rational formula for determining 

the gang strength has been considerably delayed and the Wanchoo Com¬ 
mittee’s recommendation remains unimplemented. The Railway Board 
should direct the Gang Strength Committee to submit its recommendations 
expeditiously and finalise the issue speedly. (Paras 266—268) 

90. We find that the recommendation of the Wanchoo Committee for 

making available one curve corrector on each division is still to be imple¬ 
mented- The usefulness of the curve corrector having been proved in 
field trials, we consider that the Railway Board should take steps to ex¬ 
pedite its development and make them available on each division of the 
Railway. (Paras 269—272) 

91. Though annual testing of track by ultrasonic means has not been 

introduced on all tracks as recommended by the Wanchoo Committee, subs¬ 
tantial progress in this direction has been made. Due to the increasing 
arrears in track renewals and rise in the incidence of rail breakages, we 
consider ultrasonic testing an essential and effective means of ensuring 
safety and efficiency of train operation. We hope that with the receipt 
of additional rail flaw detectors, not only will the periodicity of testing be 
increased, but increasing length of track will be covered by ultrasonic 
testing. (Paras 273—277) 
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92. During the 5 years period from 1973-74 to 1977-78, the number 

of rail fractures on running lines of Indian Railways had almost doubled, 
compared to those during the period 1963-64 to 1967-68. Except on the 
Bastiem, North Eastern and Southern Railways, the number of rail frac¬ 
tures has increased on all the other Railways. The increase on the Northe¬ 
rn, Northeast Frontier, South Central and South Eastern Railways is dis¬ 
quieting. Each rail fracture in the running lines is a potential hazard to 

the safety of trains. We would, therefore, urge the Railway Board and the 

Railway Administrations to take effective steps so that fiaws in rails are 

detected in time and the defective rails are removed from track before these 

develop into fractures. (Paras 278-279) 

93. We find that there is a wide disparity in the number of ‘broken 

rails’ as given in the accident statistics published annually by the Railway 
Board and the number of rail fractures on running lines as advised to us 
by the Railways. It would appear as if all fractures occurring on run¬ 
ning lines on the Indian Railways are not being reported as accidents. The 
Railways Board and the Railway Administrations should look into this 
discrepancy in reporting and compilation of accident statistics and take 
necessary corrective action. (Para 280) 

94. We note that from 18 tie-tamping machines in 1968, their number 

increased to 50 in 1978- Mechanised maintenance has been extended to 
cover 5000 kilometres of track on trunk routes and main lines of all except 
the North Eastern and Northeast Frontier Railways. We commend the 
progress so far made in mechanisation of track maintenance and hope that 
the same would be maintained. (Paras 281—283) 

95. The position regarding traffic blocks for the mechanised maintenance 

of track leaves much to be desired and the Wanchoo Committee’s recom¬ 
mendation has not been fully implemented. It has been admitted by the 
Railway Board as well as the Railway Administrations, that for various 
reasons, it has not been possible to give adequate traffic blocks required 
for working of on-track tie-tamping machines. It is inevitable that, in the 
circumstances, maintenance will suffer and the cumulative effects of this 
over a period of time will have a vital bearing on safety. The position will 
get further aggravated with increased use of concrete sleepers. The need for 
granting regular traffic blocks of sufficient duration on day-to-day basis’ can¬ 
not, therefore, be over-emphasised. Ways and means to arrange this must 
be found. (Paras 284—288) 

96. We are happy to note that between 1970-71 to 1977-78, the length 
of track monitored by track recording cars on the broad gauge had in¬ 
creased nearly two-fold from 39.577 to 74,748 track kilometres and on 
the metre gauge from 2730 to 8000 track kilometres. We hope that this 
progress will be maintained and increasing length of track would be brought 
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within the scope of monitoring by track, recording cars. 

(Paras 289—291) 

97. We agree with the views of the RDSO and the Railway Board 
that no useful purpose would be served by equipping each division of the 
Railways with a Hallade track recorder. (Paras 292—295) 

98. The stand now taken by the Railway Board that the custody of 
stores is an inseparable part of the duties of permanent way and signal 
inspectors and that they cannot be divested of this responsibility is a rever¬ 
sal of their stand on the recommendations made by the Ktinzru Committee 
in 1962. In view of the fact that this matter had engaged the attention 
of three high-level Railway Accident Enquiry Committees, i.e. the 
Shahnawaz Committee—1954, the Kunzru Committee—1962, and the 
Wanchoo Committee—1968, we feel that such an important issue should 
not have been decided only on the basis of the views of the Pay Commis¬ 
sion. Thus, the Wanchoo Committee’s recommendation remains unimple¬ 
mented. 

(Paras 296—299.) 

Level Crossings 

99. We find that the recommendation of the Wanchoo Committee, 
that some norms should be fixed for deciding whether a particular unman¬ 
ned level crossing should be manned and whether a manned level crossing 
requires upgrading, has not been implemented. The need for laying down 
appropriate norms for manning of unmanned level crossings and upgrading 
of manned level crossings cannot be over-emphasised. Considerable 
delay in this regard has already taken place and norms should be laid down 
as recommended by the Wanchoo Committee, without further delay. 

(Paras 306 to 310) 

100. The recommendation of the Wanchoo Committee that in no case 

should a gate remain with only one man on duty all the 24 hours has been 
substantially implemented. (Paras 311 to 315) 

101. The overall utilisation of the 90 per cent and 10 per cent of the 
Railway Safety Works Fund upto March 1979 had been only 42.6 per cent 
and 55.7 per cent respectively. 90 per cent Railway Safety Works Fund 
of the share of West Bengal remains unutilised since 1966. In Uttar 
Pradesh, Madhya Pradesh and Bihar also, despite a substantial net-work 
of the railway system the utilisation of this fund has been poor. Provision 
of road over-bridges and under-bridges and manning or upgrading of level 
crossings will undoubtedly improve the safety of "rail and road traffic at 
level crossings. Non-utilisation of the aforesaid fund defeats the very 
pui poses for which this fund has been set up. In our opinion there ap¬ 
pears to be need for more persistent efforts on the part of the State Govern¬ 
ments and the Railways to utilise the 90 percent Railway Safety works 
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Fund in the shortest possible time. Utilisation of the 10 per cent Railway 
Safety Works Fluid depends primarily on the Railways themselves. The 
Railway Board should ensure that each Railway plans for a sufficient 
number of works of manning of unmanned level crossings and upgrading 
of manned level crossings in their annual Works Programme for full 
utilisation of the 10 per cent Railway Safety Works Fund. 

(Paras 316 to 321) 

102- The Wanchoo Committee had recommended provision of tele¬ 
phone communication at all mid-section manned level crossing. The Railway 
Board had issued instructions for provision of telephone facilities at all 
Special, ‘A’ and ‘B’ Class level crossings and only such of the ‘C’ Class 
manned level crossings on Rajdhani routes as are in the block section and 
are normally kept open to road traffic. According to the information 
furnished to us by the Railway Board, all Special Class level crossings have 
been provided with this facility. The information from the Railways, 
however, shows that 24 Special Class level crossings are yet to be provided 
with telephone communication, and a substantial number of ’A’ and ‘B’ 
Class level crossings 'have not been provided with this facility so far. 
Thus, this recommendation still remains to be fully implemented. The 
Railway Board should complete this long outstanding work at all mid¬ 
section manned level crossings on a time-bound programme. 

(Paras 322 to 326) 

103. Implementation of the Wanchoo Committee’s recommen¬ 

dation regarding provision of lifting barriers at all important level crossings 
has necessarily to be phased- We would urge the Railway Administra¬ 
tions to take up this work on a time-bound basis, giving priority to impor¬ 
tant level crossings. (Paras 327 to 331) 

104. The first trial with automatic half-barriers which was carried out 

at Unnao on the Northern Railway in September, 1972, was found to be 
satisfactory. No further trials could, however, be carried out due to 
considerable difference of opinion and reluctance on the part of the Rail¬ 
ways. The police authorities have also not favoured such trials in metro¬ 
politan areas. (Paras 332 to 337) 

105. Since 1968-69, 637 level crossings have beep interlocked with 
signals on all the Railways. Implementation of this recommendation 
covering increasing number of level crossings, is necessarily a continuous 
process. However, we find that some level crossings on the suburban 
sections of the Eastern and South Eastern Railways still remain to be 
interlocked. On the Eastern Railway, 23 ‘B’ Class level crossings, where 
the track is on a curve, also remain to be interlocked with signals. We 
would urge these Railway Administrations to complete the work of inter¬ 
locking of gates with signals at the above noted level crossings on priority. 

. (Paras 342 to 344) 

*t!i • i 
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Signalling and Interlocking 

106. Good progress in the provision of colour light signalling has been 
made and the number of stations provided with colour light signalling has 
increased from 331 in 1968-69 to 1007 in 1977-78- The implementation 
of this recommendation is a continuous process and we hope that this 
progress will be maintained and even improved. (Paras 347 to 351) 

107. Although the Railway Board had accepted the recommendation 

of the Wanchoo Committee regarding electric lighting of semaphore sig¬ 
nals and trials on some Railways had shown satisfactory results and proven 
the effectiveness of this measure for improved lighting and visibility of 
signals, the progress made in the last eight years has been unduly slow. 
The Railway Board should take steps to complete this work on a time- 
bound basis. (Paras 352 to 357). 

108. Multiple-aspect signalling still remains to be provided at 12.5 
per cent of the stations on the broad and metre gauge trunk routes and 65 
per cent of the stations on the main lines of both gauges. Although the 
implementation of the Wanchoo Committee’s recommendation in this res¬ 
pect has necessarily to be phased, we would urge the Railway Board to 
take up the provision of multiple-aspect signalling at the remaining stations 
on trunk routes and main lines as early as possible. 

(Paras 358 to 362) 

109. There has been no significant progress in the implementation 
of the Wanchoo Committee’s recommendation regarding separation of War¬ 
ner signals in the rear of outer signals. The separation of the warner signal 
from the outer signal has a very important bearing on safety. The recom¬ 
mendation of the Wanchoo Committee having been accepted, should be 
implemented with a greater sense of urgency. 

(Para 363) 

110. We understand that there still remain considerable deficiencies 
in the visibility distance for the first stop signal provided in 2-aspect signal¬ 
ling as well as in the inter-signal distances in 2-aspect and multiple-aspect 
signalling and these do not conform to the emeregncy braking distances as; 
determined by trials. (Paras 364 to 369) 


111. We find that except for the high-speed routes, the question of 
resiting of signals on the basis of the results of braking distance trials on 
the remaining sections does not appear to have been taken up so far. Inter¬ 
signal distances have considerable bearing on safe running of trains and 
the need to resite signals on the basis of braking distances cannot be over- 
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emphasized. We understand that this matter along with other inter-related 
issues is presently under the consideration of the Railway Board, which 
should take a very early decision and ensure its speedy implementation. 

(Paras 364 to 370) 

112. It is a matter of serious concern that the implementation of the 
Wanchoo Committee's recommendation for providing suitable reflective 
material, like scotchlite, on sighting boards having a direct bearing on 
safety of train operation has been considerably delayed on the ground of 
lack of foreign exchange. We feel that there has been a lack of sense of 
purpose and urgency when the one alternative which was being developed 
indigenously has been found unsatisfactory in performance. Considering 
that the requirement of foreign exchange for import of this material can¬ 
not be very large and that scotchlite reflective material is being used ex¬ 
tensively by other Government departments and public sector undertakings 
in the country, e.g. roadways, airlines, etc. as also the relatively easier 
availability of foreign exchange, there is no reason why this should not 
be imported by the Railways also, even at this stage. 

(Paras 372 to 374) 

113. Compared to the average of 76 stations per year provided with 
track circuiting during the 5-year period 1963-64 to 1967-68, 139 stations 
per year on an average, were track circuited during the 10-year period 
from 1968-69 to 1977-78. During 1977-78 track circuiting was completed 
at 162 stations. This progress is commendable. 

(Paras 375 to 378) 

114. Besides 329 broad gauge and 98 metre gauge stations on the 
trunk routes and ‘important' main lines where track circuiting work is still 
to be programmed, there remain another 169 broad gauge and 702 metre 
gauge stations on other main lines where no plans 'for track circuiting havei 
been made so tar. Thus, even the completion of track circuiting of run- 
through lines on trunk routes and main lines is not yet in sight. Early 
action should oe taken to get this work done on a time-bound basis. 

(Paras 375 to 380) 

115. In respect of track circuiting of all passenger lines at wayside 
stations, it has not been possible to make much headway due to non-avail¬ 
ability of wooden sleepers nor are axle counters available in adequate 
numbers instead. There has been very little progresss in the use of con¬ 
crete sleepers in track circuiting works. Due to the unsatisfactory supply 
position of wooden sleepers, it is necessary that alternatives like suitable 
concrete sleepers and axle counters are made available in the required 
numbers for completing the works of track circuiting and detection facili¬ 
ties at all stations where these are considered necessary. (Paras 381 to 389) 
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116. We find that the Railway Board are still going ahead with track 
circuiting between fouling marks despite the clear recommendation of 
the Wanchoo Committee that this should be done between the block clear¬ 
ance points. 

(Paras 384 to 388) 

117. Very little progress has been made in the provision of Automa¬ 
tic Warning and Stop System (AWS) even on the rstricted scope accepted 
by the Railway Board. Out of 2,780 route kilometres programmed on 
trunk routes with speeds of 120 kmph and over and 1,128 route kilometres 
on suburban sections in Calcutta, Bombay and Madras areas, AWS has 
been provided only on 248 and 94 kilometres respectively. The poor pro¬ 
gress in the last 15 years has been due to reluctance to import the equipment 
and to excessive time taken for its indigenous development and manufac¬ 
ture of the AWS equipment. We consider that the Railway Board should 
take steps to fulfil atleast their diluted commitment of providing AWS on 
trunk routes and suburban sections at the earliest. In doing so, it will no 
doubt take full advantage of the available sources of supply in the country 
and undertake imports if necessary, so as to complete speedily this important 
safety measure. It is also necessary that a programme should be drawn up 
for extending AWS on all trunk routes with speeds of 100 kmph and above, 
covering all passenger and goods trains. 

(Paras 389 to 392) 

118. Wc note that very little progress has been made in research 
and development in the field of cab signalling in the last decade and a 
half after the recommendation was first made by the Kunzru Committee. 
Technology in this sphere is continuously advancing and several systems 
are in use in foreign countries. The Indian Railways should take advantage 
of these developments and evolve a suitable system for use under Indian 
conditions. 

(Paras 393 to 395) 

119. As regards time blocks for maintenance of signalling equipment, 
the Railway Board did not accept the Wanchoo Committee’s recommenda¬ 
tion for making provision of fixed time blocks in the time table nor have 
they offered any solution to this vexing problem which has'serious reper¬ 
cussions on safety. 

(Paras 396 to 398) 

120. The strength of officers and inspectors in the signal and tele¬ 
communication department on most Railways is not commensurate with 
the existing workload. It is surprising that even after deficiencies in this 
respect had been brought out in the study undertaken by the Efficiency 
Bureau and accepted by the Railway Board, the Railways have been asked 
1 R.B.—16. 



242 


to rationalise the workload on the basis of the existing strength. It is dis¬ 
quieting that for the new equipment also, posts are not being provided as per 
the yardstick. Intensification of inspections apart, it would appear that 
even the extant schedules of inspection are not feasible due to inadequate 
strength of officers and inspectors. This is serious matter to which we 
would draw the attention of the Railway Board and urge that immediate 
6teps should be taken to rectify the situation and ensure that meaningful 
inspections by officers and inspectors of the signal and telecommunication 
department are carried out. We consider that any economy in this regard 
would be misconceived. 

(Paras 399 to 406) 

121. We find that 65 stations on the broad and metre gauges still 
remain to be interlocked. We are of the opinion that even in the case of 
stations on river ghats or stations on sections worked under ‘one engine 
only’ system, the possibility of a derailment at the points is not precluded 
if the stations are interlocked. We, therefore, reiterate what the Kunzru 
and Wanchoo Committees had suggested, namely that rudimentary interlock, 
ing should be provided at all stations on the broad and metre gauges. 

(Paras 407 to 411) 

122. During 1976-77 and 1977-78 there had been an increase in the 
incidence of failures of signal and interlocking gears related to traffic den¬ 
sity. We would urge the Railway Board to take steps to check the rising 
trend and bring down the failure rate. In the case of block instruments, 
the incidence of failures has shown some improvement. 

(Paras 412 to 415) 

123. The Northern Railway had the highest number of track circuit 
failures followed by the Western and Eastern Railways. These Railway Ad¬ 
ministrations should analyse the causes of failures and take steps to bring 
them down. 

(Paras 416 to 419) 

124. The shortfall in overhaul of lever frames and block instruments 
and replacement"'of lever frames has sharply increased in recent years as 
compared to the position obtaining prior to 1970-71. According to the 
Railways, the main reason for this shortfall is non-finalisation of the yard¬ 
sticks for maintenance staff and shortage of staff. This is a serious matter 
and if left unremedied, can only lead to further deterioration and serious 
repercussions. Special efforts in this regard are called for on the Eastern, 
Southern, South Central and South Eastern Railways where the backlog 
of overhaul of lever frames has increased considerably during 1977-78 as 
compared to the previous years. Backlog in replacement of lever frames 
on the Eastern and Northern Railways had increased substantially during 
1977-78 as compared to the previous year and needs to be brought down. 
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Thus, the Wanchoo Committee’s recommendations for clearing the 
backlog of overhauling of lever frames and block instruments and replace¬ 
ment of lever frames not only remain unimplemented but there has been 
•a distinct deterioration in the situation except in the case of replacement 
of block instruments. We would urge the Railway Board and the Railway 
Administrations to take urgent steps to effect an improvement in this 
•respect. 

(Paras 420 to 425) 

125. Regarding the Wanchoo Committee’s recommendation for lay¬ 
ing down yardsticks for determining the strength of block, electric and me- 
•ehanical signal maintainers, the Railway Board decided that it would not be 
practicable for a big railway system like the Indian Railways to have a 
uniform yardstick and the Railways were advised to evolve local yard¬ 
sticks. Thus, the Wanchoo Committee’s recommendation in this respect 
remains unimplemented. 

(Paras 420 and 426) 

MOTIVE POWER 

126. Our analysis shows that as far as engine failures are concerned, 
the position of steam, diesel and electric locomotives has been unsatisfactory 
and their performance has fallen much below the target laid down by 
the Railway Board. No specific reasons for this deterioration have been given 
either by the Railway Board or the zonal Railways nor has any indication 
been given of the action contemplated to improve the position. The 
matter calls for urgent and concerted efforts to reverse this trend, parti¬ 
cularly when such expensive assets are involved. 

(Paras 430 to 437) 

127. The recommendation of the Wanchoo Committee regarding pro- 
-vision of speedometers | speed-recorders accepted by the Railway Board, 
has still not been implemented and the Railway Board's claim in this re¬ 
gard is not corroborated by the information supplied by the Railways. The 
Railway Board must ensure that speedometers [speed-recorders are provid¬ 
ed on all locomotives working trains and no locomotive which is to work a 
train leaves the shed or yard without a speedometer [speed-recorder in 
tworking order. 

(Paras 438 to 442) 

128. We find that even after 10 years, the Railways still have no 
-satisfactory design cf a speedometer. We cannot help feeling that if a more 
determined effort had been made by the Railway Board, a suitable speedo¬ 
meter could have been developed during this period. 


(Paras 443 to 446) 
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129. While the recommendation of the Wanchoo Committee for 
repositioning the speedometer on the control desk of metre gauge diesel 
locomotive or alternatively, providing another speedometer so that the 
driver can refer to it conveniently, has been implemented on some Rail¬ 
ways, it remains to be fully implemented on the Northern, Western and 
Southern Railways in spite of Railway Board’s clear directive on the sub¬ 
ject nine years ago. 

(Paras 447 to 450) 

130. On the question of maintenance of speedometres, our review 
has shown that this is a clear case where things have been allowed to drift 
and although ten years have elapsed since the recommendation, no appreci¬ 
able headway has been made either in the manufacture of a suitable 
speedometer|speed-recorder or in the proper maintenance of the instru¬ 
ments which are presently in use. Thus, this recommendation of the Wan¬ 
choo Committee remains unimplemented. We hope that the Railway 
Board will new expedite the action proposed by them in this regard. 

(Paras 451 to 457) 

131. We find that even though the provision of Drivers’ Vigilance 
Control Device on diesel and electric locomotives had been accepted as a 
policy by the Railway Board, a decade has elapsed and satisfactory 
design of Vigilance Control Device for electric locomotives, suitable for 
Indian conditions, is still to be developed, While some diesel locomotives 
have been equipped with this safety device, none of the electric locomo¬ 
tives has been provided with the same. Even where this device has been 
provided on diesel locomotives, in many cases it is found to be not in 
working order. Thus, an important safety measure remains substantially 
unimplemented. We are concerned that it has also so far not been possible 
to get the drivers to accept the utility of this device, in spite of the fact 
that the study made by tihe RDSO had shown that its operation did not 
generate fatigue and exhaustion in drivers to any significant extent which is 
likely to impair efficiency. We would urge the Railway Board to take 
urgent steps to equip all diesel and electric locomotives with Drivers’ 
Vigilance Control Device at the earliest, if necessary, by resorting to im¬ 
ports till a successful indigenous design becomes available. It is also 
necessary that full cooperation of the drivers is ensured by better educa¬ 
tional propaganda and more frequent personal contacts. 

(Paras 458 to 464) 

132. There has been a gradual decrease in the holdings of steam loco¬ 
motives due to progressive dieselisation and electrification during the last 15 
years. In this background and with the steps taken by the Railway 
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'Board to give special attention to the maintenance of overaged locomo¬ 
tives, perhaps a reduction in the time interval between two overhauls may 
not be necessary. 

(Paras 465 to 468) 


GOODS AND COACHING STOCK 

133. The recommendations made by the Kitnzru and Wanchoo 
Committees for adoption of a uniform basis for fixing the time schedule 
for train examination and for determining the strength of examining 
•gangs remain unimplemented. This is a vital affecting the safety of train 
operation and urge the Railway Board to take a decision expeditiously 
and implement the recommendations as early as possible. 

(Paras 471 to 475) 

134. We find that it has not been possible to implement the recom¬ 
mendation of the Wanchoo Committee for adopting the Andal pattern of 
train examination due to various difficulties experienced by the Railways. 

(Paras 476 to 479) 

135. The position of repairs to wagons in traffic yards and on trains 
is not entirely satisfactory. It is undesirable that wagons with rejectable 
defects should continue to remain in service though not permitted under 
the Conference Rules, Part III. We would impress upon the Railway Board 
to take steps and ensure that repairs to wagons on nominated lines and on 
trains in traffic yards are carried out satisfactorily. 

(Paras 480 to 485) 

136. We find that whereas the Northeast Frontier Railway has 
indicated that machinery and tools in sicklines are provided on the basis 
of the Railway Board’s instructions issued in 1954, all the other Railways 
'have stated that the sicklines are being equipped as per standards recom¬ 
mended by the Committee appointed by the Railway Board in December, 
1971. The Railways have also indicated the nonavailability of certain 
types of equipment in the sicklines. We also find that ultrasonic equipment 
is not included in the standard lists of equipment prescribed either in 1954 
or in 1971. Thus, the sicklines on the Railways are still not equipped 
fully with the requisite type of machinery and plant. The Railway Board 
should take urgent steps in this respect. 

(Paras 486 to 490) 


137. The system of neutral control examination of wagons is in force 
at 59 broad gauge and 19 metre gauge sicklines where wagons are 
"turned out after obtaining neutral control fit certificates. 
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From the results of checks made by the neutral control staff, we 
find that during 1976-77, 5.3 and 8.2 per cent of the wagons on broad 
gauge and metre gauge respectively, were found with rejectable defects at 
the time of final examination in sicklines. It is disquieting that even 
rejectable defects are not being fully attended to in sicklines. 

We also find that wagons are being turned out of sicklines without 
neutral control fit certificates, thus evading neutral control examination. 
IRCA reports have been consistently highlighting the particularly poor 
performance of sicklines at Rewari, Garhara, Gonda, Lumding, Katihar, 
Siliguri, Tinsukia, New Gauhati, Samastipur and Guntakal where the 
repair procedures were found generally sub-standard. Thus, even 
where the system of neutral control examination of wagons is in force, a 
substantial percentage of wagons is turned out without fit certification by 
the neutral control staff. This, in our opinion, is a serious matter which 
the Railway Board should go into and ensure that no wagon is turned out 
without fit certification by neutral control staff in sicklines, where exa¬ 
mination by such staff is in force. 

It is clear that the recommendations of the Wanchoo Committee have 
not been implemented in any substantial measure. The Railway Board 
should take firm steps to see that wagons are turned out after completion 
of all stipulated repairs. 

(Paras 492 to 498) 

138. We are concerned that primary and secondary maintenance of 
some passenger carrying rakes is still carried out on lines with high level 
platform on one side. We strongly feel that the practice of giving primary 
and secondary maintenance to coaching rakes on platform lines should 
stop forthwith and adequate facilities -should be created at the stations tc 
undertake the statutory maintenance schedules as prescribed in the Con¬ 
ference Rules Part IV. 

(Paras 499 to 502) 

139. Having accepted the Wanchoo Committee’s recommendation, 
the Railway Board issued orders in 1969 that the practice of clamping 
and securing broken bearing springs on BOX wagons should be discon¬ 
tinued. We find that these orders are not being complied with by the 
Railways. 

(Paras 503 to 505) 

140. Large-scale overloading of BOX wagons, upto the extent of 
8 to 10 tonnes, is a common feature at certain coal loading depots on 
the Pastern Railway. In some cases it was as high as 18 tonnes. 

It appears to us that this cannot happen except with the connivance on 



the part of some personnel on the (Railways and the loading parties. Thus, 
the dangerous practice of overloading of BOX wagons not only continues 
unabated but has aggravated in the last decade. 

(Paras 506 to 510) 

141. It is a serious matter that in spite of strong objections by the 
RDSO and the Commission of Railway Safety, the practice of overload¬ 
ing BOX wagons as a regular measure to the extent of 2 tonnes over and 
above the carrying capacity has been allowed to continue. Further, 
higher axle loads on BOX wagons are being permitted in contravention 
of the Conference Rules, Pan III. We are of the view that the Rail¬ 
way Board’s directive permitting overloading beyond the carrying capacity 
by 2 tonnes, as a regular measure, would seriously affect safety and feel 
that this needs to be reviewed urgently at the highest level, in consultation 
with the RDSO and the Commission of Railway Safety. 

(Paras 511 to 518) 

142. In the case of coaching stock on the broad and metre gauges, 
after a rise in the incidence of hot boxes during 1974-75 and 1975-76, 
there has been a steady fall in the last two years of our survey. During 
1977-78 the all-Railways average incidence of hot boxes on coaching 
stock per 10 million vehicle kilometres was 0.43 on broad gaupe and 
1.94 on metre gauge as against • the Railway Board’s target 
of 1.0 on both gauges. On the broad gauge of Northern, South Central 
and South Eastern Railways there has been an increase in the incidence 
of hot boxes on coaching stock during 1977-78 as compared to the pre¬ 
vious year; on the metre gauge, none of the Railways were able to achieve 
the target of the Railway Board during 1977-78; on the other hand, the 
incidence of hot boxes had gone up on the Southern, South Central and 
Western Railways as compared to the position obtaining in the previous 
year. We would urge these Railways to take necessary steps so as to 
bring down the incidence of hot boxes. 

(Paras 519 to 522) 

143. The overall incidence of hot boxes on goods stock per million 
wagon kilometres on the broad gauge has been steadily falling except 
during 1977-78 when there was a slight increase on some Railways as 
compared to the previous year, though within the target. 


On the metre gauge, there has been a decline in the incidence of hot 
boxes on goods stock except for two intervening years 1974-75 and 1975- 
76 when there was an increase. Except the Southern and South Cen¬ 
tral Railways, no other Railway could keep within the target of 0.5 hot 
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boxes per million wagon kilometres stipulated by the Railway Board. 
The Northern, North Eastern, Northeast Frontier and Western Railways 
should take effective steps to bring down the incidence of hot boxes on 
metre gauge goods stock within the target stipulated by the Railway 
Board. 

(Paras 523 to 525) 

144. We find that the principal causes of hot boxes on coaching and 
goods stock on both the broad and metre gauges continue to be the same 
as found by the Kunzru and Wanchoo Committees, namely, dry packing, 
badly fitted brasses, uneven loading or overloading water or dirt contami¬ 
nated packing, badly metalled brass, etc. These areas of maintenance 
of rolling stock, therefore, call for greater attention. 

(Para 526) 

145. We may point out that due to the increasing number of coach¬ 
es and wagons fitted with roller bearings which are being put into service 
on the Railways, the overall incidence of hot boxes in relation to vehicle/ 
wagon kilometres is bound to come- down. We would, therefore, caution 
the Railways against complacency in this regard and urge that steps 
should continue for bringing down further the incidence of hot boxes on 
coaching stock and wagons on both broad and metre gauges. Also the 
targets may need to be appropriately revised. 

(Para 527) 

146. We are sorry to note that though more than a decade has elapsed, an 
indigenously developed hot box detector appears nowwhere in sight. With 
the trend towards long-distance and high-speed trains the need for detecting 
hot boxes in time cannot be over-emphasised. 

(Paras 528 and 529) 

147. Checks on effective brake power by neutral control staff had shown 
that only 12 per cent of the originating trains and 1 per cent of the termi¬ 
nating trains had effective brake power of 85 per cent and above. We can¬ 
not escape the conclusion that most of the trains leave originating points 
with effective brake power much less than the prescribed minimum and 
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the position becomes worse on the run. These results belie the claims made 
by most of the Zonal Railways that the prescribed brake power is available 
on all goods trains. The Railway Board’s own directive in this regard is, 
thus, not being followed and the recommendation of the Wanchoo Com¬ 
mittee remains unimplemented. The safety of a train is endangered when 
its brake power is poor and it must be ensured that trains leave the origi¬ 
nating points with atleast the minimum stipulated effective brake power. 

(Paras 530 to 536) 

148. In a number of cases the trains were started without recording on 
the certificate the vaccum available in the engine or the brake van. In some 
cases fictitious readings of vacuum in the brake van were recorded. We 
consider absence of vacuum gauges in the rear brake vans and incorrect 
preparation of brake power certificates to be highly disconcerting features. 
We would stress that effective measures should be taken to ensure that 
vacuum gauges are invariably fixed in the rear brake vans and that they are 
in working order and the brake power certificates are correctly prepared. 

(Paras 538 to 540) 

149. In respect of the Wanchoo Committee’s recommendation that a 
satisfactory solution should be evolved to overcome the difficulty of stop¬ 
ping diesel-hauled goods trains, the Railway Board had stated that de¬ 
tailed tests have shown that no modification was required in the brake cir¬ 
cuitry of the diesel locomotives. The Railway Board, therefore, felt that 
this recommendation did not call for any further action. 

(Paras 541 to 548) 

150. The Wanchoo Committee’s recommendation to give identifying 
marks on all anti-telescopic coaches has been fully implemented. In the 
course of our examination, it has also come out that even the extant in¬ 
structions of the Railway Board of marshalling passenger trains are not 
always followed. The Railway Board should ensure that passenger trains 
are run with the stipulated marshalling order of coaches. 

(Paras 549 to 552) 

151. We find that all 4-wheeler brake vans on broad and metre gauges 
have not, so far, been equipped with modified spring arrangements although 
the instructions to do this were issued more than 8 years ago. 

(Paras 553 & 554) 



152. The backlog of POH of coaching vehicles on the broad gauge was 
comparatively higher on th« Eastern, Northern, Southern, South Central 
and South Eastern Railways. On the metre gauge, the backlog of POH of 
coaching vehicles on the Northern. Southern and So,uth Central Railways 
was considerably higher than the all-Railways average. 

(Paras 555 to 559) 

153. On the broad gauge, the percentage of wagons overdue POH on 
the Central, Northern and Western Railways were higher than the all-Rail¬ 
ways average. On the metre gauge, the percentage of the wagons overdue 
POH on the Northern and South Central Railways was considerably higher 
than the all-Railways average. These Railway Administrations should take 
steps to bring ,down the arrears in POH of wagons. 

(Paras 560 to 563) 

154. In the face of continuing arrears in POH of wagons on almost all 
the Railways, the Railway Board have surprisingly issued instructions to the 
Railway Administrations to temporarily advance POH of wagons by 6 
months so as to enable adequate supply of wagons to workshops for POH 
to avoid under-utilisation of the available POH capacity. In our opinion, 
such a step can be justified only after POH arrears have been fully liqui¬ 
date,d on all the Railways. If spare POH capacity is available on some 
Railways, it should first be utilised for clearing the arrears on other Railways 
to the extent possible. 

(Para 565) 

155. We find that during 1977 the rate of failures of spherical roller 
bearings on ICF broad and metr e gauge coaches increased to 3.25 per cent 
and of cylindrical roller bearings on BEML broad gauge coaches the rate 
of failures was 0.531 per cent. The incidence of failures of roller bearings 
on BOX wagons had also gone op to 0-75 and 1.06 per cent during 1976 
and 1977 respectively as compared to 0.05 per cent during the period 
1966-67 to 1968-69. 

We feel that the maintenance of roller bearings has not received the 
attention that it deserves thereby resulting in increase in the rate of failures 
of roller bearings and deterioration in position since the appointment of the 
Wanchoo Committee. The Railway Board should take effective steps in 
this matte*. 

’ . (Paras 566 to 576) 



156. Dust-proof rooms for overhauling of roller bearings still remain to 
be provided in workshops on some Railways. The Railway Board should 
ensure that these facilities are provided without delay. 

(Paras 577 and 578) 

157. The Railway Board had not accepted the suggestion of the 
Wanchoo Committee for adopting a system similar to that on the Japanese 
National Railways for attention to roller bearings in workshops. Consider¬ 
ing that there has been an appreciable increase in the rate of failures of rol¬ 
ler bearings on the Indian Railways during the last decade, an in-depth 
study of the extant maintenance practices is called for. 

(Para 579) 

158. We find that hot box detector is still under development. In the 
wake of increasing use of roller bearings and the introduction of more and 
more fast non-stop trains, it would be desirable to develop a hot box de¬ 
tector device at the earliest. 

(Paras 580 to 582) 

159. Neutral control examination of coaches after POH in workshops 
is in force only at 17 out of total of 31 workshops where repairs to coach¬ 
ing stock are undertaken. 

The results of checks made by neutral control stall during 1978 show 
that the percentage of coaches (detained due to non-completion of repairs 
at the 'time of outgoing inspection was still high in the case of some work¬ 
shops. As compared to the position in 1978, there has been some deteri¬ 
oration in the case of certain broad gauge workshops. The Wanchoo Com¬ 
mittee’s recommendations, thus, remain unimplemented. The Railways must 
take effective steps to improve the quality of workmanship in the workshops 
and bring down the rejections at the stage of final examination by neutral 
control staff. 7 

(Paras 583 to 586) 

160. The percentage of coaches sent out of workshops without obtain¬ 
ing neutral control fit certificates was quite high in some workshops. It is 
disquieting that in the case of broad gauge workshops at Matunga on the 
Central Railway, Kharagpur on the South Eastern Railway and metre gauge 
workshops at Gorakhpur on the North Eastern Railway, New Bongaigaon 
on the Northeast Fomtier Railway, the number of coaches passed locally 
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“without obtaining neutral control fit certificates had increased during 1978 
as compared to 1970. 

(Paras 587 and 588) 

161. We also find that in some workshops where the percentage of 
coaches detained by neutural control staff due to non-completion of repairs 
Was high, the percentage of coaches passed without-obtaining neutral con¬ 
trol fit certificates was also high. The workshops at Matunga (CR), 
Alambagh, Lallaguda, Kharagpur on the broad gauge and Gorakhpur and 
New Bongiaigaon on the metre gauge stand ‘jut glaringly in this respect. 
The Railway Board should look into this and take urgent corrective action- 

(Para 589) 

162. The maintenance of rolling stock has shown signs of deterioration 
in recent years. In the interest of safety of train operation, it is necessary 
that every effort should be made to improve the condition of rolling stock. 
Extension of the neutral control examination would appear to be an effec¬ 
tive means to ensure this. The Railway Board are already seized of this 
matter and we would stress the need for an expeditious decision. 

(Paras 590 to 594) 

163. The performance reckoned in terms of the percentage of wagon 
units with unattended rejectable defects by which the Railway Board indi¬ 
cated an improvement in 1967-68, has slipped back to the level obtaining in 
1963-64. It is also clear that the high percentage of wagons found with 
rejectable defects has been persisting over these years on all the Railways. 

(Paras 595 to 598) 

164. Spot checks conducted by neutral control flying squads during the 
period 1974-75 to 1976-77 show that a large number of wagons with 
‘rejectable defects having a direct bearing on safety’, were left unattended 
on the broad and metre gauges. It is a matter of concern that even after 
the wagons have been attended to by railway staff, a very high percentage 
of these remained with such defects. The spot checks, though limited in 
nature, show 'that a large number of wagons are running with such defects. 
This reveals a serious state of affairs and calls for urgent corrective action- 

(Paras 599 and 600) 

165. The figures in respect of overaged coaches and wagons show that 
there has been reduction in their number on both the broad and metre 
gauges. 

From thie age-wise information of the overaged coaches furnished by 
the Railways, we find that a substantial percentage of the overaged coaches 
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has exceeded the codal life by as much as 20 years on the broad and metre: 
gauges. We hope that priority would be given to replacing these overaged 
coaches. 

(Paras 602 to 606) 

MISCELLANEOUS MATTERS AND RESEARCH, DESIGNS AND 
STANDARDS ORGANISATION 

166. We find that double ended sidings for stabling of medical vans 
have not been provided at 12 stations on the Railways. The question of 
providing such sidings has been with the Railways for more than 15 years. 
We find no justification for the failure to implement this accepted recom¬ 
mendation. 

(Paras 607 to 610) 

167. Narrow gauge lines are still being worked with increasing prepon¬ 
derance of overaged locomotives and rolling stock; there are also heavy 
arrears of track renewals. We consider that to continue to work them 
under these conditions is hazardous. They must, therefore, either be closed 
down or fully rehabilitated. The Government should take an early deci¬ 
sion in the matter. 

(Paras 611 to 615) 

168. We note that at present only a skeleton documentation section is 
functioning in the RDSO and expansion of the scheme has been deferred 
due to financial stringency. Thus, the recommendation of the Wanchoo 
Committee remains unimplemented. We feel strongly that the absence of 
a well-equipped and modern documentation section is a severe handicap to 
any research organisation, more so to the only such institution in the Rail¬ 
ways. Economy in this can only hamper the effectiveness of the research 
organisation and hence prove to be self-defeating. 

(Paras 616 to 619) 

169. Operations research has not, so far, been employed by the Rail¬ 
ways to improve the standard of safety as was envisaged by the Wanchoo 
Committee. This recommendation, therefore, remains unimplemented. We 
feel that operations research will be a useful tool to improve the standard of 
safety in'train operation and urge the Railway Board to take effective steps 
in this direction. The setting up of Operations Research Cells on the Rail¬ 
ways will be a step in the right direction and should be expedited. 

■ (Paras 620 to 626) 

170. In our view the setting up of a vehicle dynamics test-rig and the 
laying of a test-track are essential to evaluate the performance of various 
design concepts to the limits of their operating capabilities under controlled 
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and simulated conditions. We would impress upon the Railway Board the 
need to give priority to the setting up of these facilities at the earliest. 

(Paras 627 to 630) 


(S. M. SIKRI) 
Chairman 




(DR. MURLI MANOHAR JOSHI) M.P. 

Member 


(P. SAHAI) 
Member 



OQ 


fctxAUV 



(KHURSHID ALAM KHAN) M.P. (C s PA raMESWARAN) 

. - ... <it in .Membec Member 




(BAGARAM TUIPULE) 
n m our*i .Member 



Member 



(R. S. SOIN) 

Secretary 


NEW DELHI 
18th July, 1979. 
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ANNEXURE I 

Incidence of Accidents falling in Groups /, II and III 

A—Number of accidents. 

B—Incidence per million train 
kilometres. 


Year 


Important 

accidents 

Group I 

Failure of 
railway equip¬ 
ment— 

Group II 

Miscellaneous 
accidents— 

Group HI 

Total 

accidents 


A 

B 

A 

B 

A 

B 

A 

B 

1963-64 

. 

1642 

3-9 

4176 

10- 1 

1617 

3-9 

7435 

17-9 

1964-65 


1279 

3-0 

3602 

8' 5 

1570 

3-7 

6451 

15-2 

1965-66 


1200 

2-7 

3348 

7-6 

1468 

3-3 

6016 

13-6 

1966-67 


1090 

2-5 

3225 

7-3 

1567 

3-5 

5882 

13-3 

1967-68 


1105 

2-5 

2997 

6-7 

1394 

3-1 

5496 

12-3 

1968-69 


908 

2-0 

2859 

6-2 

1266 

2-7 

5033 

10-9 

1969-70 


963 

2-0 

2817 

6-0 

1253 

2-6 

5033 

10-6 

1970-71 


840 

1-8 

3062 

6-6 

1016 

2-2 

4918 

10-6 

1971-72 


864 

1-8 

3043 

6-4 

1052 

2-2 

4959 

10-4 

1972-73 


813 

1-7 

5185 

11-0 

1179 

2-5 

7177 

15-2 

1973-74 


782 

1-8 

6082 

14-1 

1206 

2-8 

8070 

18-7 

1974-75 


925 

2-2 

8499 

19-8 

1301 

3-0 

10725 

25-0 

1975-76 


964 

2-0 

9765 

20-1 

1071 

2-2 

11800 

24'3 

1976-77 


780 

1-5 

7856 

15-4 

907 

1-8 

9543 

18-7 

1977-78 


866 

1-6 

9256 

17-6 

867 

1-7 

10989 

20-9 


®Note : Figures of Group I accidents for the period 1963-64 to 1967-68 have been 
extracted from Part I Report of the Wanchoo Committee. 
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ANNEXURE II 

Number of Important Accidents—Categorywise 


Year 

Colli¬ 

sions 

Derail¬ 

ments 

Accidents 
to trains 
at level 
crossings 

Fires 
in trains 

Total 

1963-64 

86 

1277 

164 

115 

1642 

1964-65 

86 

1028 

133 

32 

1279 

1965-66 . 

79 

951 

128 

42 

1200 

1966-67 . 

68 

865 

104 

53 

1090 

1967-68 . 

70 

879 

114 

42 

1105 

1968-69 . 

47 

684 

129 

48 

908 

1969-70 . 

54 

751 

111 

47 

963 

1970-71 . 

59 

648 

121 

12 

840 

1971-72 . 

57 

667 

118 

22 

864 

1972-73 . 

59 

598 

131 

25 

813 

1973-74 . 

66 

578 

125 

13 

782 

1974-75 . 

66 

696 

140 

23 

925 

1975-76 . 

64 

768 

105 

27 

964 

1976-77 . 

45 

633 

86 

16 

780 

1977-78 . 

54 

705 

93 

14 

866 








Note : Figures of important accidents for the period 1963-64 to 1967-68 have been; 
extracted from Part I Report of the Wanchoo Committee. 













1. *One accident was enquired into by Commission of Inquiry. 

2, Figures of number of accidents shown under column A of Period IV do not include 20 
serious accidents of the type mentioned in paragrph 49. The cause-wise break-up of these 
accidents is as under 
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ANNEXURE 
Casualties and Loss due to Damage to 
A— Number of casualties 
B—‘A’ taken as a percentage of total casualties 


S. No. 


1957-62 

Period I 


1963-64 to 1967-68 
Period II 

Casualties 

Loss due to 
damage 

Casualties 

Killed Injured 

Rupees in 
thousands 

Killed 

Injured 

A B A B 

A B 

A B 

A B 


1. Drivers disregarding signals 
or running at excessive 
speeds or violating safety 

rules . . .100 31-9 633 35-2 940 25-8 114 15 4 505 22-2 

2. Station staff responsible for 
incorrect setting of points 
or receiving/despatching 
trains on blocked lines or 

sections. . . .66 21-2 420 23-3 710 19-5 126 17-1 635 28-0 

3. Accidents caused by wilful 

tampering with track . 103 32-9 578 32-0 1580 43-3 210 28-4 618 27-2 

4. Accidents at road level 

crossings . . 4 1-2 27 1-5 29 0-8 10 1-3 54 2-4 


5. Total of items 1 to 4 . 273 87-2 1658 92-0 3259 89-4 460 62-2 1812 79-8 


6. Defects in engines . 

7. Failure of rolling stock . 

8. Failure of track 

9. Fires in trains . . The Wanchoo Committee Report gives the figures of total 

casualties and loss due to damage which * occurred in 

10. Rash acts of travelling accidents due to causes as indicated against items 6 to 15, 

public or outsiders . . which has been given against item 16 for ready comparison. 

11. Accidents caused by natural 
calamities e.g. unprecedent¬ 
ed floods, tidal waves etc. . 

12. Explosions in trains not 
caused with the intention 
of sabotage. 

13. Miscellaneous causes 

14. Cause could not be deter¬ 
mined by the ACRS 

15. Cause under consideration 


16. Total of items 6 to 15 . 39 12-8 144 8-0 388 10-6 279 37-8 459 20-2 


17. Total of items 5 and 16 . 312 100-0 1802 100-0 3764 100-0 739 100.0 2271 100-0 


Note: —Figures given under Period IV do not include casualties and loss due to damage 
49 in Chapter in. 
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IV 

Railway Property in Serious Accidents. 
loss due to damage. 

/loss due to damage during the period 



1968-69 to 1972-73 

Period III 

1973-74 to 
Period 

1977-78 

IV 

Loss due to 
damage 

Casualties 

Loss due to ! 
damage 1 

Casualties 

Loss due to 
damage 

Rupees in 
thousands 

Killed Injured 

Rupees in 
thousands 

Killed Injured 

Rupees in 
thousands 

A B 

A B A B 

A B . 

4 B A B 

A B 


23,61 

24-4 

123 

27-6 

810 

47-0 

9438 

68-5 

184 32-7 

748 

45-8 

5591 

18-5 

2743 

28-4 

104 

23-3 

138 

8-0 

761 

5-5 

49 

8-7 

188 

11-5 

1844 

6-1 

1898 

19-6 

104 

23-3 

308 

17-8 

2171 

15-8 

27 

4-8 

56 

3-4 

4596 

15-2 

13 

0-2 

2 

0-4 

81 

4-7 

4 

0-03 

11 

2-0 

45 

2-8 

121 

0-4 

7015 

72-6 

333 

74-6 

1337 

77-5 12374 

89-8 271 

48-2 

1037 

63-5 

12152 

40-2 



Nil 


1 

0-1 

43 

0-3 

4 

0-7 

30 

1-9 

526 

1-8 



10 

2-3 

55 

3-2 

339 

2-4 

21 

3-7 

67 

4-1 

1316 

4-4 



5 

1-1 

23 

1-3 

203 

1-5 

2 

0-4 

48 

2-9 

1005 

3-3 



45 

10-1 

101 

5-8 

645 

• 4-6 

92 

16-4 

75 

4-6 

2203 

7-3 



40 

9-0 

54 

3-1 

21 

0-2 

1 

0-2 

6 

0-4 

Nil 

— 



Nil 

— 

3 

0-2 

3 

0-02 

87 

15-5 

118 

7-2 

1164 

3-9 



4 

0-9 

19 

1-1 

8 

0-1 

Nil 

— 

Nil 

— 

Nil 

— 



9 

2-0 

132 

7-7 

150 

1-1 

17 

3-0 

62 

3-8 

1399 

4-6 



Nil 

— 

Nil 

— 

Nil 

— 

10 

1-8 

90 

5-5 

2999 

9-9 



Nil 

— 

Nil 

— 

Nil 

— 

57 

10-1 

100 

6-1 

7423 

24-6 

2644 

27.4 

113 

25-4 

388 

22-5 

1412 

10-2 291 

51-8 

596 

36-5 

18035 

59-8 

9659 100-0 

446 100-0 

1725 100-0 13786 100-0 562 100-0 

1633 

100-0 

30187 

100-0 


which took place in 17 and 20 serious accidents of the types mentioned in paragraphs 46 and 
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V 

due to Mismanagement by Engine Crew. 

A—Total number of Engine Failures. 

B—Number of Engine Failures due to 
Mismanagement by Engine Crew. 
C—Percentage (B)/(A) x 100 



SR 


SCR 


SER 


WR 


Grand Total 

A 

B 

C 

A 

B 

C 

A 

B 

C 

A 

B 

C 

n 

B 

C 

133 

22 

16-5 

100 

28 

28-0 

113 

33 

29-2 

118 

27 

22-9 

670 

176 

26-3 

178 

27 

15-2 

92 

19 

20-7 

111 

33 

29-7 

102 

36 

35-3 

835 

168 

20*1 

118 

16 

13-6 

90 

16 

17-8 

132 

37 

28-0 

129 

48 

37-2 

849 

207 

24-3 

99 

16 

16-2 

114 

22 

19-3 

125 

49 

39-2 

124 

61 

49-2 

1129 

295 

26-1 

86 

12 

14-0 

112 

20 

17-9 

159 

41 

25-8 

141 

40 

28-4 

1318 

294 

22-3 

614 

93 

15-2 

508 

105 

20-7 

640 

193 

30-2 

614 

212 

34-5 

4801 

1140 

23-8 

82 

21 

24-4 

109 

25 

22-9 

130 

32 

24-6 

183 

53 

29-0 

1967 

404 

20-5 

80 

12 

15-0 

79 

9 

11-4 

363 

120 

33-1 

175 

52 

29-7 

2416 

555 

23-0 

106 

19 

17-9 

101 

7 

6-9 

296 

76 

25-7 

164 

53 

32-3 

1921 

439 

22-9 

98 

14 

14-3 

78 

12 

15.4 

183 

31 

16.9 

164 

20 

12.2 

1192 

204 

17.1 

97 

14 

14-4 

80 

10 

12-5 

416 

99 

23-8 ' 

82 

19 

23-2 

1438 

287 

20-0 


463 80 17-3 447 63 14-1 1388 358 25-8 768 197 25-7 8934 1889 2H 
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ANNEXURE 

Failure of Metre Gauge Steam Locomotives 


Railway 

Year 


CR 



NR 


NER 


NFR 

A 

B 

C 

A 

B 

C 

A 

B 

C 

A 

B 

C 

1968-69 

7 

3 

42-8 

1 

1 

100-0 

182 

47 

25-8 

135 

32 

23-7 

1969-70 

36 

10 

27-8 

1 

1 

100-0 

156 

40 

25-6 

99 

15 

15-2 

1970-71 

62 

19 

30-6 

1 

1 

100-0 

164 

37 

22-6 

128 

34 

26-6 

1971-72 

35 

8 

22-9 

39 

11 

28-2 

125 

23 

18-4 

205 

42 

20-5 

1972-73 

29 

4 

13-8 

92 

23 

25-0 

202 

20 

9-9 

162 

17 

10-5 

Total for 5 years 

169 

44 

26-0 

134 

37 

27-6 

829 

167 

20-1 

729 

140 

19-2 

1973-74 

19 

6 

31-6 

456 

69 

15-1 

275 

30 

10-9 

206 

25 

12-1 

1974-75 

28 

4 

14-3 

339 

42 

12-4 

448 

51 

11-4 

350 

45 

12-9 

1975-76 

23 

4 

17-4 

317 

48 

15-1 

535 

64 

12-0 

299 

36 

12-0 

1976-77 

22 

1 

4-5 

91 

18 

19-8 

349 

33 

9-5 

96 

15 

15-6 

1977-78 

26 

9 

34-6 

22 

3 

13-6 

334 

26 

7-8 

103 

14 

13-6 


Total for 5 years 118 24 20-3 .22 180 14-7 194.204 10-5 1054 135 12.8 







VI 

due to Mismanagement by Engine Crew 


A—Total Number of Engine Failures. 

B—Number of Engine Failures due to 
Mismanagement by Engine Crew. 

C—Percentage—(B)/(A) x 100 



SR 



SCR 



WR 


Grand Total 

A 

B 

C 

A 

B 

C 

A 

B 

C 

A 

B 

C 

139 

29 

20-9 

76 

19 

25'0 

129 

31 

24-0 

669 

162 

24-2 

143 

26 

18-2 

87 

26 

29-9 

110 

36 

32-7 

632 

154 

24-4 

261 

52 

19-9 

91 

19 

20-9 

104 

41 

39-4 

811 

203 

25-0 

128 

23 

18-0 

91 

16 

17-6 

129' 

42 . 

32-6 

752 

165 

21-9 

90 

11 

12-2 

57 

16 

28-1 

110 

28 

25-5 

742 

119 

16-0 

761 

141 

18-5 

402 

96 

23-9 

582 

178 

30-6 

3606 

803 

22-3 

95 

6 

6'3 

46 

10 

. 21-7 

138 

49 

35-5 

1235 

195 

15-8 

38 

10 

26-3 

66 

14 

21-2 

211 

67 

31-8 

1480 

233 

15-7 

86 

17 

19-8 

74 

10 

13*5 

280 

87 

3M 

1614 

266 

16-5 

62 

10 

16-1 

61 

4 

6-6 

149 

32 

21-5 

830 

113 

13-6 

74 

14 

18-9 

70 

7 

10-0 

185 

46 

24-9 

814 

119 

14-6 


355 57 16-1 


317 45 14-2 


963 281 29-2 5973 926 15-5 
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ANNEXURE—VII 

The incidence of more than 10 hours of running duty at a stretch of Steam, Diesel and 
Electric Locomotive Drivers during 1977—78 on the Indian Railways 


Railways 


Driver Total num- Trips with running duty 

Grade ber of - -- - — . — 

trips 10 to 12 12 to 14 to More than 

hours 14 20 20 hours 

hours hours 





Num¬ 

ber 

Per¬ 

cen¬ 

tage 

Num¬ 

ber 

Per¬ 

cen¬ 

tage 

Num- Per- 
ber cen- 
tage 

Num¬ 

ber 

■ Per 
cen- 
tage 

Centra] . 

A+B 

Nil 

Nil 

' _ 

Nil 

, 

Nil 


Nil 



C 

326431 

49178 

151 

27791 

8-5 

25620 7-8 

3162 

1-0 

Eastern - 

. A + B 

Nil 

_ 

_ 

_ 

_ 

_ 

_ 

_ 

MM 


C 

113379 

13569 

12-0 

7101 

6-3 

3490 

3-1 

5 

0-004 

Northern 

. A+B 











C 

Information not furnished 







North 

. A+B 

Information not furnished 







Eastern . 

. C 

103555 

17250 

16-7 

9869 

9-5 

6990 

6-7 

1190 

1-1 

Northeast 

. A+B 

77014 

Nil 

cJJBsh 

Nil 

_ 

Nil 


Nil 

_ 

Frontier . 

. C 

97617 

9957 

10-2 

5478 

5-6 

Nil 

— 

Nil 

— 

Southern . 

. A+B 

180997 

792 

0-4 

128 


30 

0*1 

4 

0-002 


C 

190075 

15765 

8-3 

7947 

4-2 

2836 

1*5 

8 

0-004 

South 

. A + B 

_ 

Nil 

__ 

Nil 

_ 

Nil 

_ 

Nil 

- 

Central . 

. C 

211583 

2674J 

12-6 14294 

6-4 

10371 

4-9 

1824 

0-9 

South 

. A+B 

Information not furnished 







Eastern . 

. C 










Western 

. A+B 

— 

Nil 


Nil 

_ 

Nil 

_ 

Nil 

_ 


C 

327306 

29934 

9-1 

18103 

5-6 

6359 

1*9 

63 

0-02 
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ANNEXURE 

Failure of Broad Gauge Steam Locomotives 


Railway CR ER NR NER NFR 

Year ABC ABC ABC ABC ABC 

1968- 69 . 189 58 30-7 . 17 8 47-1 

1969- 70 . 162 43 26-5 . 54 10 18-5 

1970- 71 . 157 42 26-8 184 40 21-7 . 39 8 20-5 

1971- 72 . 128 29 22-7 210 42 20-0 285 63 22-1 . 44 13 29-5 

1972- 73 . 126 35 27-8 285 60 21-1 387 81 20-9 . 22 5 22-7 

Total for 

5 years . 762 207 27-2 679 142 20-9 672 144 21-4 . 176 44 25-0 


1973- 74 ■ 184 29 15-8 464 92 19'8 772 145 18-8 . 43 7 16-3 

1974- 75 . 284 52 18-3 569 124 21- 8 677 143 21-1 . 189 43 22-8 

1975- 76 . 228 47 20-6 404 96 23-8 413 96 23-2 . 209 45 21 5 

1976- 77 . 135 32 23-7 223 34 15-2 293 57 19-5 4 1 25-0 14 3 21-4 

1977- 78 . 170 24 14-1 287 52 18-1 273 59 21-6 8 1 12-5 25 9 36-0 

Total for 

5 years .1001184 18-41947398 20-42428500 20-612 2 16-7480107 22-3 
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ANNEXURE—VIII 

Shortage in Different Catergories of Staff as Existing on 31-3-1968 and 31-3-1978 


Category & Railway 

as on 31-3-1968 


As on 31-3-1978 



Sane- Vacan- 

tioned cies 

Strength 

Percen¬ 

tage 

Sanc¬ 

tioned 

Strength 

Vacan¬ 

cies 

Percen¬ 

tage 

Station Masters and 

Assistant Station 

Masters 





Central 

3060 

24 

0-78 

3713 

129 

3-47 

Eastern 

3005 

23 

0-76 

3130 

89 

2-84 

Northern . 

4547 

74 

1-6 

4607 

178 

3-9 

North Eastern . 

2196 

9 

0-4 

2387 

56 

2-3 

Northeast Frontier 

2169 

42 

1-93 

2049 

85 

4-14 

Southern 

4026 

148 

3‘67 

2971 

183 

6-15 

South Central . 

2844 

47 

1-65 

3045 

154 

5-05 

South Eastern . 

3085 

• • 

• • 

3257 

51 

1-5 

Western . 

4170 

35 

0-8 

4643 

312 

6-71 

All Railways 

29102 

402 

1-38 

29802 

1237 

4-15 

Switchmen 

Central 










821 

22 

0-2 

Eastern 




1831 

10 

0-5 

Northern 

Negligible shortage- 


1192 

13 

0-1 

North Eastern 

'there were only 22 vacancies 




Northeast Frontier , 

Southern . 

on all the Railways cut of 
sanctioned strength of 5197, 

This Category of staff does 
not exist. 

627 18 2-9 

South Central . 




636 

11 

1-7 

South Eastern . 




1874 

38 

2-0 

Western . 




495 

3 

0-60 

All Railways 




7476 

115 

1-53 
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ANNEXURE-VIIT—Cont d. 


Category & 

Railway 

As on 31-3-1968 

As on 31-3-1978 


Sanctioned 

strength 

Vacan¬ 

cies" 

Percen¬ 

tage 

Sanctioned 

strength 

Vacan¬ 

cies 

Percen¬ 

tage 

Cabinmen 







Central 

876 

i 

0-1 

1715 

30 

1-74 

Eastern 

567 

Nil 

Nil 

160 

Nil 

Nil 

Northern . 

1960 

5 

0-2 

1687 

11 

0-7 

North Eastern . 

764 

8 

1-0 

990 

21 

2-1 

Northeast Frontier 

814 

20 

2-1 

1315 

74 

5-62 

Southern . 

1585 

40 

2-5 

1396 

48 

3-43 

South Central . 

1118 

16 

1*4 

1241 

37 

2-98 

South Eastern 

474 

10 

2-0 




Western . 

538 

61 

11-4 

949 

40 

4-21 

All Railways 

8696 

161 

1-8 

9453 

261 

2-76 

Levermen and pointsmen 







Central 

8235 

143 

1-7 

7346 

117 

1-6 

Eastern 

3037 

4 

0-1 

3450 

66 

1-9 

Northern . 

4908 

27 

0-6 

5566 

69 

1-2 

North Eastern . 

2971 

23 

0-8 

2926 

10 

0-3 

Northeast Frontier 

3247 

26 

0-8 

3428 

201 

5-9 

Southern . 

4172 

834 

20'00 

2810 

159 

5-7 

South Central . . 

4341 

163 

3-7 

2790 

147 

5-3 

South Eastern 

5010 

— 

— Information not furnished 


Western 

7337 

69 

0-94 

7030 

98 

1-39 

All Railways . 

43258 

1289 

2-9 

35346 

867 

2-45 

Shunting JamadarsjGunnersjShunting Masters and Shmtmen. 




Central 

355 

13 

3-6 

200 

17 

8-5 

Eastern 

3813 

133 

3-2 

671 

43 

6-4 

Northern . 

3608 

37 

1-0 

698 

9 

1-3 

North Eastern . 

524 

19 

3-6 

255 

Nil 

Nil 
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ANNEXURE-VIII—Contd. 


Category As on 31-3-1968 As on 31-3-1978 

& --- 

Railway Sane- Vacancies Percen Sanctioned ft Vacancies Percen- 

tioned tage strength tage 

strength 


Northeast Frontier . 

853 

48 

5-6 

250 

47 

18-8 

Southern . 

707 

12 

1*7 

382 

6 

1-6 

South Central . 

1333 

21 

1-5 

412 

35 

8-5 

South Eastern . 

1854 

13 

0-7 

1258 

41 

3-3 

Western 

479 

6 

1-2 

553 

44 

7-95 


Ail Railways 

13526 

302 

2-2 

4679 

242 

5-17 

Guards 







Central 

1960 

15 

0*8 

2814 

103 

3-7 

Eastern 

1477 

13 

0-8 

2435 

27 

1-1 

Northern . 

1573 

50 

3*1 

Information not furnished. 

North Eastern . 

. 790 

6 

0-8 

1249 

3 

0-2 

Northeast Frontier 

741 

7 

O' 9 

925 

21 

2-3 

Southern . 

809 

7 

0-9 

1638 

45 

2-7 

South Central . 

1053 

15 

1-4 

1696 

60 

3-5 

South Eastern . 

1979 

44 

2-0 

2450 

72 

2-9 

Western 

1436 

11 

0-8 

2487 

81 

3-25 

All Railways 

11818 

168 

1-4 

15694 

412 

2-62 


Drivers 


Central 

2143 

126 

5-8 

4699 

339 

7-2 

Eastern 

2235 

141 

6-3 

4621 

9 

0-2 

Northern . 

2741 

19 

0-69 

5179 

142 

5-0 

North Eastern 

1368 

55 

4-0 

2522 

10 

0-4 

Northeast Frontier 

1030 

23 

2-2 

1749 

Nil 

Nil 
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aNNEXURE—VIII ( Contd .) 


Category & Railway 

As on 31-3-1968 

As on 31-3-1978 

Sanc¬ 

tioned 

strength 

Vacan¬ 

cies 

Percen¬ 

tage 

Sanct¬ 

ioned 

strength 

Vacan¬ 

cies 

Percen¬ 

tage 

Southern . 

1611 

57 

3-5 

2506 

184 

7-3 

South Central 

1452 

73 

5-0 

2857 

187 

6-5 

South Eastern . 

2144 

13 

0-6 

3140 

14 

0-4 

Western . 

• 2214 

12 

0-6 

4645 

54 

1-16 

All Railways . 

16938 

519 

3-0 

31918 

939 

2-94 

Firemen 







Central 

4788 

44 

0-9 

4360 

98 

2-3 

Eastern 

5038 

48 

0-9 

5495 

Nil 

N4 

Northern . 

7508 

89 

1’0 

5711 

105 

1 • 8 

North Eastern . 

2927 

132 

4-5 

3133 

Nil 

Nil 

Northeast Frontier 

2128 

35 

1-6 

1688 

Nil 

Nil 

Southern . 

3504 

93 

2-6 

2631 

84 

3'2 

South Central . 

3637 

168 

4-6 

3619 

Nil 

Nil 

South Eastern , 

2436 

5 

0- 2 Information not furnished 

Western . . 

5343 

100 

1-9 

3109 

56 

1*8 

All Railways 

37309 

714 

1-9 

29746 

343 

1* 15 

Assistant Drivers 







Central . . 

435 

9 

2-03 

1254 

42 

3-3 

Eastern 

576 

6 

1-04 

1247 

1 

0.1 

Northern . 

207 

Nil 

Nil 

1544 

98 

6-3 

North Eastern . 

No category 





Northeast Frontier 

198 

Nil 

Nil 

351 

Nil 

Nil 

Southern . 

155 

3 

1-9 

415 

27 

6-5 

South Central . 

88 

Nil 

Nil 

935 

169 

18-1 

South Eastern . 

755 

134 

17 • 8 Information not funmished 

Western 

155 

Nil 

Nil 

1306 

12 

0-9 

All Railways 

2569 

152 


7052 

349 

4-94 






271 


ANNEXURE VIII— Contd. 


Category & Railways 

As on 31-3-1968 

As on 31-3-1978 

Sanc¬ 

tioned 

strength 

Vacan¬ 

cies 

Percen¬ 

tage 

Sanc¬ 

tioned 

strength 

Vacan¬ 

cies 

Percen¬ 

tage 

Permanent Way Inspectors 






Central 

250 

3 

1-2 

115 

5 

4-3 

Eastern 

237 

Nil 

Nil 

318 

Nil 

Nil 

Northern . 

315 

4 

1*2 

345 

5 

1*4 

North Eastern . 

227 

19 

8-9 

244 

Nil 

Nil 

Northeast Frontier 

109 

Nil 

Nil 

180 

Nil 

Nil 

Southern . 

233 

8 

2-4 

325 

2 

0-6 

South Central . 

242 

Nil 

Nil 

368 

2 

0-5 

South Eastern . 

359 

Nil 

Nil 

375 

2 

0*5 

Western . 

437 

6 


488 

2 

0-4 

All Railways . 

2509 

40 

1*9 

2758 

18 

0*65 


Train Examiners 

Central 

803 

17 

2*1 

1064 

53 

5-0 

Eastern 

982 

Nil 

Nil 

1458 

6 

0-4 

Northern . 

672 

5 

0*7 

867 

34 

3*9 

North Eastern . 

242 

34 

14-0 

308 

12 

3*9 

Northeast Frontier 

339 

18 

5*0 

376 

22 

5-9 

Southern . 

424 

10 

2*4 

496 

35 

7-1 

South Central . 

389 

17 

4-3 

443 

11 

2*5 

South Eastern . 

714 

2 

0*28 

1058 

Nil 

Nil 

Western . 

589 

9 

1*5 

761 

9 

1*18 

All Railways 

5154 

112 

2*1 

68319 

235 

3-44 




ANNEXUREIX 


Leave Reserve Percentages 


Categories Percentage 

(i) Operating staff requiring replacement even for short periods for normal 2 

working—Class III . ....... 16— to 30 

3 

(ii) Operating staff requiring replacement even for short periods for normal 

working—Class IV l .. Do. 

(iii) Running staff of all grades. . 15 to 30 

(iv) Commercial Staff, inspectorial or supervisory staff and such staff of all 
departments as require replacements even for short periods for 


smooth and efficient working—Class III . . . . 15 to 30 

(v) Class IV staff of commercial and other departments as require re¬ 
placement even for short periods for smooth and efficient working. . 15 to 30 

(vi) Office Clerks, workshop staff and such staff of all departments who 

need not be replaced for short period—Class III and skilled. . . 12-5 

(vii) Class IV and semi-skilled. . .. 12-5 

(viii) Unskilled and other categories for whom substitutes can be engaged. • 12-5 


ANNEXURE X 


Statement showing the time taken by Railway Service Commissions to complete selection 
of Candidates for Technical and other Categories. 



1974-75 

1975-76 

1976-77 

1977-78 


Tech¬ 

nical 

cate¬ 

gories 

Other 

cate¬ 

gories 

Tech- Other 
nical cate 
cate- gories- 

gories 

Tech¬ 

nical 

cate¬ 

gories 

Other 

cate¬ 

gories 

Tech¬ 

nical 

cate¬ 

gories 

Other 

cate¬ 

gories 

(TIME TAKEN IN MONTHS) 

Railway Service 
Commission 








Bombay . 

. 6-12 

11 

4-13 — 

4-11 

11-30 

6-15 

11-30 

Calcutta . 

. 6-28 

42 

10-28 Upto 37 

14-18 

17 

12-15 

— 

Madras 

. 7-17 

12-15 

9 16-22 

7-19 

4-16 

8-5-20 

15-21 

Muzaffarpur 

• 





3-17 Upto 21-5* 


Note : 1. Information in respect of Railway Service Commission, Allahabad ‘"and 
Recruiting Committee, Northeast Frontier Railway was not made available. 
Railway Service Commission, Secunderabad was inaugurated on 14-1-1978 
and there was no recruitment upto 31-3-1978. 

*2. This information is for the period 1974-75 to 1977-78. 
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ANNEXURE XI 

Progress of Welding of Rails on Indian Rail wars 
(POSITION AS ON 31-3-1978) 


Railwa;- s 

Length of 
Running 
lines on 
broad and 
metre 
gauges 

Length of 
track with 
short wel¬ 
ded panels 
(3/5 rails) 

Length of 

track with 

long- 

Conti- 

nu ni 

welded 

Rails 

- ----- 

Total 
Length of 
welded 
track 

(3)- r (4) C 

Percen- 
tage 
5)x 100 


(2) 

I 

2 

3 


5 

6 " 



(In 

Kilometres) 



Central . 

8700 

3968 

1693 

5661 

65-07 

Eastern 

6343 

3412 

829 

4241 

66-86. 

Northern . 

. 12336 

4894 

1243 

6137 

49-75 

North Eastern . 

61)2 

1896 

192 

2088 

34.16 

Northeast Frontier 


939 

74 

1013 

28.44 

Southern . 

7227 

3051 

210 

3261 

45-12 

South Centra] . 

7582 It' 

3590 

206 

3796 *2 

50-07 

South Eastern . 

8280 

1461 

361 

1822 

22-00 

Western . 

. 10589 

4916 

574 

5490 

51-85 

Total . 

70731 

28127 

5382 

33509 

47-38 





ANNEXURE X1J 

Requirement and Supply of Broad Gauge Wooden Sleepers oil Indian Railway 
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Total . . . 2093-5 712-4 1929-6 729-8 







ANNEXURE XIll 

Requirement and Supply oj Metre Gauge Wooden sleepers on Indian Railways. 
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TotAi, . . . 1545-4 603-3 1635-4 680-7 1544-3 870 ' 1472-4 838-8 1456-3 789-7 7653-8 3782-5 49-4 
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ANNEXURE XIV 

- ngth of track Laid with concrete sleepers on Indian Railways 

(Figures in kilometres of track) 


Railway 

1973 

1974 

1975 

1976 

1977 

1978 Total 

Central . 

4.5 

1.6 

16.3 

31.0 

29.0 

22.6 

105.0 

Eastern . 

— 

— 

— 

10.8 

5.7 

8.8 

25.3 

Northern 

5.0 

9.8 

16.2 

16.5 

12.0 

4.1 

63.6 

Southern . 

• — 

— 

4.1 

13.9 

34.6 

28.8 

81.4 

South Central . 

— 

— 

— 

— 

9.5 

19.6 

29.1 

Western . 

— 

— 

— 

— 

— 

4.6 

4.6 

TOTAL 

9.5 

114 

36.6 

72.2 

90.8 

88. 

5 309.0 

Note: No concrete sleepers have been laid on the South Eastern, North Eastern and North 
east Frontier Railways. 



ANNEXURE XV 





Total Quantity of Ballast procured on Railways 




(FIGURES 

IN THOUSAND CUBIC METRES) 

Railway 

1973-74 

1974-75 

1975-76 

1976-77 1977-78 

Average 
Quantity 
required 
per year 
from 
1973-7S 

Central 

5.7 

589 

399 


570 

590 

531 

Eastern* . 

251 

225 

227 


192 

285 

236 

Northern*. 

397 

341 

333 


317 

381 

354 

North Eastern . 

162 

118 

127 


131 

280 

164 

Northeast Frontier* . 

123 

171 

221 


201 

136 

170 

Southern . 

90 

107 

132 


134 

185 

130 

South Central . 

347 

114 

99 


175 

241 

195 

South Eastern . 

N.A. 

279 

357 


288 

311 

309 , 

Western 

810 

458 

549 


560 

N.A. 594 

All Railways : 

2687 

2402 

2444 


2568 

•2409 

2683 


♦Figures against Eastern and Northeast Frontier Railways indicate quantity put in'track. 



Progress of Primary Track Renewals on Indian Railways during 1968-69 to 1977-78 

Through Rail Renewals 
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279 

ANisEXURE—XViil 

Arrears of track renewals on Indian Railways 
(A 1 - o,i 1-4-1978) 


X Gauge & Group 

No. 

^ Total Arrears of Renewal {la kilo metres) 

kilometres Through mil renewal Through sleeper 

renewal 

Primary Secondary Piimary Secondary 

Broad Gauge 






1. 

Group A . 

12983 

1418 

— 

1450 

- 

2. 

Group B. 

11304 

1662 

- 

1943 

- 

3 . 

Group G. 

1055 

59 

— 

42 

— 

4. 

Group D .... 

5384 

497 

— 

447 

— 

5. 

Group E . 

18796 

365 

1360 

352 

1186 

6. 

Total (1 to 5) . 

49522 

4001 

1360 

4234 

1186 

Mitre Gauge 






7. 

Trunk Routes . 

3532 

521 

— 

646 

— 

8. 

Main Lines 

11022 

2218 

53 

1995 

61 

1 

Suburban Lines , . 

58 

— 

— 

— 

— 

10. 

Branch Lines . 

11314 

677 

2092 

1202 

1358 

11. 

Total (7 to 10) 

25926 

3416 

2145 

3843 

1419 

NARROW GAUGL 






12. 

Main Lines 

902 

13 

40 

68 

40 

13, 

Branch Lines . 

3391 

— 

1155 

— 

1178 

14. 

Total (12 & 13) 

4293 

13 

1195 

68 

1218 

15. 

Grand Total (6 + 11+14) 

79741 

7430 

4700 

8145 

3823 
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AN’NF.XURE —XIX 

Length of Speed Restriction Due to Obsolete or Worn out track (As on 31 -3-1978? 

(Figures in kilometres of track) 


Railway 


broad 

Gauge 

Metre 

Gauge 

Narrow 

Gauge 

Total 

Central. 


43 

— 

112 

155 

Eastern. 


63 

— 

— 

63 

-Northern ... 


9 

17 

— 

26 

North Eastern .... 

tv-/* 


— 

426 

— 

426 

Northeast Frontier 


— 

396 

— 

396 

Southern . .... 


6 

281 

— 

287 

South Central .... 

• 

— 

— 

— 

— 

South Eastern .... 

. 

232 

— 

53 

285 

Western ..... 

• 

4 

307 

47 

358 

All Railways . 

. 

357 

1427 

212 

199 (T 


ANXEXURE—XX 

Position of Distressed Bridges and their Rehabilitation. 


Railway 

Number of bridges 
identified distressed 
upto 1977-78 

Number of bridges 
rehabilitated upto 
jffiS 1977-78 

Bridges remaining to 
be rehabilitated as on 
31-3-1978. C2)—(3) 

1 

2 

3 

4 

Centra) 

389 

113 

276 

IN 

Eastern . , 

. 349 

88 

261 

i 

Northern . 

. 331 

161 

170 

North Eastern . 

1054 

133 

921 

Northeast Frontier 

. 1063 

230 

833 

Southern . 

351 

157 

194 

South Central . 

512 

125 

387 

South Eastern . 

400 

49 

357 

Western 

392 

238 

154 

All Railways 

4847 

1294 

3553 
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ANNEXURE—XXI 

Number of Rail Fractures on Running Lines on Indian Railways 

_ - — ~ ~ ALL 

Years CR ER NR NER NFR SR SCR SER VVR RAIL¬ 

WAYS 


1963-64 

230 

149 

73 

12 

I 

40 

23 

26 

95 

649 

9164-65 

297 

138 

78 

17 

11 

44 

17 

22 

98 

722 

1965-66 

134 

161 

124 

16 

5 

68 

26 

56 

113 

703 

1966-67 

370 

172 

145 

10 

13 

64 

40 

17 

350 

1181 

1967-68 

401 

118 

189 

5 

S 

72 

31 

20 

330 

1174 

Total for 5 years 

1432 

738 

609 

60 

38 

288 

137 

141 

986 

4429 

1968-69 

NA 

112 

244 

6 

NA 

10 

19 

80 

NA 

471 

1969-70 

NA 

96 

203 

7 

NA 

14 

20 

228 

NA 

568 

1970-71 

NA 

99 

237 

5 

NA 

44 

21 

114 

NA 

520 

1971-72 

392 

61 

300 

18 

3 

42 

25 

167 

154 

1162 

1972-73 

425 

69 

267 

20 


17 

26 

129 

140 

1093 

Total for 5 years. 

817 

437 

1251 

56 

3 

127 

111 

718 

294 

3814 

1973-74 

450 

53 

247 

17 

1 

36 

76 

186 

130 

1196 

1974-75 

252 

120 

245 

13 

32 

13 

16 

260 

153 

1104 

1975-76 

221 

102 

326 

8 

278 

18 

118 

414 

180 

1665 

1976-77 

396 

165 

315 

9 

126 

20 

130 

626 

276 

} 

2063 

1977-78 

354 

198 

374 

16 

107 

31 

147 

775 

391 

2393 

Total for 

5 years 

1673 

638 

1507 

63 

544 

118 

487 

2261 

1130 

8421 


Note : 1. NA—Information not Available. 


2. The figures indicated under columns CR. SCR and WR are for the full 
calendar years, however in the table above these have been shown against the 
financial year which covers the major portion of calendar year. 

3. Figures for the period 1963-64 to 1967-68 have been taken from the report of 
the Wanchoo Committee. 
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ANNEXURE— XXI! 

Traffic Blocks for working of Automatic ‘ On-Track ’ Tie-Tamping Machines 
during the period 1976 lo 1978 


Railway 


Year 

Average holding of 
machines 

Tola! Biocic per 

machine worked per 
month 





Hrs. Mts. 

Central 


(78) 

i) 

53 -08 



177) 

8 

9:5 --26 



(76) 

j 

51—01 

Eastern 


(78) 

10 

5 1 —26 



(77) 

0 

63 -07 



(76) 

9 

61—22 

Northern . 

* 

(78) 

12 

57—51 



(77) 

10-7 

44 -26 



(76) 

10 

50—02 

Southern - . 


(78).-., 

4 

64-23 




3'7 

61—46 



(76) 

(S 3 

58—16 

South Central . 


(78) 

4 

44—24 



(77) 

3-7 

34 — 10 



0"S> 

3 

51—53 

South Eastern • 



5 

39—42 



(77) 

3 • 7 

54—13 



(76.) 

3 

51—05 

Western 


(78) 

6 

58-3! 



(77) 

4 

62-17 



(76) 

4 

69—42 

Average of all Railways 


(78) 

50 

1 

C7) 

, W 

l 

, UJ 

: 

I 



(77) 

42-8 

51—17 



(76) 

39 

55—37 
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ANNEXURE—XXIII 

P rogress of Monitoring of Broad Gauge Track with Track Recording Cars on the 
Indian Railways. 


Railway 


Lenth of track monitored during 
(In kilometres) 



1970- 

71 

1971- 

72 

1972- 

73 

1973- 

74 

1974- 

75 

1975- 

76 

1976- 

77 

1977- 

78 

Central 

6249 

8226 

13644 

15493 

15428 

11524 

19605 

16788 

Eastern . 

7601 

5104 

8047 

4118 

6711 

9663 

9576 

9925 

Northern . 

8878 

7623 

11358 

7352 

9837 

13517 

14052 

14381 

North 

Eastern 

Nil 

Nil 

Nil 

Nil 

Nil 

Nil 

153 

146 

Northeast 

Frontier 

NA 

NA 

719 

NA 

485 

1002 

1034 

1551 

Southern 

1292 

2607 

2311 

4255 

5434 

5185 

7785 

6553 

South 

Central 

6908 

7013 

7585 

7612 

8910 

8925 

9351 

9795 

South 

Eastren 

6714 

4488 

10770 

8271 

15dl9 

7592 

11480 

13759 

Western 

1935 

2218 

2216 

2210 

1613 

2035 

2185 

1850 

All Railways 

39577 

37279 

56650 

49311 

63437 

59443 

75221 

74748 
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ANNEXURE-XXIV 

Progress of Monitoring of Metre Gauge Track with Track Recording Cars on the Indian 

Railways 


Railway Length of track monitored in each year 

(In Kilometres) 



1970- 

71 

1971- 

72 

1972- 

73 

1973- 

74 

1974- 

75 

1975- 

76 

1976- 

77 

1977- 

73 

North Eastern 

1100 

1572 

1095 

1928 

2369 

1393 

2532 

2356 

Northeast 

Frontier 

630 


1260 

1774 

1144 

1144 

1144 

2288 

Southern 

398 

880 

1917 

1025 

1460 

1030 

1430 

1671 

South 

Central 

599 

601 

604 

585 

— 

1500 

328 

578 

Western 

. NA 

NA 

907 

904 

920 

930 

1154 

1102 

Total 

2727 

3053 

5783 

6216 

5893 

5997 

6588 

7995 


Note: 1. There is no metre gauge track on Eastern and South Eastern Railways. 

2, Central and Northern Railways did not furnished the requisite information. 
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ANNEXURE—XXV 

Progress oj provision of telephone communications at crossings level on Indian Railways 


A—Number of level crossings. 

B—Number not provided with tele¬ 
phone communication. 


Railway 


Type of the level crossing 

---Total 

Special ‘A’ Class ‘B’ Class ‘C’ Class All Classes 
class 



A 

B 

A 

B 

A 

B 

A 

B 

A 

B 

Central 

8 

Nil 

115 

5 

306 

122 

1215 

815 

1644 

942 

Eastern 

20 

4 

101 

17 

352 

91 

730 

571 

1203 

683 

Northern 

49 

Nil 

192 

9 

387 

78 

1655 

667 

2283 

754 

North Eastern . 

26 

7 

131 

20 

316 

181 

797 

530 

1270 

738 

Northeast Frontier 

. Nil 

Nil 

46^ 

9 

180 

116 

403 

124 

629 

249 

Southern . 

47 

sc 

214 

17 

728 

266 

800 

419 

1789 

707 

South Central . 

20 

Nil 

116 

7 

433 

89 

561 

133 

1130 

229 

South Eastern . 

5 

Nil 

148 

13 

508 

89 

219 

152 

880 

254 

Western . 

66 

8 

93 

17 

313 

121 

1030 

77 

1502 

223 

All Railways 

. 241 

24. 

1156 

114 

3523 

1153 

7410 

3488 

12330 

4779 
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ANNEXURE—XXVI 

Provision of lifting Barriers at Level Crossings 


A—Number of Level Crossings. 

B—Number of Level Crossings pro¬ 
vided with Lifting Barriers. 


Railway 

Special class 

‘A’ 

Class 

‘B’ 

Class 

‘C 

Class 


Total 


A 

B 

A 

B 

A 

B 

A 

B 

A 

B 

Central 

S 

4 

115 

73 

306 

91 

1215 

72 

1644 

240 

Eastern 

20 

20 

101 

87 

352 

195 

730 

119 

1203 

i 421 

Northern . 

49 

42 

192 

121 

387 

151 

1655 

334 

2283 

648 

North Eastern . 

26 

21 

131 

97 

316 

90 

797 

129 

1270 

337 

Northeast Frontier 

Nil 

Nil 

46 

26 

180 

105 

403 

143 

629 

274 

Southern • 

47 

28 

214 

49 

728 

79 

800 

20 

1789 

176 

South Central 

20 

20 

116 

33 

433 

95 

561 

54 

1130 

202 

South Eastern , 

5 

3 

148 

129 

508 

351 

219 

146 

880 

629 

Western . 

66 

48 

93 

65 

313 

132 

1030 

26 

1502 

414 

All Railways 

Total 

. 241 

186 

1156 

680 

3523 

1289 

7410 

1043 

12330 

3341 

Percentage 

(B) 

77-2 

58-8 

36-6 

14 

•1 

27*1 


-x 100 

(A) 
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ANNEXURE—XXVII 

P-.a'ress of brovMon of colour lif'ht tiqnallinz on Indian Railways during the period 

1068-69 to 1077-78 

A—-Position as on 1-4-1969 
B—Position as on 1-4-1978 


Broad Gauge Metre Gauge 


Railway Trunk Main Branch Trunk Main 

Route Line Line Route Line 



A 

B 

A 

B 


B 

A 

B 

A 

B 

Central 

") 

88 

- . 

— 

— 

— 

— 

— 

— 

— 

Eastern 

60 

171 

— 

— 

17 

41 

— 

— 

— 

— 

Northern . 

— 

106 

— 

14 

— 

18 

— 

£2 

— 

— 

North Eastern . 

— 

13 

— 

— 

— 

— 

55 

65 

4 

18 

Northeast Frontier 

— 

— 


— 

-- 

— 

19 

19 

2 

2 

Southern . 

13 

33 

— 

15 

— 

27 

— 

33 

— 

— 

South Central . 

— 

39 

— 

8 

—• 

— 

— 

— 

1 

7 

South Eastern . 

100 

114 

14 

15 

44 

62 

— 

— 

— 

— 

Western 

— 

72 

— 

19 

— 

3 

— 

— 

— 

3 

All Railways . 

175 

636 

14 

71 

61 

151 

74 

119 

7 

30 
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ANNEXURE—-XXVIII 

Progress of provision of multiple aspect signalling on Indian Railways as on 

30-9-1978 


Trunk Main Branch Total 

Routes Lines Lines 



BG 

\1G 

BG 

MG 

BG 

MG 

BG 

MG 

1. Total number of stations 

1177 

444 

849 

806 

1353 

1179 

3379 

2429 

2. Number of stations provided with 
multiple-aspect signalling 

943 

357 

237 

340 

322 

70 

1502 

767 

3. Number of stations where multi- 
pleaspcct signalling has been 
programmed 

81 

67 

84 

137 

46 

-f 

211 

208 

4. Nil Tiber of "stations in Lower 
Quadrant territories : 









(a) With modified Lower 
Quadrant signalling 

78 


— 

— 

20 

— 

98 

— 

(b) Separate Warner in rear of 
the Outer 

14 

18 

2 

„ 

8 


24 

18 


5. Balance number of stations where 
multiple-aspect signalling has 
been neither provided nor pro- 


grammed . . . . 1 

87 


15 


532 329 986 1105 1705 1449 
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MAS—MULTIPLE ASPECT SIGNALLING. 







ANNEXURE XXX 

Provision of Multiple-Aspect signalling on Main Lines — Railway-wise as on 30-9-1978 
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MAS — MULTIPLE-ASPECT SIGNALLING. 



Number of Failures of Signal and Interlocking Gears 
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Note : Central Railway has not furnished information regarding failures of signal and interlocking gears separately. 





Number of Failure of Block Instruments 


292 



Notes : 1 . Central Railway has not furnished the requisite information. 



Number of failures of track circuits 
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2. Figures against Southern Railway do not include failures on Guntakal Division. 

3. Years for which no information has been furnished are left blank. 
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JSfoyE : Dash (—) denotes Nil 






ANNEXURE XXXV 

Shortfall in overhauling and replacement of block instruments. 
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Notb : Dash (—) denotes Nil. 
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ANNEXURE 

Incidence of failures of steam 


Railway Year 

CR 

ER 

NR 


NER 

A 

B 

A 

B 

A 

B 

A 

B 

1968-69 . 


189 

164000 

. . 

• . 

231 

183198 



1969-70 . 


162 

198000 

136 

180000 

189 

218326 



1970-71 


157 

185000 

184 

125000 

225 

169987 



1971-72 . 


128 

213000 

210 

112000 

285 

129880 



1972-73 . 


126 

199000 

285 

82000 

337 

94536 



1973-74 . 


184 

129000 

464 

48000 

772 

40114 



1974-75 . 


284 

85000 

569 

42000 

677 

44053 



1975-76 . 


228 

105000 

404 

57000 

413 

81761 



1976-77 . 


135 

152000 

223 

98000 

293 

120023 

4 

79000 

1977-78 


170 

126000 

287 

46000 

273 

124942 

8 

70000 








297 


XXXVI 

locomotives on broad gauge 

A—Number of engine failures. 

B—Average engine kilometres per engine 
failure. 

NFR SR SCR SER WR All Railways 


A 

B 

A 

B 

A 

B 

A 

B 

A 

B 

A 

B 

17 

155667 

133 

123651 

100 

199000 

113 

209000 

118 

209000 

901 

180000 

54 

53757 

178 

88188 

92 

201000 

111 

201000 

102 

244000 

1024 

178000 

39 

71869 

118 

118503 

90 

210000 

132 

161000 

129 

177000 

1074 

158000 

44 

56625 

99 

141448 

114 

176000 

125 

163000 

214 

100000 

1219 

136000 

22 

113023 

86 

138828 

112 

151000 

159 

131000 

141 

143000 

1268 

120000 

43 

47508 

82 

113947 

109 

167000 

130 

143000 

183 

99000 

1967 

73000 

189 

10499 

80 

112562 

79 

228000 

363 

54000 

175 

97000 

2416 

59000 

209 

12743 

106 

98090 

101 

176000 

296 

65000 

164 

92000 

1921 

76000 

14 

152624 

98 

106401 

78 

213000 

183 

83000 

82 

161000 

1110 

122000 

25 

87527 

97 

100134 

80 

191000 

416 

34000 

65 

201000 

1421 

87000 




Incidence of Failures of Steam Locomotives on Metre Gauge 
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Incidence of Failures of Diesel Locomotives on Broad Gauge 
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Wherever the requisite information has not been furnished by the Railways the columns are left blank. 
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Notes — (1) Central, Eastern, North Eastern and South Eastern Railways had no metre gauge diesel locomotives. 

(2) Wherever the requisite information has not been furnished by the Railways the columns are left blank. 
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Notes.— 1. Wherever the requisite information has not been furnished by the Railways the columns are left blank. 

2,. There was no broad guage electric locomotive on the North Eastern, Northeast Frontier, Southern and South Central Railways. 
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ANNEXURE—XLI 

Over aged Steam Locomotives on Indian Railways 


Position 
as on 
March, 

31 of 

Broad Gauge 


Metre Gauge 


Holding Number Percentage 

Overaged (3) 

-xlOO 

(2) 

Holding 

Number 

Overaged 

Percentage 

(6) 

—- X 100 

( 5 ) 

<1) 

(2) 

( 3 ) 

(4) 

( 5 ) 

(6) 

(7) 

1964 

6700 

2084 

31.10 

3709 

792 

21.35 

1965 

6668 

1994 

29.90 

3645 

702 

19.26 

1966 

6619 

1883 

28.45 

3600 

618 

17.17 

1967 

6425 

1638 

25.49 

3603 

586 

1626 

1968 

6228 

1417 

22.75 

3593 

562 

1564 

1969 

6056 

1254 

20.71 

3593 

587 

16.34 

1970 ] 

5862 

1118 

19.07 

3448 

531 

15.40 

1971 

5599 

994 

17-75 

3398 

502 

14-77 

1972 

5475 

948 

17-31 

3355 

496 

14-78 

1973 

5372 

817 

15-21 

3202 

391 

12-21 

1974 

5307 

780 

14-70 

3154 

368 

11-67 

1975 

5189 

688 

13-26 

3108 

359 

11-55 

1976 

5096 

617 

1211 

3024 

312 

10-32 

1977 

4921 

525 

10-67 

2977 

291 

9-77 

1978 

4899 

432 

8-82 

2966 

285 

9 61 


•^Provisional) 
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ANNEXURE—XLII 

Results of Examination by Neutral Control Flying Squads of Wagons 
in Yards during 1976-77 


Gauge and 
Railway 

Number of 
wagons 
examined 

Number of wagons 
found with rejectable 
defects during examination 

Percentage of wagons 
found with rejctable 
defects during 
examinatiion 


Initial Final 

(Figures are in units) i 

Initial 
(3)/(2) x 100 

Find 

(4)1(2) x 100 

(1) 

(2) 

(3) 

(4) 

(5) 

(6) 

Broad Gauge 






Central 

7854 

7513 

4836 

95.7 

61.6 

Eastern 

6537 

5883 

1131 

900 

17.3 

Northern 

1522 

1222 

870 

80.3 

57.2 

Northeast Frontier 

809 

771 

513 

95.3 

63.4 

Southern 

670 

635 

290 

94.8 

43.3 

South Central 

936 

894 

120 

95.5 

12.8 

South Eastern 

6282 

5559 

1483 

88.5 

23.6 

Western 

3542 

3372 

2547 

95.2 

71.9 

Metre Gauge 






Central 

893 

862 

391 

96.5 

43.8 

North Eastern 

1325 

1273 

115 

96-1 

8-7 

Northeast Frontier 

496 

448 

49 

90.3 

9.9 

Southern 

863 

826 

73 

95.7 

8.5 

South Central 

838 

736 

51 

87.8 

61 

Western 

2935 

2819 

1028 

96.0 

35.0 
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ANNEXURE—XL1I1 


Result of Examination by Neutral Control Flying Squads of Terminating Trians in 
Marshalling yards during 1976-77 


Marshalling yards and 
gauge 

Total Num- Average 
ber of trains daily num- 
examined ber of trains 

examined 
(2)/365 days 

Total 

Number of 
wagons 
examined 
(In units) 

Total num¬ 
ber 

of wagons 
rejected 1 
(In units) 

Percentage 
of wagons 
rejected 

(5)/(4) x 100 

(1) 

(2) 

(3) 

(4) 

(5) 

(6) 

Broad Gauge 






New Katni 

3895 

10.7 

249,622 

47249 

18.9 

Andal 

3666 

10.0 

211,716 

25373 

12.0 

Kanpur (G.M.C ) 

1417 

3.9 

93,137 

9728 

10.4 

Tondiarpet • ■ 

3581 

8.9 

150,256 

32626 

20.8 

Vijayawada 

2967 

8.1 

204,618 

54976 

26.0 

Waltair 

4141 

11.3 

233,478 

57819 

24.7 

Bhilai Marshalling 






yard 

3799 

10.4 

176,693 

34068 

19.2 

Bandra Marshalling 






yard 

2713 

7.4 

122,175 

12541 

10.3 

Total : 

26179 

71.7 

1441,697 

274380 

19.8 

Metre Gauge 






Garhara 

2903 

8.0 

179,230 

23721 

13.2 

Siliguri 

1713 

4. 7 

91,027 

17490 

19.2 

Guntakal • • • 

2163 

6.0 

79,195 

12135 

15.3- 

Phulera 

3262 

9,0 

157,520 

16667 

10.5 

Total : • 

10041 

27.5 

506,972 

70013 

13.8- 
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ANNEXURE—XLIV 
Overloading of Box \yag3ns 


Number Number Nimber of wagons Maximum 


Depot 

Month 

of 

of 

overloaded 


quantity 
of over¬ 
load j. 



wagons wagons 
weighed over¬ 
loaded 

Ra»ge of overload 
(in tonnes) 





4—6 

6—J 

Over (In tonnes)- 

8 

Pathardih 

May ’78 

J1394 

906 

199 

177 

103 

16.4 


June ’78 

809 

580 

139 

84 

64 

15.7 

Kasunda . 

. May ’78 

1137 

751 

237 

54 

28 

17.3 


June ’78 

1109 

733 

139 

56 

62 

13.3 

Katrasgarh 

. May ’78 

908 

432 

76 

22 

21 

13.1 


June ’78 

1128 

572 

149 

62 

40 

14.0 

Andal 

. May ’78 

5531 

3569 

140 

67 

185 

16.8 


June ’78 

7572 

3305 

185 

128 

104 

14.7 


Representative Colliery-wise Samples of Overloading of Box Wagons 
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Angarpathra 225 99 56 16 13 14 11.5 

Nudkurkee 100 87 38 25 18 6 14.0 
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ANNEXURE -XLVI 

Incidence of hot Boxes on broad and metre gauge Coaching Stock on Indian Railways 
{During 1963-64 To 1967-68 and 1973-74 To 1977-78). 
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All Railways(BG) . . . 1-02 M2 1-09 Ml 1-24 0-71 0-82 0-53 0-52 0-43 
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ANNEXURE XLV1II 


Results of Checks by Neutral Control Flying Squads of Effective Brake 
Power of Trains In 12 Broad Gauge Yards 

(Date of Check : 5-17 March, 1973) 


Railway and Yard 

Originating Trains 

Terminating trains 

Number 

examined 

Percentage 
of effective 
brake power 
(Range) 

Number 

examined 

Percentage 
of effective 
brake power 
(Range) 

Central 

Ajni 

12 

38-5 to 76-5 

12 

62-3 to 89-6 

Bhusaval . 

10 

59-2 to 71-7 

16 

34-3 to 75-9 

Eastern 





Asansol 

10 

65-2 to 83-0 

10 

23-7 to 74*0 

Mughalsarai 

16 

39-2 to 63-2 

14 

45*7 to 70-4 

Northern 

Khanalampura 

8 

53-0 to 60-6 

13 

40-6 to 65-4 

Cheoki 

11 

500 to 88-0 

13 

43-5 to 67-9 

Southern 

Jolarpettai 

12 

51-4 to 88-0 

12 

49-2 to 73-0 

South Centro 

Kazipet 

12 

44-9 to 72-6 

12 

50-7 to 82-7 

South Eastern 

"Bonda Munda . 

12 

70-7 to 85-2 

12 

45 -8 to 78-0 

Nimpura . 

12 

65-8 to 86 - 6 

12 

50-7 to 85-4 

Western 





Ratlam 

9 

66-6 to 76-6 

13 

46-5 to 80-0 

Baroda (Vadodara) 

13 

54-0 to 75-7 

11 

60-0 to 73-5 


Summary of the above results showing the number of originating and terminating 
trains in different ranges of effective brake power. 


Percentage of effective brake power 
(Range) 

Originating trains 
(Number) 

Terminating trains 
(Number) 

23 to 38 . 

. 1 

3- 

39 to 45 . 

3 

7 

46 to 55 

23 

32 

56 to 65 

40 

49 

66 to 75 . 

42 

45 

76 to 84 . 

18 

11 

85 and above .... 

10 

3 

Total 

137 

150 
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ANNEXURE XLIX 

Results of Checks by Neutral Control Flying Squads of Effective Brake Power of Trains at 
Mughalsarai and Kanpur 

(Date of Check : 9-11, June, 1974) 

Number of trains Percentage of Effec- 
examined tive Brake Cylin¬ 

ders (Range) 

Mughalsarai 

Originating. 17 51-9 to 71-6(BOX) 

trains (ER to NR) • (2BOX+15 Mixed) 60’3 to 79-3(Mixed) 

Through trains • 15 57-7 to 77-7(BOX) 

(ER to NR).(9BOX + 6 Mixed) 60-3 to 78-7(Mixed) 

Terminating. 31 25-9 to 73-0(BOX) 

trains ..... (6 BOX+25 Mixed) 50-0 to 76-2(Mixed) 

Kanpur 

Originating trains .... 18 78-3 to 83-8 (BOX) 

(NR to ER).(4 BOX+14 Mixed) 68-8 to 95-2(Mixed) 

Through trains. 10 45 to 65 

(NR to ER) 

Terminating trains .... 22 49-3 to 76-1 (BOX) 

(ER to NR).(6 BOX+16 Mixed) 64 to 83-3 (Mixed) 

Summary of the above results showing the number of originating and terminating trains 
having different ranges of effective brake power. 


Percentage of effective brake cylinders (Range) 

Originating 

trains 

Terminating 

trains 

1 




2 

3 

Mughalsarai 






44 and below 




. 

1 

45 to 54-9 




1 

5 

55 to 64-9 . 


• 


3 

11 

65 to 74-9 . 


• 

. 

10 

13 

75 to 84-9 , 


• 

• 

3 

1 

85 and above 




•• 

•• 




Total • 

17 

31 
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1 2 3 


Kanpur 

44 and bltow. 

45 to 54- 9. • • 1 

55 to 64-9.• 6 

65 to 74-9.* 4 11 

75 to 84-9. 11 3 

85 and above. 3 1 

Total . 18 22 
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ANNEXURE—L 


Results of Checks by Neutral Control Flying Squads of Effective Brake Power of 
Trains at 12 Broad Gauge Yards 


(Date of Check February, 1975) 


R ailway and 

Yard 

Originating Trains 

Terminating Trains 

Number 

exami¬ 

ned 

Percentage of 
Effective Brake 
Power (Range) 

Number 

exami¬ 

ned 

Percentage of 
Effective Brake 

Power (Range) 

CENTRA!, 

Ajni Nagpur . 

16 

69-0 to 89'7 

16 

51-5 to 79-6 

Bhusaval .... 

20 

44'4 to 84 - 4 

20 

45-8 to 82-3 

EASTERN 





Mughalsarai 

25 

46-3 to 74-0 

24 

38-3 to 74-4 

Asansol .... 

21 

46-3 to 89-7 

12 

40-3 to 82-6 

northern 

Khanalampura 

14 

59-4 to 86-9 

13 

49-2 to 72-9 

Kanpur (GMC) 

16 

47-7 to 82-4 

20 

35-2 to 79-1 

SOUTHERN 

Jolarpettai 

10 

65-5 to 91-5 

9 

56-0 to 75-0- 

SOUTH-CENTRAL 
Kazipet .... 

15 

87-5 to 96-2 

10 

55-4 to 80-6 

SOUTH-EASTERN 
Nimpura . . . , 

18 

70-0 to 90-4 

19 

53-3 to 80-6 

Bonda Munda 

21 

68-4 to 88-7 

19 

50-0 to 80-5 

WESTERN 

Baroda (Vadodara) . 

18 

39-1 to 76-4 

16 

48-2 to 77-9 

Bandara Marshalling Yard 

11 

60-4 to 90-8 

3 

56-9 to 73-9 

Summary of the above results showing the number of Originating and Terminating 
trains having different ranges of effective brake power 

Percentage of Effective Brake 

Originating Trains 

Terminating 

Trains 



(Number) 


(Number) 

39 to 45 . 

46 to 55 . 

56 to 65 . 

66 to 75 . 

76 to 84 . 

85 and above . 


4 

17 

38 

65 

49 

32 


8 

23 

59 

75 

16 


Total 


205 


181 








ANfcTEXURE—Li 

Results of Checks Made by Neutral Control Flying Squads of Effective Brake Power of Trains 
(Date of Check : 7-8-1978 and 8-9-1978) 
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ANNEXURE— LI I 

Number and Percentage of Coaching Vehicles overdue POH on the Broad Cange of 

all Indian Railways 

Position as on 

31-3-1976 31-3-1977 31-3-1978 31-10-1978 
(IN VEHICLE UNITS) 


1. Passenger Carrying Vehicles (PCVs) 

(a) Holding . . . • • 

(b) Number Overdue POH , 

(c) Percentage of overdue POH 

to holding .... 

2. Other Coaching Vehicles (OCVs) 

(a) Holding. 

(b) Number overdue POH • 

(c) Percentage of overdue POH to 

holding . . • 

3. Total of PCVs and OCVs 

(a) Holding. 

(b) Number overdue POH . . 

(c) Percentage of overdue POH to 

holding. 


29598 

29360 

30032 

30411 

3098 

3727 

3591 

3478 

10-5 

12-7 

12-0 

11-4 

6419 

6594 

6722 

6837 

1467 

1392 

1499 

1484 

22-9 

21-1 

22-3 

21-7 


36017 

39954 

36754 

37248 

4565 

5119 

5090 

4962 

12-7 

14-8 

13-9 

13-3 
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ANNEXURE—LIII 


Number and Percentage of Coaching Vechicles overdue POH on the 
Metre Gauge of all Indian Railways 


Position as on 


31-3-76 31-3-77 31-3-78 31-10-78 

(Figures are in vehicle units) 


1. Passenger Cirrying Vehicle (PCVs) 



(a) 

Holding . . . . • 

20193 

20088 

20113 

20071 


(b) 

Number of overdue POH 

977 

1441 

1004 

856 


(c) 

Percentage of overdue POH to 







holding ..... 

4-8 

7-2 

50 

4-3 

2. 

Other Coaching Vehicles (OCVs) 






(a) 

Holding. 

4955 

4990 

4992 

5076 


(b) 

Number of overdue POH . . 

629 

599 

563 

470 


(c) 

Percentage of overdue POH to 







holding. 

12-7 

11-2 

11-3 

9-3 

3. 

Total of PCVs and OCVs 


, 




(a) 

Holding. 

25148 

25078 

25105 

25147 


(b) 

Number of overdue POH . 

1606 

2000 

1567 

1326 


(c) 

Percentage of overdue POH to 







holding. 

6-4 

80 

6-2 

5-3 
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ANNEXURE—LIV 


Number and percentage of coaching vechicles overdue P'0 Hon the 
Broad Gauge of different Railways 

A = Holding. 

B = Number overdue 
POH 

C = ‘B’taken as a per¬ 
centage of A 

(Figures are in vechicle units) 


Railway Passenger Cirrying Other Coaching Vechi- Total (PCVs+OCVs) 
Position Vechicles (PCVs) les (OCVs) 

as on 



A 

B 

C 

A 

B 

C 

A 

B 

C 

1 

2 

3 

4 

5 

6 

7 

8 

9 

10 


1 . Central 


31-3-1977 

4196 

612 

14-6 

949 

231 

24-3 

5145 

843 

16-3 

31-3-1978 

4112 

456 

111 

964 

246 

25-5 

5076 

702 

13-8 

31-10-1978 

4112 

410 

9-9 

970 

212 

21-8 

5082 

622 

12-2 


2. Eastern 


31-3-1977 

5297 

888 

16-7 

1436 

278 

19-3 

6733 

1166 

17-3 

31-3-1978 

5341 

794 

14- 8 

1526 

321 

210 

6867 

1115 

16-2 

31-10-1978 

5361 

780 

14-5 

1544 

361 

23-3 

6905 

1141 

16-5 


3. Northern 


31-3-1977 

5985 

758 

12-5 

1350 

400 

29-3 

7335 

1158 

15-7 

31-3-1978 

5966 

920 

15-4 

1377 

412 

29-6 

7343 

1332 

18-1 

31-10-1978 

6052 

600 

9.9 

1388 

361 

260 

7440 

961 

12.9 


4. Northeast Frontier 


31-3-1977 

804 

106 

13-2 

103 

15 

14-5 

907 

121 

13-3 

31-3-1978 

814 

60 

7-4 

195 

14 

13-3 

919 

74 

8-0 

31-10-1978 

900 

36 

40 

110 

10 

9-1 

1010 

46 

4-6 


5. Southern 


31-3-1977 

3781 

448 

11-8 

897 

143 

15-9 

4678 

591 

12-5 

31-3-1978 

4145 

532 

12-8 

885 

149 

16 8 

5030 

681 

13-5 

31-10-1978 

4136 

520 

12-6 

901 

146 

16-2 

5037 

666 

13-2 
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1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

6 . South 

Central 









31 - 3-1977 

2476 

184 

7-43 

281 

66 

23-5 

2757 

250 

91 

31 - 3-1978 

2486 

312 

12-6 

301 

125 

41-5 

2787 

437 

15 7 

31 - 10-1978 

2686 

356 

13-3 

355 

106 

29-8 

3041 

462 

151 

7 . South Eastern 









31 - 3-1977 

3812 

451 

11 ■ 8 

662 

96 

14-5 

4474 

547 

12-2 

31 - 3-1978 

4128 

325 

7-9 

640 

114 

17-8 

4678 

439 

9-2 

31 - 10-1978 

4154 

522 

12-5 

653 

118 

18-1 

4807 

640 

13 3 

8 . Western 









31 - 3-1977 

3009 

280 

9-3 

916 

163 

19.5 

3925 

443 

113 

31 - 3-1978 

3040 

192 

6-8 

824 

118 

14-9 

3964 

310 

80 

31 - 10-1978 

3010 

254 

8-4 

916 

170 

20-4 

3926 

424 

11 6 
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ANNEXURE—LV 


Number an l Percentage of Coaching vehicles overdue POH on the Meter Gauge of 

Different Railways 


A=Holding. 

B=Number overdue POH. 


C=‘B’ taken as a percentage of A. 

(Figures are in Vehicle units) 


Railway 

Passenger Carrying 

Other Coach 

Total (PCVsO+CVs) 

Potion 

Vehicles (PCVs) 

Vehicles (OCVs) 


as on 

ABC 

ABC 

ABC 


1 . Northern 

31-3-1977 

1750 

46 

2-6 

621 

82 

13-2 

2371 

128 

5-4 

31-3-1978 

1750 

154 

8-8 

621 

98 

15-8 

2371 

252 

10-6 

31-10-1978 

1785 

96 

5-4 

614 

74 

12-0 

2399 

170 

7-8 


2. North Eastern 


31-3-1977 

5165 

823 

15- 9 

1655 

207 

12-5 

6820 

i030 

15-1 

31-3-1978 

5166 

346 

6-7 

1583 

251 

15-9 

6749 

597 

8-9 

31-10-1978 

5156 

168 

3-3 

1592 

149 

9.4 

6748 

317 

4-7 


3 - Northeast Frontier 


31-3-1977 

2703 

182 

6-6 

866 

112 

130 

3569 

294 

8-2 

31-3-1978 

2720 

76 

2-7 

858 

61 

7-1 

3578 

137 

3-8 

31-10-1978 

2729 

40 

1-4 

843 

36 

4-3 

3572 

76 

2.1 


4- Southern 

31-3-1977 

3533 

164 

4.6 

786 

95 

12.1 

4319 

259 

6.0 

31-3-1978 

3549 

140 

3.9 

738 

74 

10.0 

4287 

214 

5.0 

31-10-1978 

3425 

214 

6.3 

723 

106 

14.7 

4148 

320 

7.7 


5'South Central 


31-3-1977 

1902 

64 

3.4 

201 

34 

16.9 

2103 

98 

4.6 

31-3-1978 

1950 

102 

5.2 

197 

26 

13.2 

2147 

128 

6.0 

31-10-1978 

1942 

110 

5.7 

207 

28 

13.5 

2149 

138 

6.4 

6- Western 

31-3-1977 

5035 

162 

3.2 

861 

29 

3.3 

5896 

191 

3.2 

31-3-1978 

4978 

186 

3.7 

995 

53 

5.3 

5973 

239 

4.0 

31-10-1978 

5034 

228 

4.5 

1097 

77 

7.0 

6131 

305 

4.9 


1 RB-21 
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ANNEXURE—LVI 


Number and Percentage of Wagons Overdue POH on the Broad and Metre Gauges of 
all Indian Railways 


Gauge 


Position as on 


31-3-1976 31-3-1977 13-3-1978 31-10-1978 

(Figures are in wagon units) 


Broad Gauge 


(a) Holding. . 389232.5 392762 403865 407262- 5 

(b) Number overdue POH . 67825 42238 37258 40299 

(c) Percentage of overdue POH 

to holding . . . 17.4 10.8 9.2 9.9 ■ 

Metre Gauge 

(a) Holding . . . 111357 114563 115124 113341 

(A) Number overdue POH . 15371 11623 9813 9315 

(c) Percentage of overdue POH 


to holding. . . . 13.8 10.1 8.5 8.2 
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ANNEXURE LIX 

Failure of Cylindrical Roller Bearings on Broad Gauge Coaching Stock (BEML) 

during 1977 


Number of Number of 

Railway failures bearings Total 

on line replaced in 

Workshops 


Central . 




9 

8 

17 

Eastern . 




15 

• . 

15 

Northern 




8 

.. 

8 

Southern 




6 

91 

97 

South Eastern 




11 

87 

98 

Western. 




•• 

16 

16 

All Railways 



• 

49 

202 

251 


Incidence of failure of Cylindrical Roller Bearings on Coaching Stock 


Total Number of Cylindrical roller Bearings on BEML (BG) 
Coaches in use. 

47264 

Total Number of failures 

> » • • • 

• • 

251 

Percentage failure 
(Total) 

= 251 x 100 

= 

0.531 

47264 



Percentage failure on line 

= 49 x 100 T = 

0.104 



47264 



Percentage failure in 
Workshops. 

- 202x 100 

0.427 



47264 






ANNEXURE LX 

Failures of Roller Bearings on BOX Wagons during 1976. 
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ANNEXURE LXI 

ailurt of Roller Bearings on BOX Wagons during 1977. 
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ANNEXURE LXII 

list of Coaching Workshops on Indian Railways. 


S. No. 

Name of workshop 





Railway 


Workshops where Neutral Control Examination is in force. 

1 . 

Matunga 






Central 

2. 

Lilluah 






Eastern 

3. 

Alambagh . 






Northern 

4. 

Jodhpur 






Do 

5. 

Bikaner 






Do. 

6. 

Gorakhpur . 






North Eastern 

7. 

Dibrugam . 






Northeast Frontier 

8. 

New Bongaigaon 






Do. 

9. 

Perambur . 



. 


. 

Southern 

10. 

Golden Rock 






Do. 

11. 

Mysore 






Do. 

12. 

Lallaguda . . 






South Central 

13. 

Hubli . 






Do. 

14. 

Kharagpur . 






South Eastern 

15. 

Raipur 

• 





Do. 

16, 

Parel and Mahalaxmi 

• 





Western 

17. 

Ajmer 

• 





Do. 



Workshops where Railway's own Inspection is in force. 

18. 

Jhansi * 

• 

• Kf-lhj 'sr r 


. Central 

19. 

Kanchrapara 


• • • 


. Eastern 

20. 

Jagadhari 


. • • 


. Northern 

21. 

Kalka 


• • • 


Do. 

22. 

I/atnagar . 


• ♦ » 


. North Eastern 

23. 

Samastipur . 


• • . 


Do. 

24. 

Tindharia 


• • • 


. Northeast Frontier 

25. 

Kurduwadi 

4 

• • * 


. South Central 

26. 

Nagpur 

• 

• • • 


. South Eastern 

27. 

Udaipur . 

• 

• ♦ • 

* 

. Western 

28. 

Morvi . 

• 

• • • 


Do. 

29. 

Gondal 

• 

• • 4 


. Do. 

30. 

Pratapnagar 

• 

* * 


. Do. 

31. 

Bhavnagar . 


* 


Do. 















Results of Examination by Neutral Control Staff of Broad Gauge Coaches after P. O. H. in workshops period : October to December, 
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ANNEXURE LXV 

Results of Examination by Neutral Control Staff of Broad Gauge Coaches after POH 

in Workshops. 


Period A : January to March, 1978 

„ B : April to June, 1978 

,, C : July to September, 1978 


Name of Period Total Num- Total Number Percentage Percentage 

Workshop ber of coa- of coaches of Coaches of Coaches 

(Railway) ches turned passed by passed by once offered 

out as per Neutral Con- Workshop but detained 
workshop trol Staff. Staff with- due to de- 
records. out obtain- fects during 

ing Neutral Final Exa- 
Control fit mination. 
certificates. 


(3)—(4) 
-X 100 

(3) 


(1) 

(2) " 

(3) 

(4) 

(S) 

(6) 

Matunga (C) 

A 

668 

628 

6-0 

12-1 


B 

638 

527 

17-4 

31-7 


C 

658 

440 

33-1 

60*4 

Liluah (E) 

A 

803 

665 

17-2 

15-3 


B 

781 

556 

28-8 

13-8 


C 

709 

665 

6-2 

6-3 

Alambagh (N) 

A 

589 

340 

42-3 

80.6 


B 

587 

486 

17-2 

69-4 


C 

560 

448 

20-0 

57-0 

Perambur (S) . 

A 

734 

698 

4-9 

5-0 


B 

776 

732 

5-7 

5-7 


C 

856 

756 

11*7 

11-7 

Golden Rock (S) 

A 

-1-4 

3 

Nil 

Nil 

B 

14 

11 

21-4 

Nil 


C 

22 

19 

13-6 

Nil 

Lalaguda (SC) . 

A 

438 

250 

42-9 

36-8 

B 

419 

315 

24-8 

23-0 


C 

451 

325 

27-9 

29-5 

Kharagpur (SE) 

A 

702 

658 

6-3 

12-0 

B 

648 

610 

5-9 

12-0 


C 

627 

528 

15-8 

24-7 

Raipur (SE) 

A 

36 

36 

Nil 

Nil 

B 

44 

42 

4-5 

Nil 


C 

48 

48 

Nil 

Nil 

Parel (W) 

A 

431 

377 

12-5 

16-6 

B 

446 

357 

20-0 

23-4 


C 

486 

415 

14-6 

15-2 
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ANNEXURE LXVI 

Results of Examination by Neutral Control Staff of Metre Gauge Coaches after POH 
in Workshops. 

Period A : January to March, 1978 
„ B : April to June, 1978 
„ C : July to September, 1978 


Name of 

Period 

Total 

Total 

Percentage 

Percentage 

workshop 


number 

number 

of coaches 

of coaches 

(Railway) 


•f coaches 

of coa¬ 

passed by 

once 



turned out 

ches 

workshop 

offered but 



as per 

passed 

staff with¬ 

detained 



workshop 

by 

out obtain¬ 

due to 



records 

Neutral 

ing Neutral 

defects 




Control 

Control fit 

during 




Staff 

certificate 

final exami¬ 






nation. 





(3)—(4) 



(3) 


-X100 


(1) 

(2) 

(3) 

(4) 

(5) 

(6) 

Bikaner (N) . 

A 

138 

134 

2-9 

Nil 

B 

138 

138 

Nil 

Nil 


C 

132 

130 

1-5 

Nil 

Jodhpur (N) 

A 

270 

231 

14-4 

12-6 

B 

271 

226 

16-6 

14-7 


C 

246 

234 

4-9 

4-9 

Gorakhpur (NE) 

A 

694 

664 

4-3 

4-3 

B 

668 

594 

11-1 

3-9 


C 

632 

446 

29-4 

29-4 

New Bongaigaon (NF) 

A 

478 

310 

85-1 

32-8 

B 

429 

298 

30-5 

52-2 


C 

358 

159 

55-6 

56-1 

Dibrugarh (NF) . 

A 

475 

375 

21-0 

Nil 

B 

84 

84 

Nil 

Nil 


C 

78 

76 

2-6 

2-6 

Mysore South (S) 

A 

176 

163 

7-4 

7-4 

B 

199 

195 

2-0 

Nil 


C 

232 

230 

0-9 

Nil 

Golden Rock (S) 

A 

515 

496 

3-7 

0-4 

B 

441 

315 

28-6 

21-4 


C 

540 

461 

14-6 

8-0 

Hubli (SC) 

A 

391 

391 

Nil 

1-5 

B 

426 

426 

Nil 

2-5 


C 

417 

417 

Nil 

3-2 

Ajmer (W) 

A 

598 

598 

Nil 

12-1 

B 

624 

624 

Nil 

Nil 


C 

602 

602 

Nil 

19-9 
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ANNEXURE LXVII 

Results of Spot Checks Conducted by Neutral Control Flying Squad, Showing Number of 
Wagons on Broad Gauge with Rejectable Defects Having a Direct Bearing on 
Safety, In Final Examination During 1974-75 to 1976-77. 

A-Number of wagons in units examin¬ 
ed. 

B-Number of wagons in units found 
with rejectable defects having direct 
bearing on safety (Prefixed ‘S’). 

C- Percentage= B/A x 100. • 


Railway 


1974-75 

1975-76 



1976-77 

A 

B 

C 

A 

B 

C 

A 

B 

C 

Central 

. 2319 

1885 

81-3 

2614 

2077 

79-5 

1280 

810 

63-3 

Eastern 

. 3148 

2335 

74-2 

6308 

3905 

61-9 

7569 

4757 

62-8 

Northern 

. 2393 

1823 

76-2 

1357 

1255 

92-5 

1520 

1234 

81-2 

Northeast Frontier 

. 593 

478 

80' 6 


— 

— 

252 

220 

87-3 

Southern 

. 640 

578 

90-3 

674 

508 

75-4 

230 

194 

84-3 

South Central 

. 1208 

987 

81-7 

178 

137 

77-0 

— 

— 

— 

South Eastern 

. 1570 

1216 

77-5 

6754 

4047 

59-9 

5198 

3019 

58-1 

Western 

. 1279 

923 

72-2 

1859 

1615 

87-0 

736 

392 

53-3 

All Railways 

. 13150 10225 

00 

19744 13544 

68-6 16785 

10626 

63-3 


Note: No checks were carried out on the North Eastern Railway. 
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ANNEXURE—LXVIII 

Results of Spot Checks Conducted by Neutral Control Flying Squad Showing Number 
of Wagons on Metre Gauge with Rejectable Defects Having a Direct Bearing on Safety 
in Final Examination During 1974-75 to 1976-77. 

A= Number of wagons in units 
examined. 

B= Number of wagons in units found 
with rejectable defects having a 
direct bearing on safety (Prefixed 
‘S’). 

C= Percentage= B/A x 100. 


Railway 


1974-75 


1975-76 

1976-77 

A 

B 

C 

A 

B 

C 

A 

B 

C 

Central 

. 129 

121 

93-8 

— 

— 

— 

— 

— 

— 

North Eastern 

. 2808 

2117 

75-4 

1599 

1427 

89-2 

1555 

1227 

78-9 

Northeast Frontier 

. 882 

735 

83-3 

1056 

937 

88-7 

685 

573 

83-6 

Southern 

. 1134 

900 

79-4 

1264 

1021 

80-8 

571 

496 

86-9 

South Central 

. 475 

384 

80-8 

520 

444 

85-4 

971 

768 

79-1 

Western 

. 136 

134 

98-5 

422 

396 

93-8 

669 

526 

78-6 

All Railways 

. 5564 

4391 

78 -9 

4861 

4225 

86-9 

4451 

3590 

80-7 


Note: No checks were conducted on the Northern Railway and on the Central 
Railway during 1975-76 to 1976-77. 



335 

ANNEXURE—LXIX 


Number and Percentage of Overaged Coaches on Broad and Metre Gauges of all 

Indian Railways 

A—Holding in vehicle units. 

B—Number of overaged coaches. 

C—‘B’ taken as a percentage ‘A’ 


Position as o n 

31st March 

of 


Broad Gauge 

Metre Gauge 


A 

B 

C 

A 

B 

C 

1964 

16,341 

5,077 

31-1 

12,605 

3,128 

24-8 

1965 

16,433 

4,726 

28-8 

13,127 

2,967 

22-6 

1966 

16,438 

4,434 

27-0 

13,371 

2,779 

20-8 

1967 

16,519 

4,035 

24-4 

13,461 

2,654 

19-7 

1968 

16,931 

3,831 

22-6 

13,633 

2,855 

20-9 

1969 

17,239 

3,583 

20-8 

13,785 

2,730 

19-8 

1970 

17,421 

3,285 

18-9 

13,071 

2,649 

^9-0 

1971 

17,626 

3,057 

17-3 

14,027 

2,587 

18-4 

1972 

17,978 

2,797 

15-6 

13,974 

2,311 

16-5 

1973 

18,294 

2,478 

13-5 

14,179 

2,090 

14-7 

1974 

19,932 

2,275 

11-4 

13,912 

1,900 

13-7 

1975. 

19,178 

2,045 

10-7 

13,648 

1,646 

12-1 

1976 

19,433 

1,702 

8-8 

13,509 

1,451 

10-7 

1977 

19,449 

1,485 

7-6 

13,486 

1,401 

10-4 
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ANNEXURE—LXX 

Number and Percentage of Overaged Wagons on Broad and Metre Gauges of all Indian 

Railways. 

A—Holding (In wagon units) 

B—Number of overaged wagon 
C—‘B’ taken as a percentage of ‘A’ 

Position as on Broad Gauge Metre Gauge 

31st March -- 


of 

A 

B 

C 

A 

B 

C 

( 1 ) 

( 2 ) 

(3) 

(4) 

(5) 

( 6 ) 

(7) 

1964 

. 2,47,247 

29,103 

11-8 

91,023 

12,863 

14-1 

1965 

. 2,58,464 

25,885 

10-0 

93,763 

13,292 

14-2 

1966 

. 2,68,678 

25,079 

9-3 

95,581 

13,669 

14-3 

1967 

. 2,73,363 

23,185 

8-5 

96,492 

13,919 

14-4 

1968 

. 2,74,873 

18,005 

6-6 

97,069 

13,549 

14-0 

1969 

. 2,79,472 

15,701 

5-6 

96,724 

13,492 

13-9 

1970 

. 2,80,930 

14,491 

5-2 

97,000 

13,055 

13-5 

1971 

. 2,82,684 

13,429 

4-8 

95,804 

12,512 

13-1 

1972 

. 2,82,398 

12,235 


94,682 

11,896 

12-6 

1973 

, 2,84,925 

11,319 

40 

93,598 

11,143 

11-9 

1974 

. 2,90,289 

12,054 

4-2 

92,545 

10,462 

11-3 

1975 

. 2,94,642 

12,626 

4-3 

90,950 

9,684 

10-6 

1976 

. 3,00,192 

14,452 

4-8 

89,760 

8,918 

9.9 

1977 

. 3,03,357 

13,589 

4-5 

89,336 

8,574 

9-6 
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ANNEXURE—LXXI 


Numbt, and Percentage of Overaged Coaches on Broad and Metre Ganges of Different 

Railways. 


Gauge position as on 

CR 

ER 

NR 

NER 

NFR 

SR 

SCR 

SER 

WR 

Broad Gauge 










31-3-1976 

Holding 

. 2746 

3703 

3841 

* 

415 

2421 

1563 

2650 

2094 

Number of overaged 

. 211 

363 

465 


5 

144 

109 

216 

18* 

Percentage 

. 7-7 

9-8 

12- 1 


1-2 

5-9 

7-0 

8-2 

9-0 

31-3-1977 










Holding 

. 2723 

3585 

3945 


461 

2404 

1571 

2622 

2064 

Number of overagcd 

. 188 

330 

413 


5 

112 

98 

191 

147 

Percentage 

. 6-9 

9-2 

10-5 


11 

4-7 

6‘ 2 

7-3 

7-1 

Metre Gauge 










31-3-1976 










Holding 

* 

* 

(a: 

1302 

3525 

1908 

2413 

* 

1319 

Number of overagcd 




248 

433 

176 

150 


203 

Percentage 

31-3-1977 

Holding 

* 



19-0 

12-3 

9-2 

6-2 


15-4 




1256 

3579 

1881 

2278 


1304 

Number of overaged 




196 

551 

161 

122 


163 

Percentage 




15-6 

15-4 

8-6 

5-4 


12-5 


Note : *There was no holding of broad gauge coaches on the North Eastern Railway 
and of metre gauge coaches on the Central, Eastern and South Eastern Railways. 

@ The Northern Railway did not furnish the requisite information for metre 
gauge coaches. 
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appendix 


Recommendations and observations of the Wanchoo Committee, along 
with the action taken and the presnet position, as advised by the Railway 
Board in respect of the recommendations not dealt with in Chapted IV 
of this Report. 


Item Recommendation/observation Action taken and the present posi- 

No. made by the Railway Accidents tion as advised by the Railway Board. 
Inquiry Committee-1968. Note: Remarks given within brackets, 

i.e. ( ) are by the Railway Acci¬ 

dents Enquiry Committee-1978. 


PART I 

CHAPTER I—INTRODUCTORY 


1. We have decided to take a period 
of five years commencing from 1st 
April, 1963 and ending on 31 st 
March, 1968 lor the purpose ol re¬ 
view of the position of accidents. 

2. We have decided to include in Part 
I cf our Report (a) a statistical 
appreciation of the trend of acci¬ 
dents since the setting up of the 
Kunzru Committee and (b) an ap¬ 
preciation of the action taken by 
the Government on the Kunzru 
Committee’s recommendations and 
our evaluation in regard to these. 
These cover item (i) of the terms 
cf reference set down for us. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


Note: The Ministry of Railways (Railway Board) had given their con¬ 
sidered views (hereinafter referred to as the ‘initial views’) on each of the 
observations and recommendations made by the Wanchoo Committee, which 
were placed on the table of both Houses of Parliament. In response to the 
enquiry of this Committee the Railway Board have advised the action taken 
and the present position, railway-wise in respect of the accepted recom¬ 
mendations of the Wanchooi Committee which has been given in column 3 of 
this Appendix. The position as now advised to this Committee has been 
supplemented with the ‘initial views’ of the Railway Board wherever con¬ 
sidered necessary. In items where the ‘initial views’ have been given; the 
present position has been shown against 'final views’. Items for which the 
‘initial views’ have not been further supplemented by the Railway Board 
have been shown as such only. 

In respect cf recommendations of the Wanchoo Committee which have been 
dealt with in Chapter IV of this report the relevant paragraph number has 
been indicated for reference. 
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1 2 


3 


3. We have decided that the second This is an observation. No action 
part of our Report would be devot- was considered to be necessary. 

ed to suggestions to minimise acci¬ 
dents further as required in item 
(ii) of the terms of reference. We 
may find it necessary to amplify in 
Part TI of our Report some of the 
observations made in the light of 
further 'information and elucida¬ 
tion. 

CHAPTER II—STATISTICAL APPRECIATION OF IMPORTANT 
CATEGORIES OF TRAIN ACCIDENTS 

4. We have decided to confine our This is an observation. No action was 


study mainly to the four principal 
categories of accidents, namely, 
collisions, derailments (including 
those caused by train wrecking), 
accidents at level crossings and 
fires in trains. In addition, other 
categories which are accidents only 
technically but are otherwise po¬ 
tential hazards, like averted colli¬ 
sions, breach of block rules and 
drivers passing singnals at danger 
have been surveyed in broad terms. 

5. The Kunzru Committee had sur¬ 
veyed the incidence of certain cate¬ 
gories of accidents from 1957-58 to 
1962-63. In order, therefore, to 
bring out a comparative perspec¬ 
tive, we have, where possible, jux¬ 
taposed the corresponding figures 
for the years 1957-58 to 1962-63 in 
our study. 

6. There was a significant decrease 
in the number of accidents in each 
of the four categories, namely, col¬ 
lisions, derailments, accidents at 
level crossings and fires in trains 
during the five years ending 1967-68 
as compared to the 6-year period 
ending 1962-63. The decline over 
these years was fairly steady ex¬ 
cept for a slight reversal of the 
trend during 1967-68. 


considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No a-'t'on 
was considered to be necessary. 
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collisions 

7. The number of collisions on both 
the broad and the metre gauges 
came down considerably on all the 
Railways individually during the 
years 1963-64 to 1967-68 as compar¬ 
ed to the preceding six years. 

8. We find that the wide gap in the 
incidence of collisions per million 
train kilometres between the broad 
gauge and the metre gauge, pin¬ 
pointed by the Kunzru Committee, 
has been considerably narrowed 
down during the last five years pri¬ 
marily because of the improvement 
on the broad gauge, even though 
the incidence on the metre gauge 
continued to be lower than on the 
broad gauge. 

.9. We see no reason for fixing dif¬ 
ferent targets for the broad gauge 
and metre gauge in respect of col¬ 
lisions and we are unable to sub¬ 
scribe to the view that the higher 
incidence of collisions on the broad 
gauge is inevitable. 

10. The incidence of goods train col¬ 
lisions per million goods train kilo¬ 
metres has been showing a more 
or less downward trend; the posi¬ 
tion in regard to passenger train 
collisions has been fluctuating. The 
incidence of passenger train colli¬ 
sions per million passenger train 
kilometres on both the broad and 
the metre gauges showed an in¬ 
crease in 1967-68. 

11. The largest proportion of colli¬ 
sions on the broad gauge during the 
period 1963-64 to '1967-68 was bet¬ 
ween ‘two trains or between a train 
and light engine.’ Such collisions 
constituted 50.6 per cent of the 
total number of collisions on the 
broad gauge. The incidence of 
such collisions shot up in 1962-63 
and though since then, some decline 
has been registered, the incidence 
has continued to be high. 


3 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


The Railways were advised that it was 
no longer necessary to prescribe tar¬ 
gets for accidents. The Railways should 
continue to aim at progressive elimina¬ 
tion of all categories of accidents and 
to that end the targets as far as acci¬ 
dents are concerned should be con¬ 
sidered as zero. 

The observation is noted. No action was 
considered to be necessary. 


The observation is noted. No action was 
considered to be necessary. 
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12. The percentage of collisions ‘bet¬ 
ween a train and a rake or load or 
vehicles stabled on a running line’ 
during the period 1963-64 to 1967-68 
was substantial. This is a pointer 
to the fact that lever collars and 
similar reminder appliances do not 
seem to be in regular use and this 
habit needs to be ingrained into 
the station staff. 


13. The incidence of collisions bet¬ 
ween ‘a train and a trolley or a 
lorry’ on the broad gauge registered 
a substantial decrease in the last 
five years when compared with the 
preceding six .years. Considering 
that in most of such collisions res¬ 
ponsibility rests squarely on the 
official incharge of the trolley or 
lorry who is usually a responsible 
railway official, there is consider¬ 
able scope to reduce and, if possi¬ 
ble, eliminate such accidents. 

14. The incidence of collisions bet¬ 
ween ‘a train and buffer ends or 
other stationary objects’ on the 
broad gauge has been fluctuating 
over the last 11 years and in parti¬ 
cular during the first four years 
e,f the five-year period reviewed by 
us, the incidence has registered a 
rise from one to six. 

15. There has been decline in the 
number of collisions on the metre 
gauge under each group except 
these between ‘a train and buffer 
ends or othe>- stationary objects’ 
when comparing the five years 
1963-64 to 1967-63 with the previ¬ 
ous six years ending 1962-63. 

16. Our observations about the use of 
lever cellars and reminder appli¬ 
ances, made earlier in the case of 


Necessary instructions in this regard 
had already been issued to the Rail¬ 
ways vide Railway Board’s letter No. 
62/W3/SGA/1 dated 2-2-1963 wherein 
it was desired that the provision of le¬ 
ver collars at all inter-locked stations on 
their system should be checked and 
it should be ensured that these are 
provided with adequate number of lever 
collars. However, these instructions 
were once again reiterated to the Rail¬ 
ways vide Railway Board’s letter No. 
6'9/Safety/RAI€-68/Items 12-16 dated 
16-6-1969 for strict compliance. 

The Railways were advised that in 
compliance with the recommendation, 
they should enforce the rules regarding 
running of trollies, motor trollies and 
lorries stringently and endeavour to 
eliminate such accidents. 


Merely an observation. No action was 
considered to be necessary, 


Merely an observation. No action was 
considered to be necessary. 


Remarks given against item—12 hold 
good in this case also. 
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broad' gauge, apply equally to 
metre gauge also, 

17. The average number of collisions 
caused by the reception of trains 

• on blocked lines or despatching 
them into blocked sections in the 
years 1963-64 to 1967-68, taking the 
broad and the metre gauges to¬ 
gether, remained more c.r less the 
same as during the preceding six 
years. 

18. The average number of collisions 
caused by drivers disregarding 
signals or failing to control trains 
during the five years ending 1967-68 
remained more or less the same as 
during the preceding six years. 

19. The incidence of collisions due 
to failures of the station stall was 
the heaviest on the Central, the 
Northern and the South Eastern 
Railways; due to failures of drivers 
on the South Eastern and the Eas¬ 
tern Railways, and due to non¬ 
protection of trollies or lorries on 
the Southern Railway. 

20. Of the total number of collisions 
attributable to failures of station 
staff, nearly 71 per cent of these 
occurred at the time of reception 
of trains and 21 per cent at the 
time of despatch of trains. Of the 
collisions caused at the time of 
reception of trains, nearly half 
were due to lines being occupied 
and of the collisions which occurred 
at the time of despatch of trains, 
more than half of the collisions oc¬ 
curred due to obstruction of line. 

21. Of the total number of collisions 
caused by the failures of drivers 
more than half occurred due to 
the .drivers disregarding or over¬ 
shooting the signals governing 
them. 

22. The factor of speed has no mark¬ 
ed correlation with the incidence 


Merely an observation. No action was 
considered lo be necessary. 


This is an observation. 


The attention of the Central, Eastern, 
Northern. Southern and South Eastern 
Railways was drawn to the Wanchoo 
Committee's observation and also Rail¬ 
way Board’s letter No. 65/Safety-I/l/l 
dated 80-3-1967. 


This is a factual analysis. No action 
was considered to be necessary. 


This is a factual analysis. No action 
was considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 
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of collisions within the authorised 
speed ranges. 

Derailments: 

23. The incidence of derailments 
shows a generally declining trend 
over the years on both the broad 
and metre gauges, though on the 
broad gauge the position has been 
more or less static since 1965-66. 


24. The incidence of derailments on 
the metre gauge has continued to 
be consistenly higher than on the 
broad gauge despite the lesser 
train kilometrage on the former. 
This has been there all through 
and was so even during the years 
1957-58 to 162-63. 


Initial views: On the broad gauge the 
derailments per million train kilometres 
have been: 

Average per year during: 


1957-58 to 2.3 

1962- 63 

1963- 64 2.3 

1964- 65 1.0 

1965- 66 1.3 

1966- 67 1.2 

1967- 88 1.2 

1968- 69 1.9 


(Upto December, 1968) 

The improvement has been 48 per cent 
both over the average of the period 
1957-58 to 1962-63, as also between 
1963-64 and 1987-68 i.e. within 5 years 
which is a substantial improvement. 
The position has not remained quite 
static since 1965-66 as there was 7 per 
cent improvement during 1968-69 (Upto 
December 1968). Besides, during 1960-67 
to 1967-68 the number of derailment* 
has averaged 353 per year against the 
5 years’ average of 433 derailments bet¬ 
ween 1963-64 to 1967-68—an improve¬ 
ment of 18 per cent. 

Final views : No action was considered 
to be necessary. 

Initial views: Precisely for this reason 
two special studies have already been 
conducted in connection with the 
higher incidence of derailments on the 
metre gauge on the Central and South¬ 
ern Railways. A special probe was al¬ 
so undertaken personally by two Di¬ 
rectors of the Railway Board in res¬ 
pect of high incidence of derailments 
on the Northeast Frontier Railway, 
particularly on the long and difficult 
hill sections of the Lumding District 
of that Railway. As a result of these 
probes, certain corrective measures 
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have been taken and working practi- 
ces improved upon. This has already 


5. While overall, there has been an 
improvement in the incidence of 
derailments, the position, relating 
to mid-section derailments has not 
kept pace with the improvement as 
registered in station derailments. 


26. The deterioration in position in 
regard to the mid-section derail¬ 
ments on the broad gauge during 
the five years ending 1967-68 was 
contributed by the Northern, the 
Southern and the South Eastern 
Railways. 

27. Thei*e was a sharp rise in the 
mid-section derailments on the 
metre gauge on the Northeast 
Frontier Railway. 

28. There was an increase in the 
number of passenger train derail¬ 
ments on both the gauges and of 
goods train derailments on the 
broad gauge during 1967-88 as com¬ 
pared to the previous year. 


yielded results and there has been a 
continuous downward trend in the 
number of derailments on the metre 
gauge sections. 

Final views; No action was consider¬ 
ed to be necessary. 

This observation was brought to the 
notice of all Indian . Railways vide 
letter No. 69/Safety/RAIC-68/Item 25 
dated 27-6-1969 and it was desired that 
they, particularly the Northern, North¬ 
east Frontier, Southern and South Eas¬ 
tern Railways should make a nc.te of 
the observation of the Wanchoo Com¬ 
mittee and take all possible preventive 
measures to improve the position of 
mid-section derailments. 

Merely an observation. No action, was 
considered to be necessary. 


This item being merely an observation 
required no further action in view of 
the fact that the position on the North¬ 
east Frontier Railway had already im¬ 
proved. 

Initial views: The higher incidence of 
passenger derailments on both gauges 
was due to failure of certain compo¬ 
nents of passenger stock which have 
since been replaced by components of 
improved design and material. 

Final views ; Component improvement 
is a continuous process, and as and 
when any component is observed to give 
unreliable performance, the RDSO and 
the Railways make a special study and 
suitable modifications are undertaken. 
If necessary, many of the modifications 
are discussed at Loco Standards Com¬ 
mittee, Carriage and Wagons Standards 
Committee, Diesel Maintenance Group 
and Electrical Standards Committee 
meetings also. 
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29. The Southern Railway on the 
bread gauge and the Northeast 
Frontier Railway on the metre 
gauge are at the top in respect of 
passenger as well as goods train de¬ 
railments per million passenger and 
goods train kilometres respectively. 

30. On the broad gauge, the incidence 
e,f passenger train station and mid¬ 
section derailments was the highest 
on the Northern Railway and ol 
goods train station and mid-section 
derailments on the Central and the 
South Eastern Railways. 


31. On the metre gauge, the derail¬ 
ments involving both passenger and 
goods trains at stations were the 
heaviest on the North Eastern Rail¬ 
way and in mid-section on the 
Northeast Frontier Railway. 


While drawing the attention cf the 
Southern and Northeast Frontier Rail¬ 
ways to this observation of .he Wanchoo 
Committee, it was desired that these 
Railways should make all out efforts 
to improve the position. 

In directions issued to the Northern 
Railway (Ref. No. 69/Safety/RAIC-68/ 
30 dated 12-6-1969) it was desired that 
the factors responsible for the higher 
incidence of passenger train derailments 
should be located and adequate reme¬ 
dial measures taken to minimise the 
incidence of such accidents. The Cen¬ 
tral and South Eastern Railways were 
also advised (Ref, No. 69/Safety/RA1C- 
68/30 dated 12-6-1969) that though the 
position in regard to the goods train 
derailments had improved on their sys¬ 
tems during 1968-69, it is considered 
that there is ample scope for further 
reducing the number of derailments 
both at stations and in the mid-section 
involving goods trains by taking more 
stringent and adequate measures. 

Pursuant to this recommendation a 
reference was made to, the North East¬ 
ern and Northeast Frontier Railways. 
While the position on the North Eastern 
Railway has already improved a lot, 
the Northeast Frontier Railway had 
written that due to special topographi¬ 
cal features on the Lumding—Badarpur 
section and introduction of dieselisation 
the derailments on this section had gone 
up but consequent upon strengthening 
of track, the incidence of derailments 
has come down. A Committee of De¬ 
puty Heads of Departments was ap¬ 
pointed to go into, this matter and had 
covered all these points. A D.O. let¬ 
ter was also written to the General 
Manager, Northeast Frontier Railway 
desiring to have the position of mid¬ 
section derailments reviewed by a Com¬ 
mittee consisting of Chief Operating 
Superintendent, Chief Mechanical En¬ 
gineer and Chief Engineer. They were 
required to review the reeemmenda- 
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32. The incidence of derailments attri. 
butable to each of the broad causes 
viz. staff failures, permanent way 
failures, carriage and wagon de¬ 
fects, engine defects and miscellane¬ 
ous causes declined substantially 
both on the broad and metre gauges 
in the five years ending 1967-68 
as compared to the preceding six 
years, except in the case of engine 
defects on the metre gauge; the 
number o,f derailments on the 
metre gauge due to engine defects 
increased from 164 in the six years 
ending 1962-63 to 228 in the sub¬ 
sequent five years. 

33. The mid-section derailments attri¬ 
butable to staff failures rose on the 
broad gauge from 66 during the 
six years ending 1962-63 to 95 dur¬ 
ing the five years ending 1967-68. 
On the metre gauge, the total num¬ 
ber of mid-section derailments at¬ 
tributable to this cause came down 
from 269 to 202. 


34. The total number of derailments 
attributable to permanent way fail¬ 
ures came down substantially dur¬ 
ing the period under review as 
compared to the preceding six years 
the number of mid-section derail¬ 
ments attributable to this cause, 
however, increased significantly. 


lions made by the Committee of De¬ 
puty Heads of Departments and the 
extent to which the recommendations 
made by them, had been effectively 
implemented and suggest further steps 
that may be required to minimise the 
incidence of mid-section derailments 
on the Northeast Frontier Railway. 

Necessary modifications have already 
been carried out. 


Initial views; From March, 1966 the 
classification of causes attributable to 
mechanical and other failures and to 
the Railway staff was slightly revised, 
in that even for mechanical failures or 
permanent way failures, in case staff 
were held responsible for neglect lead¬ 
ing to such failures, the cause was to, 
be shown under the heading “staff fail¬ 
ures” and not under “failures of mecha¬ 
nical equipment”. This change, has to 
a large extent, accounted for the in¬ 
crease Under this head. 

Final views: 

No further action was considered to be 
necessary. 

The observation of the RAIC-1963 was 
brought to the notice of the concerned 
Railways, i.e., Southern, South Eastern 
and Northeast Frontier Railways. 
Necessary, instructions were also issued 
to these Railways vide Railway Board's 
letter No. 69/W6/TK/2 in February, 
1969 advising them to pay greater at- 
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35. The number of derailments attri¬ 
butable to carriage and wagon de¬ 
fects—both station and mid-section 
showed a decrease on both the 
broad and the metre gauges during 
the five years ending 1967-68 as 
compared with the preceding six 
years. 

.36. The incidence c.f derailments at¬ 
tributable to engine defects showed 
a clear decline in the five years 
ending 1967-68 as compared with 
the previous six years on the broad 
gauge. On the metre gauge, the in¬ 
cidence due to this factor went up 
in respect of both mid-section and 
station derailments. 


37. There was a substantial reduc¬ 
tion in the incidence of station and 
mid-section derailments attribut¬ 
able to ‘miscellaneous causes’ dur¬ 
ing 1963-64 to 1967-68 as compared 
with 1957-58 to 1962-63 on both 
the broad and the metre gauges 
on all the Railways except the 
Northeast Frontier Railway. 


lention to maintenance of track and to 
take suitable precautions to avoid inci¬ 
dents of sinkage of track. 

This is an observation. No action was 
considered to be necessary. 


Initial views: 

The modifications already carried out 
on metre gauge locomotives, as sug¬ 
gested by the RDSO, have reduced such 
derailments at stations. 

Final views: No further action was 
called for. 


Vide Railway Board’s letter No 69/ 
Safety/RA1C-68/37 dated 6-6-1969 to 
the General Manager, Northeast Fron¬ 
tier Railway, it was desired that the 
Northeast Frontier Railway should take 
note of the observation of the Wanchoo 
Committee and make genuine efforts to 
bring down the incidence c,f station and 
mid-section derailments due to ‘mis¬ 
cellaneous causes’. In this connection, 
attention was also invited to Railway 
Board’s letter No. 69/Safety/RAIC-68/ 
47 (Para 2) dated 20-5-1969, wherein it 
was directed that the officers holding 
departmental inquiries should always 
endeavour to arrive at precise findings. 
Such findings as “the accident being 
caused by a combination of factors none 
of which individually could have caus¬ 
ed an accident” etc., should be avoided, 
to the extent possible and that where 
inevitably a combination of factors is 
held to blame, an attempt should he 
made to quantify the relative contri¬ 
bution of each of the factors. 
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38. We have studied further the 
broad causes of derailments by- 
classifying them according to their 
nature in order to have a closer 
look at each of the causes. 

39. A large proportion of derailments 
attributable to staff failures on 
both the gauges caused by incor- 
Tect setting or non-locking or faul¬ 
ty operation of points. Disregard 
of the approach and departure sig¬ 
nals and failure to regulate or 
control trains on the broad gauge, 
excessive speed and faulty driv¬ 
ing on the metre gauge were the 
other main. 

40. The largest number of derailments 
due to incorrect setting or non¬ 
locking of points and due to dri¬ 
vers’ failures occurred on the 
Central Railway on broad gauge 
and on the North Eastern Railway 
on the metre gauge. 

41. A substantial number of derail¬ 
ments attributable to permanent 
way failures on both the gauges 
was caused by sinkage of track 
end other causes which are mani¬ 
festations cf unsatisfactory main¬ 
tenance of track. 


Merely an observation. No action was 
considered to be necessary. 


Merely an observation. No action wa3 
considered to be necssary. 


Vide Railway Board’s letter No. 69/ 
Safety/RAIC-68/Item 40 dated 17-5- 
1969, the Central and North Eastern 
Railways were asked to take note of 
the observation of the Wanchoo Com¬ 
mittee and endeavour to bring down 
the incidence of such derailments. ' 

It is the constant endeavour of the 
Railways to improve maintenance of 
track so as to keep it in fit and safe 
condition to meet the present day needs 
of traffic as well as the future de¬ 
mands keeping in view the introduction 
of heavier axle loads and higher 
speed. On heavy density and high 
speed routes the track structure is 
being progressively modernised by 
laying heavier section long welded 
rails on concrete/steel sleepers with 
elastic fastenings. Improved methods 
of track maintenance such as measured 
shovel packing, directed track mainten¬ 
ance and maehanised maintenance are 
being introduced to increasing lengths 
of track. 

On important routes various track 
parametres and track geometry arfe 
being monitored regularly by Track 
Recording and Oscillograph cars. Track 
defects noticed during such runs of 
these inspection cars are attended to 
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promptly. Ultrasonic rail flaw detec¬ 
tors are being used on important routes 
and sections^ where incidence of rail 
fractures is high, to periodically ins¬ 
pect the track rails so as to detect 
internal flaws in the rails not visible to 
the naked eye, which could result in a 
sudden rail fracture. Defective rails 
detected during such ultrasonic tests 
are promptly replaced. 

All possible remedial measures which 
include patrolling of track on vulner¬ 
able sections in heavy rainfall areas, 
during the monsoon seasons, are taken 
to prevent incidents of sinkage of track. 


42. The incidence of derailments due 
to poor maintenance of track has 
been the heaviest on the Southern 
and the South Eastern Railways 
and due to sinkage of track on the 
South Eastern and the Northeast 
Frontier Railways. 


Instructions were issued vide Railway 
Board's letter No. 69/W6/ TK/2 dated 
18-2-1969 to the Sothem, South Eastern 
and Northeast Frontier Railways to 
pay more attention towards mainten¬ 
ance of track and also for taking suit¬ 
able measures to check incidents of 
sinkage of track. 


43. The chief carriage and wagon de¬ 
jects responsible for derailments 
on both the gauges were defective 
or broken springs or suspensions, 
broken axles or journals, defec¬ 
tive wheels or tyres and breakage 
of undergear vacuum or brake fit¬ 
tings. 


44. The incidence of derailments due 
to defective or broken springs or 
suspensions was the highest on the 
South Eastern and the Southern 
Railways due to broken axles and 
journals on the Northern and West¬ 
ern Railways and due to breakage 
df undergear and brake fittings or 
the South Eastern and the North 
Eastern Railways. 


Items 43 and 44 ; 

The quality of springs has been improv¬ 
ed and their performance is being close¬ 
ly watched on the Railway. Testing of 
axle journal by non-destructive methods 
is being done to ensure detection of 
flaws in time. The undergear parts 
and brake fittings are also being criti¬ 
cally examined during repair sche¬ 
dules. Special care is taken regardiag 
the examinations of roller bearings 
used on coaching stock. 
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45. The largest single primary factor 
in derailments due to engine de¬ 
fects on the bread gauge was de¬ 
fective wheels and tyres. On the 
metre gauge too, this was the lar¬ 
gest single factor next to 'other 
engine defects/ 

46. The incidence of derailments d/e 
to defective wheels and tyres was 
the highest on the Southern Rail¬ 
way oa the broad gauge and the 
Western Railway on the metre 

47. We find that in a large number ol 
cases of derailments, the cause is 
shown as ‘accidental’. We appre¬ 
hend that by treating the causes 
of derailments wholesale as acci¬ 
dental, the administration’s atten¬ 
tion is unlikely to be pin-pointed 
on the source of trouble. It woul,j 
appear to indicate as if the enquir¬ 
ing officers were bringing a depart¬ 
mental approach to bear on the 
question and avoiding the fixing 
of pointed responsibility. 


Regular periodical inspection is being 
dong On the Railways to ensure that 
there are no defects on wheels and 
tyres of locomotives. There has been 
improvement in the position with re¬ 
gard to failures of these parts. 

For metre gauge, the Western Railway 
and for broad gauge, the Southern 
Railway have intensified inspection of 
wheels and lyies. This has resulted 
in considerable improvement in the 
incidence of derailments due to defec¬ 
tive wheels and tyres. 

While bringing this to the notice of all 
Indian Government Railways vide Rail¬ 
way Board's letter N°. 69/Safety/ 
RAIC-68/Item 47 dated 20-5-1969, the 
attention of the Raillways was invited 
to. Railway Board’s circular letter No. 
63-TTV/5/1 dated 25-2-1963 issued as 
a result of Kunzroi Committee’s recom¬ 
mendation wherein it was desired that 
the officers holding departmental en¬ 
quiries should always endeavour to 
arrive at precise findings in all cases. 
Such findings as “the accident being 
caused by a combination of factors none 
of which individually could have caused 
an accident” etc. should be avoided to 
the extent possible and that where 
inevitably a combination of factors is 
held to blame, an attempt should be 
made to quantify the relative contri¬ 
bution of each of the factors to the ex¬ 
tent possible. Instructions on the sub¬ 
ject were reiterated to the Railways 
vide Railway Board’s letter No. 63- 
TTV/5/1 dated 15-6-1965. Vide letter 
No. 68/Safety/35/l dated 7-11-1968, the 
Railways were again advised that they 
should avoid indiscriminate grouping 
of various types of accidents under the 
category ‘accidental’, and it was ex¬ 
plained in detail, as to what type of 
accidents are to be categorised as ‘ac¬ 
cidental’. 
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48. We find that the speed factor toes 
not have a direct correlation with 
the incidence of derailments. 

Accidents at level crossings. 

49. Nearly 69 per cent of the accidents 
at level crossings during the last 
five years occurred at unmanned 
level crossings which constitute 62 
per cent of the total number of 
level crossings. The remaining 
3l per cent of the accidents took 
place at manned level crossing 
which constitute 38 pe r cent of the 
total number of level crossings. 
This broadly confirms the conclu¬ 
sion, earlier drawn by the Kunzru 
Committee also, that the manning 
of level crossings does not provide 
a completely satisfactory remedy 
against the accidents at level 
crossings. 

50. The incidence of accidents per 
manned and unmanned level cros¬ 
sing taken separately as well as to¬ 
gether has been reduced appreci¬ 
ably during the last five years as 
compared with the six years end¬ 
ing 1962-63. 

51. The number of passenger trains 
involved in accidents at level 
crossing was more than of goods 
trains on both the broad gauge 
and the metre gauge systems; the 
disparity was greater in the case 
of metre gauge. 

52. The number of accidents at man¬ 
ned level crossing involving pas¬ 
senger trains increased from 9 to 
14 on the broad gauge and from 
1 to 5 on the metre gauge during 
1967-68 as compared to the pre¬ 
vious year. This is a disturbing 
featur e. 


The Railways were asked to take ac¬ 
tion accordingly in the light of the 
above directives. 

Merely an observation. No action was 
considered to be necssary. 


Merely an observation. No action was 
considered to be necssary. 


Merely an observation. No action whs 
considered to be necessary. 


Merely an observation. No action was 
considered to be necssary. 


in view of the deteriorating situation 
of accidents at level crossing, the Rail¬ 
ways were asked vide Railway Board’s 
letter No. 68/Safety/35/3 dated 28-12- 
1968, to launch a special drive during 
the first fortnight of January, 1969 to 
arrest the deteriorating trend. Instruc¬ 
tions had also been issued vide Railway 
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Board’s letters No. 63/WI/AC/l dated 
29-1-1963, 63/WI/LX/32 dated 3-3-1964, 
and No. 67/Safety-I/26/l dated 20-19“ 
1967 lhat in addition to the regular 
census of traffic passing through level 
crossing gates, census should also 'jm 
taken immediately after the occurrence 
of an accident at a particular level 
crossing gate to decide whether the 
gate, if unmanned, required manning 
or if manned required upgrading. In 
this connection, the duty rosters of the 
gatemen and the working instruction* 
should also be reviewed. Effort* 
should also be made by the Railways t* 
contact the local authorities in order to 
persuade them to meet their share of 
the cost expeditiously where manning 
or upgradation of level crossings i* 
pending on this account. On Railways, 
like the Northern Railway, where a 
large number of tractors have been in¬ 
volved in accidents at unmanned level 
crossings, special efforts should be 
made for wide publicity among the 
fanners through the rural programme* 
of the All India Radio, Block Develop¬ 
ment Officers, Vijlage Heads, Village 
Panchayats and the local agriculture 
and cooperative societies etc. 


53. In the accidents at manned level 
crossing during the last five yean>, 
about 53 per cent railway staff and 
47 per cent road users were involv¬ 
ed in acts of omission and com 
mission. 

54. The largest proportion, of the acci¬ 
dents at both manned and unman¬ 
ned level crossings involved motor 
trucks, the bullock carts coming 

next. Between themselves, these 
two were involved in about two- 
thirds of all the accidents at level 
crossing during the last five years. 


Actually the failure of railway staff 
used to be much more and has come 
down to 53 per cent. No further action 
was considered to be necessary. 


N 0 further action was considered to be 
necessary. 


I RB—23 
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55. The number of accidents at man¬ 
ned level crossings was the highest 
during 00.00 to 04.00 hours, close¬ 
ly followed by that during 20.00 to 
24.00 hours; during these 8 hours 
of night, 42 per cent of the total 
number of accidents at manned 


level 

reed 

rhccl 


crossir 
for 


occurred 


he 


tensive and surprise 
of gates at night is, thus. 


clearly indicated. 


Vide Railway Board’s letter No. 69/WI/ 
JSC/i dated 18-2-1969, instructions were 
reiterated to the Railways to intensify 
surprise inspections of level crossing 
at night. Those instructions are being 
followed. 


56. The largest number of accidents at 
unmanned level crossing i.e. about 
38 per cent of the total number of 
accidents at unmanned level 
crossing occurred during the day. 
viz. from 08.00 to 16.00 hours and 
another 37 per cent during the 
hours of partial daylight, viz. 04.00 
to 08.00 hours and 16-00 to 20 .€0 
hours. 

Fires i* Trains 

57. The incidence of fires in trains 
shewed a steep fall on both the 
gauges during the years 1963-64 to 
1967-68, primarily because of the 
revised definition of fires in trains; 
the comparison with the six- 
year period ending 1962-63 is. 

however, not tenable. 


Nothing significant seems to have 
emerged out of the analysis of the 
Wanchoo Committee. Hence no action 
was considered to be necessary. 


Merely an observation. N* furtrher 
action way considered to be necessary. 


58. The number of fires in trains on 
the broad gauge was nearly double 
of that on the metre gauge; the 
incidence of fires in trains per mil¬ 
lion train kilometres was, however 
identical on both the gauges. 


This is an observation. No further 

action was considered to be necessary. 


S9. During the years 1966-67 and 1967- 
68, the incidence of fires in passen¬ 
ger trains per million passenger 
train kilometres was much higher 
on the metre gauge than, that on 
the broad gauge. Considering that 
overall the passenger train kilo- 


Necessary action regarding anti-fire 
measures on trains including metre 
gauge section* has been taken. Electri¬ 
cal fires on Metre gauge coaches are 
now fewer. 
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metres on the broad gauge are 
nearly twice that on the metre 
gauge; the relatively higher inci¬ 
dence of fires in trains on the 
metre gauge cannot but be viewed 
with concern. 

60. The incidence oi fires in Lr.-u.ns 

correlated to the density factor has 
been substantial on the Southern, 
the Central, the Eastern and the 
South Eastern Railways, 

61. We line! that three-fourths oi the 

cases of fires in trains took place 
on passenger trains and only one- 
fourth on the goods trains. 

62. We find that 32 per cent of fires in 
passenger trains resulted from de¬ 
fects or failures of electrical equip¬ 
ment or short-circuiting of wires. 
This cause continued to be the 
most important single factor result¬ 
ing in fires in trains. This was 
pin-pointed by the Kunzru Com¬ 
mittee also during their review of 
the six year period ending 1962-03. 

63. Sparks from engines were respon¬ 
sible for about 11 per cent of the 
fires in passenger trains. 

64. Negligence of passengers and rail¬ 
way staff was responsible for 18 
per cent and 12 per cent respecti¬ 
vely of fires in passenger trains 
during the last five years. The 
need for punitive action against 
defaulting stall', intensification of 
propaganda about the hazards of 
sareless acts on the part of the 
Passengers, etc. are, thus clearly 
indicated. 


65. In 41 cases, i.e, nearly one-fifth of 
the total number o| fires in passett- 
ger trains, the cause could not be 
established. The Central Railway 


Fires due to electrical causes on these 
Railways hav e shown a decrease. 


No further action was considered to be 
necessary. 


Railways continue to be watchful of ail 
factors likely to contribute to electrical 
fires as brought out in RDSO’s study 
report. Regular checking is done in 
depots for earth leakage and short- 
curcuits. 


In addition to fitting of spark arrestors 
extensive modifications to coaches are 
being done to, minimise spread of fire. 

The Railways were asked to intensify 
their means of propaganda about toe 
hazards of careless acts on the part of 

the passengers through posters etc. a»«l 
ensure that staff held responsible for 
fire cases are punished adequately. 
(■Railway Board's letter No. 69/Safety/ 
RAIC-68/Item 64 dated 23-7-1969). 


No action was taken in view of the fact 
that this has been engaging the Rail¬ 
way Board’^, attention. 
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could not detemin© the cause of 
fires in 21 out of these 41 cases. 
We are unable to see any special 
reason why the Central Railway 
should b© less able to locate the 
cause of fires in passenger trains 
than its other counterparts and 
should accept that position with 
complacency. 

66 . The highest contributory factor cl 
ares in goods trains was the negli¬ 
gence of railway staff and the next 
highest the negligence of outsiders. 

AMideats on Narrow Gauge lines 

67. The number of accidents on the 
narrow gauge came down substan¬ 
tially during the last five years as 
compared to the six year period 
ending 1962-63. The decline is re¬ 
flected in the incidence of all cate¬ 
gories of accidents except colli¬ 
sions; the incidence of collisions 
during the two periods was more 
or less equal. 

61 . There were nin© collisions all in¬ 
volving passenger trains on the 
narrow gauge during the last five 
years; six of these wer© between 
two trains including a train and a 
light engine. Six of the collisions 
were caused by reception of trains 
on blocked lines or incorrect set¬ 
ting of points. 


69. Derailments constituted nearly 83 
per cent of all the important ac¬ 
cidents on the narrow gauge dur¬ 
ing the last five years. 

70. The number of station and mid¬ 
section derailments on the narrow 
gauge was 68 and 247 respective¬ 
ly during the last five years. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. Vide letter 
No. 69/Sa£ety/RAIC-68/Item 69 dated 
9-4-1969 the Railways were asked t* 
take note ef the observation of the 
Committee and endeavour to bring 
down the incidence of collisions on the 
narrow gauge by reception of trains 
on blocked lines or incorrect setting pt 
points, particularly by exercising grea¬ 
ter checks on exchange of line labels 
and line badges etc. prior to the recep¬ 
tion of trains. 

This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 
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71 Out of the 315 derailments, 74 This is an observation. No action was 

occurred due to staff failures, 31 considered to be necessary, 

due to track defects, 70 due to 
carriage and wagon defects, 31 
due to engine defects and 109 due 
to miscellaneous causes. 

72. (i> (See Chapter IV, Para 611) to 

(iii). 

73. All the accidents at level crossings This is an observation. No action was 

on the narrow gauge occurred at considered to be necessary, 

unmanned level crossings; the 
number of passenger trains in¬ 
volved in such accidents was 
about twice that involving goods 
trains. 


Breach of block rules 

74. A steadily falling trend is noticed 
in the number of cases of breach 
of block rules as also the inci¬ 
dence per million train kilometres 
on both the broad and the metre 
gauges. 

75. The high incidence of breach of 
block rules on the broad gauge 
and the metre gauge respectively 
was on the Central and the South¬ 
ern Railways. 


This is an observation. No action was 
considered to be necessary. 


While bringing the observation to the 
notice of the Central and Southern 
Railways vide letter No. 69/Safety/ 
RAIC-1968/Item 75 dated 18-2-1969 the 
Railways were asked that the Safety 
Organisation should further intensify 
its campaign in educating the staff, 
impressing upon them the inherent 
dangers involved in the breach of block 
rules and that an analytical study of 
cases of breach of block rules during 
the last five years should be under¬ 
taken. 


76. More than half, i.e. 53 per cent 
of the cases of breach of block 
rules were comprised of drivers’ 
entering the block section with¬ 
out an authority or with an in¬ 
correct authority to proceed. In 
another 39 per cent cases the 
irregularities were on the part of 
the station staff who received 


This is an observation. No action was 
considered to be necessary. 
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trains on blocked lines or des¬ 
patched them into occupied sec¬ 
tions or closed the line when the 
section was not clear etc. 


77. We find that the block irregula¬ 
rities take place preponderingly 
on the single line. 

Disregard of signals by drivers 

78. We find that out of 895 cases of 
disregard of signals, 266 resulted 
in mishaps i.e. collisions, de¬ 
railments or accidents at love) 
crossings and 48 of the 266 cases 
related to passenger trains. 


79. There has been a substantial re¬ 
duction in the average number of 
cases of disregard of signals over¬ 
all as also on the broad gauge. 
On the metre gauge, however, 
there was a marginal deterioration. 


80. The incidence of disregard • of 
signals in respect of both passen¬ 
gers and goods trains was the 
heaviest on the Western Railway 
on the broad gauge and the North 
Eastern Railway on the metre 
gauge. 


81. On the broad gauge, the average 
number of cases in respect of each 
type of signals came down during 
ihe last five years when com¬ 
pared with the preceding six 
years except where two or more 
signals were disregarded together. 


3 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


The Northern, Central, North Eastern, 
Northeast Frontier, Southern, South 
Central and Western Railways vide 
Railway Board's letter No. 69/Safety/ 
KAIC-68/Item 79. dated 29-5-1969 were 
asked to take note of the Committee’s 
observation and make all possible 
effort? to bring down the incidence cf 
cases of disregard of signals on the 
metre gauge. 

This was brought to the notice of 
North Eastern and Western Railways 
vide Railway Board’s letter No. 69/ 
Safety /RAIC-68/80 dated 18-2-69. A 
number of directives have been issued 
tor taking various measures to elimi¬ 
nate the incidence of disregard of 
signals by the drivers which have 
been responsible for some very serious 
collisions. 

Merely an observation. No action was 
considered to be necessary. 
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82. On the metre gauge there was 
an increase in the incidence of 
disregard of approach signals and 
a marked deterioration in respect 
of departure signals. This de¬ 
serves due notice of the Railways 
concerned. 


83. Signals on automatic territory 
were disregarded to the extent of 
nearly 7 per cent of the total 
number. 

84. There was some deterioration in 
the incidence of disregard of 
signals on the South Eastern, the 
Western, the Southern and the 
Northern (Railways during the 
years 1963-64 to iao'7-68 a$ com¬ 
pared with the preceding six 
years. 


Drawing attention to the earlier 
directions issued the Railways were 
directed to make all out efforts in the 
light of the observations of the Wan- 
choo Committee to minimise the in¬ 
cidence of disregard of signals. The 
earlier directives, inter-alia, required 
intensive counselling of drivers parti¬ 
cularly the diesel and electric loco¬ 
motive drivers, reviewing the position 
regarding visibility of signals, calling 
out aspect of signals by the drivers 
and firemen, exchange of signals with 
the station staff, holding meetings with 
senior subordinates of Operating and 
Mechanical Departments, scrutinising 
the past history of drivers, deterrent 
punitive action etc. A further analysis 
undertaken on the basis of the posi¬ 
tion for 1938-60 and 1969-70 did not 
indicate any improvement in this 
regard and revealed ' that in half of 
such cases the drivers lost control over 
their trains while entering the stations, 
it was further emphasised upon the 
Railways that basides ensuring ade¬ 
quate brake power, more effective steps 
should be taken to inculcate in the 
drivers' the habit of keeping their 
Irakis fully under control while ap- 
predching the stations. All supervi¬ 
sory and inspecting officials were re¬ 
quired to be alert to check and report 
any violation of speed restrictions. 

This is an observation. No action was 
considered to be necessary. 


Initial views: While attention of the 
Western and South Eastern Railways 
has been drawn to the deterioration in 
the incidence o£ disregard of signals, 
there appears to have been some sta¬ 
tistical error in regard to the position 
obtaining on the Southern and the 
Northern Railways. 

Final views: No action was considered 
to be necessary. 
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85. During the last five years, three 
or more signals were disregarded 
together on no lesj than 19 occa¬ 
sions and all the four signals of 
a station were ignored at the 
same time in 6 cases. The dis¬ 
regard of two signals or more at 
the same time by the drivers in¬ 
dicates not merely a momentary 
lapse but a total aberration of the 
faculties of perception and con¬ 
trol. We suggest that this would 
be a fruitful field for study by the 
Psycho-Technical Cell. 


The Psyche-Technical Cell conducted 
f he study into two phases, first seeking 
to explore the relationship between 
various personnel environmental factors 
and disregard of two or more consecu¬ 
tive signals and the second aiming to 
identify the level of visual vigilance of 
the drivers who. disregard two or more 
consecutive signals at the same time 
and compare their vigilance perform¬ 
ance with those who disregarded only 
one or no signals 


Necessary instructions were issued to 
the Zonal Railways vide Railway 
Board’s letter No. 69/Safety/RAIC-S8/ 
Item 85 dated 9/15-12-1970 for imple¬ 
menting the suggestions made by the 
Psycho-Technical Cell which, inter 
alia, included (a) rational persuasion 
and safety counselling of drivers with 
a view to changing their attitude to¬ 
wards driving, duly explaining the 
consequences arising out of such lapses 
and showing slides etc. of major mis¬ 
haps, (b) focussing attention on super¬ 
vision, personalised contacts, safety 
counselling, safety education etc. on 
drivers who have low level of educa¬ 
tion, the emphasis being more on help¬ 
ing rather than finding faults with 
the. (c)i making drivers aware of the 
likely hazards of train working during 
mid-night early morning time zone, 
specially on the second consecutive 
night or beyond, (d) avoidance of con¬ 
secutive night duties being given to 
drivers, particularly diesel drivers to 
the extent possible, as this category of 
drivers was found relatively more 
vulnerable to disregard of two or more 
consecutive signals. 


In regard to the second phase of the 
study, a special purpose equipment viz. 
vigilometer was designed and develop¬ 
ed by the Psycho-Technical Cell in 
collaboration -with the Council of 
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'86. Nearly 81 per cent of the cases of 
disregard of signals on the broad 
gauge and 78 per cent of such 
cases on the metre gauge took 
place at stations provided with 
lower quadrant two aspect signal¬ 
ling. 

87. On a number of occasions, signals 
were disregarded at stations 
equipped with multiple aspect up¬ 
per quadrant and colour light sig¬ 
nals on both the gauges. The need 
for educating the drivers in cor¬ 
rectly observing the aspects of 
multiple-aspect signals and cor¬ 
rectly reading their indications is, 
thus, highlighted. 

88. In relation to the total service of 
errant drivers, we find that the 
largest number of instances in¬ 
volved drivers with less than 5 
years service followed by drivers 
whose length of service ranged 
from 5 to 10 years. Drivers with 
more than 15 years of service were 
involved in disregard of signals 
oftener than those with service 
ranging from 10 to 15 years. This 
phenomenon presents another use¬ 
ful field for study for the Psycho- 
Technical Cell. 


89. We consider that a driver who 
disregards a signal is an inci¬ 
pient accident maker and should 
be classified as accident prone. 
Public safety demands that he 
should not, as far as possible, be 
placed on driving duty therefore. 


Scientific & Industrial Research. This 
equipment became available to the 
Psycho-Technical Cell in 1974 and was 
put to field trials involving testing of 
drivers held responsible for disregard 
of signals. 

Merely an observation. No action was 
considered to be necessary. 


The Railways were asked to direct the 
Safety Organisation to take a special 
note of the Wanchoo Committee’s re¬ 
commendation and educate the drivers 
in regard to the correct observance of 
the various combinations of multiple- 
aspect signals. 


Initial views: 

Noted. Psycho-Technical study of the 
effects of ageing on drivers has already 
been carried out and a programme of 
counselling drivers in the age group 
of 45 plus has been drawn up as a 
result of this study. 


It would be possible to remove the 
driver from footplate in all cases of 
signals passed at danger. Instructions 
have already been issued that in all 
such cases normally a major penally 
should be imposed. As such no fur¬ 
ther action is considered necessary. 
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90. We find that of the 682 drivers 
held responsible for the disregard 
of signals, over 60 per cent were in 
the age group of 45 years or Jess. 
More than half of the drivers, 367 
in all, were using spectacles 
These figures also furnish useful 
data for a clinical study of dri¬ 
vers by the Psycho-Technical Cell. 


A study on the lines of the recommenda¬ 
tions made by the Wanchoe Committee 
and the Railway Board’s initial views 
thereon was made by the Psycho-Tech¬ 
nical Cell. The observation of the 
Wanchoo Committee that the driv ers- 
in the age group of 45 years and above 
were less vulnerable to disregard of 
signals than those below 45 years 
could not be substantiated. Instead 
the former were found to be more 
vulnerable to the said lapses. In this 
context, the pilot project on periodical 
psychological check up of Mail/Ex¬ 
press drivers aged 45 years plus and 
their counselling, formulated by the 
Psycho-Technical Cell, was pursued 
with a great sense of urgency. A fol¬ 
low-up of this programme revealed that 
the drivers who are given appropriate 
counselling on their having shown age¬ 
ing effect on “Form .Perception” ana 
“reaction time” registered on improve¬ 
ment in their safety and time keeping 
lr-co^d. Such an improvement occur¬ 
red in about 76 per cent cases. The 
Railway Board have approved the prog¬ 
ramme and necessary action is being 
taken to enforce the scheme on all the 
Zonal Railways. 


In regard to association between dis¬ 
regard of signals and f spectacles 
by drivers, the study confirm that dri¬ 
vers using spectacles showed higher 
incidence of disregard of signals. As 
Ihe problem required investigation by 
Medical Experts, having necessary 
experience in the field, the Central 
Labour Institute. Bombay (Union 
Ministry of Labour) were asked to 
investigate the problem further. 
They took about two years to make 
a preliminary assessment which did not 
indicate any clear trends. It was, 
therefore, decided to tackle the problem 
departmentally with the assistance of 
Medical department. A report in this 
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91. There was a marked reduction in 
the number of averted collisions 
on both the gauges during the 
last five years as compared with 
the six years ending 1962-63. 

92. The largest number of averted 
collisions occurred between ‘two 
trains including between a train 
and a light engine’ on both the 
gauges. Next came averted col¬ 
lisions between ‘a train and a rake 
or vehicles or load stabled on a 
running line’. This highlights the 
need for enforcing the use of 
lever and slide collars until track 
circuiting becomes available. 

93. The incidence of each type of 
averted collisions was higher on 
the broad gauge as compared • to 
the metre gauge. 

94. We find that of the staff found 
responsible for averted collisions, 
nearly 78 per cent were traffic 
staff and 14 per cent loco running 
staff. 


connection was sent to the Railway 
Board on 22.4.76; further an exhausi- 
ttve study covering all the possible 
causative factors to arrive at definite 
conclusions. The study is under prog¬ 
ress in collaboration with the Medical 
department of the Northern Railway 
and the report is expected to be finalis¬ 
ed very soon. 

This is an observation. No action was 
considered to be necessary. 


Remarks furnished against Item 12 
and 16 would hold good in this case 
also. No further action is considered 
necessary. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


CHAPTER-III—SERIOUS ACCIDENTS DURING THE YEARS 1963-64 TO 
1967-68 CAUSES AND CONSEQUENCES 


95. During the years 1963-64 to 
1967-68, 79 serious accidents oc¬ 
curred on the Railways. In 78 of 
these accidents, statutory inquiries 
were held by the Commission of 
Railway Safety and in one case 
by a commission appointed under 
the Commissions of Inquiry Act, 
1952. 


This is an observation. No action was 
considered to, be necessary. 
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96. The serious accidents during the 
last five years constituted 1 per 
cent of the total number of impor¬ 
tant accidents; these contributed 
89 per cent of the deaths, 61 per 
cent of the injuries and 19 per 
cent of the damage caused by all 
the important accidents involving 
passenger and goods trains. 

97. The number of serious accidents 
increased from 74 in the five 
years—1957 to 1962—to 79 in the 
five years 1963-64 to 1967-68. 

98. The accidents attributable to fail¬ 
ures of drivers and station staff, 
sabotage and accident at level 
crossings were equal in number, 
namely, 56 during the two five- 
year periods 

99. A study of the 56 accidents during 
t*ie years 1963-64 to 1967-68 re¬ 
reveals that:— 

(a) the drivers caused 38 per cent 
of these, either by disregard¬ 
ing signals or by running at 
excessive speeds or by violat¬ 
ing other safety rules; 

(b) Station staff were responsible 
fox 23 per cent of these by 
incorrect setting of points or 
by receiving or despatching 
trains on blocked lines or 
sections; 

(c) 30 per cent of these resulted 
from wilful tampering with 
track or other acts of sabo¬ 
tage; and 

(d) 9 per cent were level crossing 
accidents for all of which road 
users were found to be res¬ 
ponsible. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action. 


This is an observation. No actio* was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 
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let. The number of serious accidents 
due to failure of drivers and 
station staff for defects in track, 
rolling stock, engines and fires 
in trains registered a reduction 
during the last five years as 
•ompared to the preceding five 
years. 

in. The increase in the number of 
serious accidents was almost en¬ 
tirely due to rise in the number of 
eases attributable to acts of sabo¬ 
tage, failures of road users and 
ether miscellaneous causes, like 
rash acts of outsiders, natural 
calamities, explosions and unde¬ 
termined causes. 

102. The increase in the number of 
accidents caused by tampering 
with track or other acts of sabo¬ 
tage is a continuance of rising 
trend over the last 15 years Which 
rose from 6 cases in the years 
1952—57, to 12 cases in next five 
years, and to 17 during the years 
1963-64 to, 1967-68. This evidence 
of lawlessness in our national life 
cannot hut be viewed with dis¬ 
quiet. 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


The following measures have been tak¬ 
en to prevent tampering with track or 
other acts of sabotage:— 

(i) track partrolling by Railway 
Protection Force (11,000) and 
gangmen (13,000) was intro¬ 
duced in sensitive areas; 

(ii) besides patrolling of the track 
in vulnerable sections by Rail¬ 
way Protection Force and 
gangmen, Gujarat, Maharash¬ 
tra, Uttar Pradesh, Punjab and 
Haryana mobilised State Po¬ 
lice personnel/Home Guards/ 
Village Chowkidars for patrol¬ 
ling the track in sensitive 
areas; 

(iii) State Governments of Punjab 
and Haryana invoked the pro¬ 
visions of Village and Small 
Town Patrol Act, 1918, thereby 
asking villagers to keep a 
watch on the track; 

(iv) important cases of sabotage 
are being investigated by 
special squads of the CIE> of 
the concerned States; and 
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(v) The State Governments have 
also, geared up the intelligence 
machinery. Close liaisoa is 
maintained with all investigat¬ 
ing and intelligence agencies, 
as well as the Special Cett in 
the Intelligence Bureau (Min¬ 
istry of Home Affairs). At all 
levels, available information is 
frequently exchanged so that 
coordinated efforts are made 
to prevent and detect cases of 
sabotage. 

(vi) Due to timely action taken by 
Railway Protection Force and 
gangmen patrolling the track 
since November, 1977, 26 cases 
of tampering with track were 
promptly noticed till March 
1978 which led to prevention 
of serious accidents. 

103. The large increase in the number This is an observation. No action was 
of casualties in serious accidents considered to be necessary. 

during the last five years as com¬ 
pared to the preceding 5 years was 
mainly on account of the two 
accidents on the Northeast Fron¬ 
tier Railway due to sabotage and 
a case in which the whole train 
was washed away by a tidal wave 
on the Southern Railway. 

CHAPTER IV-AN APPRECIATION OF 
THE RECOMMENDATIONS MADE BY 
THE KUNZRU COMMITTEE AND OF 
ACTION THEREON 

104. A precise assessment as to what 
extent the declining tendency in 
the incidence of accidents was 
a direct result of the imple¬ 
mentation of the recommenda¬ 
tions of the Kunzru Committee 
is difficult to make. Nonethe¬ 
less, it is clear that the recom¬ 
mendations of the Kunzru Com¬ 
mittee did make an impact in 
promoting safety in train opera¬ 
tion on the Railways during the 
last five years. 


This is an observation. No action was 
considered to be necessary. 
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105. (i) Our review of the more im¬ 
portant of the recommendations 
made by the Kunzru Committee is 
based primarily on the informa¬ 
tion furnished to us by the Rail¬ 
way Board; but wherever we had 
in our possession data relevant to 
the implementation of any of the 
recommendations gathered either 
from the Railway Administrations 
or from other sources, such data 
have been used to amplify our 
■ comments. 

105. (ii) The other observations of the 
Kunzru Committee which are 
factual in nature or are sugges¬ 
tions which emphasise the obser¬ 
vance of existing procedures and 
practices have been placed in an 
Appendix alongwith action taken 
as reported by the Railway' Board 
and without our comments there¬ 
on. 

STAFF 

3 06. (i), (ii) (See Chapter IV, Para 
149). 

107. We find that while on some of the 
Railways no educational qualifica¬ 
tions have been laid down for 
switchmen, on others different 
standards of education have been 
prescribed. 

108. We are unable to appreciate the 
wide variations in the duration of 
initial and refesher courses on 
different Railways for certain 
categories of staff. We suggest 
that a uniform practice in this re¬ 
gard should be adopted on all the 
Railways taking into account the 
requirements of the average em¬ 
ployee in each category. 


3 


This is an observation. No action was 
considered to be necessary. 


This is an observation. No action was 
considered to be necessary. 


initial views: Necessary instructions 
were issued by the Railway Board in 
May, 1967 prescribing minimum educa¬ 
tional qualifications fe,r switchmen. 

Final views; Since then there has been 
no change in the position. 

The Railway Board have accepted these 
recommendations and prescribed the 
standard syllabi for the staff in follow¬ 
ing departments for uniform applica¬ 
tion on all the Railways:— 

Mechanical Department. 

No. E (Trg)-73(30)14 dated 3rd April, 
1976. 


Civil Engineering Department 

1. B(Trg)-73(30) 16 dated 4-3-1974 

2 . B(Trg)-75(30)l dated 17-1-1975 
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109. We consider that certain minimum 
educational qualifications and the 
duration and nature of training to 

meet the job requirements should 
he prescribed for the maintsiners 
who, have actually to maintain the 
sophisticated signalling gadgets. 
We find that at present, there is 
no uniformity on the different 
Railways. The frequency of re¬ 
fresher training for them also 
needs to be specified. 

110. It is necessary that the training of 
staff should be examined in all its 
aspects, stream lined and rationa¬ 
lised. 

111. We find that many Instructors in 
the Training Schools are those 
who had been selected on ad hoc 


3. E T(Trg)-74(30)15 dated 15-5-1978. 
Stores 

E(Trg)-73(30)/17 dated 3-4-1974. 
Electric 

E(Trg)-73(30)/18 dated 7-4-1975. 

Signalling and Telecommunication 

1. E(Trg)-73(30)/13 dated 29-8-1975. 

2. E(Trg)-76(3D)/30/2 dated 12-8-1977 

Operating 

L E(Trg)-72(30)/13 dated 19-12-1972 

2. E(Trg)-72(30)/ll dated 22-12-1972 

3. E(Trg)-72(30)/9 dated 30-12-1972 

4. E(Trg)-74(30)/9 dated 7-9-1974 

5. E(NG) I-74-CFP/45 dated 3-10-1974. 

6. E(Trg)-75(30)/16 dated 24-11-1975 
The standard syllabi are being applied 
on all the Railways. 

Inital views: Minimum educational 
qualifications both for direct recruit¬ 
ment as also for promotional categories 
have already been prescribed in the 
Indian Railways Establishment Manual. 
The frequency of refresher training' 
has also, been prescribed. 

Final views: No fresh action is con¬ 
sidered necessary. 


Same remarks as against Item 108. 


It has been reiterated that the tenure of 
Instructors should be for four yeaTS. 
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basis. We were informed that 
many of them are “rejects” from 
the open line. Some of the In¬ 
structors in the Schools are there 
for more than a decade. We con¬ 
sider these aspects unhealthy and 
suggest that only persons with 
outstanding 'record of work to 
their credit on the open line should 
And their way into the schools as 
Instructors. In our view, the 
tenure of Instructors should be 
three to five years so that training 
in the schools is not divorced from 
practical working on the line. 

9 

112. We find that in some cases the 
heads of the Zonal Training 
Schools remained at their posts 
for less than three years. We pre¬ 
sume that whenever such trans¬ 
fers are ordered, the interests of 
training of staff are kept in view. 


113. There is no uniformity in the 
practice of giving refresher cour¬ 
ses to certain categories of staff 
on the different Railways. We 
consider that the categories of 
staff in need of refresher train¬ 
ing should be given such training 
on all the Railways without any 
exception. 

114. (See Chapter IV, Para 155) 

115. (See Chapter IV, Para 185) 

116. (See Chapter IV, para 190) 

117. (See Chapter IV, Para 195) 

118. (See Chapter IV, Para 175) 

& 

119. 


This being an observation was noted. 
In October, 1967, General Managers 
were advised demi-officially that the 
heads of training establishments should 
be hand-picked officers with good record 
of service. They were also, requested 
to make a quick review of the present 
incumbents of the posts. The matter 
was, therefore, reviewed to ensure that 
officers considered suitable for the as¬ 
signments are posted as Principals of 
the Zonal Training Schools op the Rail¬ 
ways. It was considered that only in 
a few cases there would have been 
transfers within 3 years and such trans¬ 
fers would have been effected in the 
administrative interest. 

Same remarks as against Item 103. 


1 RB—24 
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121. (See Chapter IV, Para 200) 


122. We are informed that the pro¬ 
cedure for recruitment of Class IV 
staff is cumbersome and results 
in delays. We are of the view 
that this aspect needs considera¬ 
tion and simplification of proce¬ 
dure for recruitment of Class IV 
staff and elimination of undue 
restriants in this behalf would be 
a step in the right direction. 

123. There was a unanimity in the 
views furnished by the Railways 
and the evidence tendered before 
us emphasising the need for giv¬ 
ing weightage to the sons of rail¬ 
way employees for recruitment to 
Railway service in order to en¬ 
sure loyalty and efficiency through 
continuity of tradition of service- 
We shall advert to this in Part- 
II of our Report. 


124. We find that the Northern Rail¬ 
way has fixed the percentages for 
direct recruitment in case of tra¬ 
ffic apprentices and assistant sig¬ 
nal and block inspectors higher 
than the respective percentages 
prescribed by the Railway Board. 
The Railway has not furnished 
any reason for adopting the en¬ 
hanced percentages. 


Class IV vacancies on the open line are 
now filled from Casual Labour after 
screening by a Committee of two rail¬ 
way officers and direct recruitment 
from open market is seldom resorted to, 
except in workshops. 


Noted. No action was considered to 
be necessary. 


Initial views: In respect of Traffic Ap¬ 
prentices, the actual percentage of 
direct recruitment adopted by the 
Northern Railway is only 25 which is 
in accordance with the percentage pres¬ 
cribed by the Railway Board. In re¬ 
gard to Assistant Signal and Block 
Inspectors, the percentage of 66-2/3 
which was in force on the Northern 
Railway has since been changed to 40 
per cent which is in accordance with 
the Railway Board’s orders. It will al¬ 
so be noticed that in both these cases 
the actual quantum of recruitment on 
the Northern Railway has been well 
within 25 and 40 per cent respectively. 

Final views: No fresh action is called 
for. 
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125. We find that the Railways have 
in several cases made direct re¬ 
cruitment in certain categories in 
excess of the percentages pres¬ 
cribed by the Railway Board. In 
our view, direct recruitment should 
be regulated judiciously so that 
reasonable chances of promotion 
of staff already in service are not 
diminished in a particular year as 
is likely to be the case if an at¬ 
tempt is made to clear the accu¬ 
mulated deficiencies in one or two 
years. 

126. (See Chapter IV, Para 79) 

127. (See Chapter IV, Para 207) 

128. In our view, the programme of 
personalised training on man-to- 
man basis needs to be re-oriented 
with an emphasis on the personal 
Contact and understanding between 
the officer or supervisor and the 
individual worker and specific in¬ 
dividual attention to the latter. 


129. (See Chapter IV, Para 94) 

130. We find that nearly 60 per cent 
of the employees held responsible 
for causing two or more accidents 
were in the category of drivers. In 
our view, this study may provide 
a pointer for psychological coun¬ 
selling and rational persuasion of 
these and other staff so that in 
future they may be able to render 
a relatively accident free service. 


No excess recruitment has been made 
by the Railway Administrations. 


This recommendation is linked with 
recommendation No. 40 in Part I of the 
Report of the Railway Accidents Com¬ 
mittee, 1962, for which instructions 
were issued to the Railways vide Rail¬ 
way Board's letter No. E(Trg)/62/TRl/ 
14 dated 7-3-1963. Since the recom¬ 
mendation is of continuous nature, 
instructions were once again reiterated 
to the Railways vide Railway Board’s 
letter No. 69/Safety/RAIC-68/128 dated 
3-6-1969 desiring that the functioning 
of the safety counsellors be directed on 
the lines envisaged when these posts 
were created and to see that they no.t 
only function as intended, but their 
image is also rehabilitated. 


Initial'views: Necessary action on these 
lines has already been initiated. 

RDSO were asked to make a detailed 
personality study of drivers involved in 
disregard of signals with a view to 
locating causative factors and charting 
appropriate line of action. 
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131. (See Chapter IV, Para 163) 

132. The morale of officers and the 
impact it has on the running of 
an organisation are indeed matters 
to which we attach great impor¬ 
tance. Instances of intervention 
by Influential outsiders in routine 
decisions taken by officers were 
brought to our notice. We agree 
that such factors inevitably tell 
on the morale of officers and their 
disposition to take right decisions. 
We intend to give further thought 
to this in Part II of our Report. 


133 

& 

134. (See Chapter IV, Para 75) 

135 

& 

136. (See Chapter IV, Para 107) 

Safety organisation rules and other 
operating matters. 

137. We are informed that the func¬ 
tions performed by the Safety 
Organisation are in the nature of 
'“internal audit” on the aspects 
concerning safety in train opera¬ 
tion and are highly useful and 
important. 

138. We have been advised that the 
Railway Board have appointed a 
Committee of officers recently to 
go into the general rules with a 
view to revising and simplifying 
these. We hope that the views 
expressed by the Kunzru Com¬ 
mittee about the multiplicity of 
rules and the need for standardis¬ 
ing the working practices will be 
kept in view while revising the 
rules. 


Noted. No action, was considered to. 
be necessary. 


Merely an observation. No action was 
considered to be necessary. 


No action was considered to be neces¬ 
sary. 
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339. In our view the minimum distance 
necessary for the protection of a 
trolley or a lorry should be uni¬ 
form on all the Railways. 


340. We find that from the anomalies 
and the deficiencies in the Work¬ 
ing Time Tables of the Railways 
pointed e,ut by the Kunzru Com¬ 
mittee still persisted in the April 
1968 issues. We urge that the 
Working Time Tables should be 
subjected to a thorough scrutiny 
before issue so that such anoma¬ 
lies and deficiencies do not recur. 


Permanent Way 

141. (See Chapter IV, Para 249) 

.142. (See Chapter IV, Para 221) 

143. (See Chapter IV, Para 225) 

144. (See Chapter IV, Para 229) 

145. (See Chapter IV, Para 246) 

146. (See Chapter IV, Para 269) 

347. In our view the replacement of the 
mate’s diary by the ‘gang inspec¬ 
tion register’ was quite unneces¬ 
sary. We are informed that in¬ 
structions have since been issued 
dispensing with ‘gang inspection 
register’. 

148. We consider it important that the 
results of the trials of the impro¬ 
ved methods of track maintenance, 
like ‘measured shovel packing’, 
directed maintenance, etc. are as¬ 
sessed early so that the Railways 
may be in a position to modernise 
their methods of maintenance of 
permanent way. 


3 


Relevant General Rules were amended 
vide notification No. 68/Safety/29/6/ 
(53) dated 5-10-1970 to lay down mini¬ 
mum distances necessary for protec¬ 
tion of lorries and trolleys, on a uni¬ 
form basis, on the Railways. 

The margin of about 10 per cent is 
kept between the booked and maxi¬ 
mum permissible speed unless a lower 
margin is specifically sanctioned by the 
Railway Board. Since the Working 
Time-Tables are prepared and notified 
every six months, a review is always 
carried out of the various information 
contained sci that the same are up¬ 
dated with the fresh issue. Whenever 
specific cases of anomalies are brought 
to the notice ©f this Ministry, suitable 
action is taken to have the same recti¬ 
fied. 


This was an observation. No further 
action was called for in view of Rail¬ 
way Board’s letter No. 68/Wl/TK/Re- 
gister dated 2-9-1968. 


Various trials to assess the improved 
methods of maintenance have been in¬ 
troduced, and as a result of that these 
methods are progressively being in¬ 
troduced on more and more length of 
track. 



1 


2 


3 


149. (See Chapter IV, Para 284) 

150. (See Chapter IV, Para 292) 

151. (See Chapter IV, Para 289) 

152. We find that the RDSO was asked 
to look into the question of track 
recording troliies only recently in 
April, 1968. It seems that action 
on this part of the recommenda¬ 
tion of the Kunzru Committee had 
not been taken earlier. We under¬ 
stand that the proposal has since 
been given up 

Level Crossings 

153. (See Chapter IV, Para 306) 

154. We are of the view that the five- 
yearly censuses should not be 
given up. 


155, 

156 

& 

157. (See Chapter IV, Para 316) 

158. (See Chapter IV, Para 338) 

159. We consider the amendment to 
Motor Vehicles Act in States 
making it obligatory for drivers 
of passenger buses before passing 
an unmanned level crossing to stop 
and. to cross them with the con¬ 
ductor of the bus walking ahead 
of the bus a wise provision and 
hope that the violation of this pro¬ 
vision of the Law would be sternly 
viewed and the offenders brought 
to book. 


Two track recording trollies were pro¬ 
cured from abroad. ( However, track, 
recording cars were considered superior 
in performance and as such the pro¬ 
posal regarding track recording trol¬ 
lies was dropped. 


Instructions have already been issued 
to the Railways vide Railway Board’s 
letter No. 64/W1/LX/39 dated 9-3-1971 
to conduct periodical census of traffic 
at each unmanned level crossing and 
oensus-cum-job analysis at each manned 
level crossing once in five years. These 
instructions are being followed on the 
Railways. 


Instructions have been issued by the 
Ministry of Shipping and Transport 
vide their letter No. 37/TAG/ (43)/69 
dated 25-7-69 to all the State Govem- 
ments/Union Territory Administra¬ 
tions that they should take positive 
steps to enforce strict adherence to the 
law by the driver of the passenger 
buses and to proceed sternly against 
those violating the law. Railways 
arrange to conduct surprise inspections 
jointly with the State Governments 
periodically, at unmanned level cross¬ 
ings, as a preventive drive against vio¬ 
lations of the law. 
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160. 

& f<t . 

161. (See Chapter IV, Para 342). 

162. (See Chapter IV, Para 332). 

163. In our view, it is desirable that 
the responsibility for avoiding 
accidents should rest with the road- 
users in the case of unmanned 
level crossings. We would not, 
therefore, advocate installing of 
bells and road flasher signals as 
it would result in unnecessary 
waste of money without compar¬ 
able advantage in the matter of 
avoiding accidents in our condi¬ 
tions. 

Signalling 

164. The assurance given by the Rail¬ 
way Board that all signalling and 
interlocking works brought for¬ 
ward from Second Five Year Plan 
and those included in the works 
programmes during the first three 
years of the Third Five Year Plan 
would be completed by the end of 
the Third Five Year Plan has not 
been completely fulfilled. The 
factors enumerated for delay can¬ 
not be deemed as unanticipated or 
such as could not be visualised, at 
the time of planning and program¬ 
ming these works. 

165. (See Chapter IV, Para 407). 

166. We find that a number of stations 
on the double line on some Rail¬ 
ways are either not provided with 
block instruments or are provided 
with block instruments with con¬ 
trol on last stop signals only and 
not complete lock and block work¬ 
ing. We feel that the recommenda¬ 
tion of the Kunzru Committee in 
this behalf should have been fully 
implemented long ago in the in¬ 
terests of safety. 


3 


Railway Board vide their letter Noi. 62/ 
W3/SG/116 dated 15-9-1970 directed 
the Railways that warning bells and 
flashing lights may not be provided at 
any more unmanned level crossings. 


All such works have been completed. 


Initial views: The recommendation of 
Kunzru Committee in regard to provi¬ 
sion of ‘lock and block’ working on 
double line sections has already been 
implemented. The sections referred to 
by the Wanchoo Committee as not 
having been provided with complete 
‘lock and block’ working are mainly 
the new lines on sections under doubl¬ 
ing, where the newly laid line is work¬ 
ed as slow line. Such sections will be 
provided with ‘lock and block’ working 
when converted into proper double line 
sections. 

Final views: nil. 


167. (See Chapter IV, Para 358). 
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168. We consider the achievements in 
respect of the provision of modern 
techniques of signalling to be in¬ 
adequate in view of the increas¬ 
ing speed and density of traffic. 
In our view, the recommendation 
of the Kunzru Committee assumes 
urgency with the increasing intro¬ 
duction of diesel and electric 
traction and running of heavier 
trains at higher speeds. We urge 
that special efforts should be made 
to accelerate the progress in the 
use of modern signalling techni¬ 
ques. 


169. (See Chapter IV, Para 375). 

170. (See Chapter IV, Para 389). 

171. (See Chapter IV, Para 412). 

172. (See Chapter IV, Para 416). 

173. 

& 

174. (See Chapter IV, Para 420) 

Rolling Stock 

175. We suggest that the final trial of 
an overhauled locomotive should 
be carried out, as far as possible, 
at a speed 5 to 10 per cent higher 
than the maximum permissible 
speed of the locomotive, and a 
speedometer used for the purpose. 


Initial views: The progress in regard 
to provision of modern techniques of 
signalling has necessarily been restrict¬ 
ed in its scope on account of the limit¬ 
ed availability of foreign exchange and 
the capacity of indigenous firms for 
manufacturing sophisticated signalling 
equipment. Nevertheless, special efforts 
will continue to be made to accelerate 
the pace of modernisation taking ad¬ 
vantage of indigenisation. 

Final views: (As advised to this Com¬ 
mittee by the RDSO: Execution of 
works with modern signalling techni¬ 
ques depends upon the works sanction¬ 
ed and funds provided by the Railway 
Board. Substantial percentage of mod¬ 
em signalling equipment are now indi¬ 
genously produced.) 


Initial views: Maximum permissible 
speeds of locomotives are fixed on the 
basis of oscillation trials which reveal 
the inter-action between the locomo¬ 
tive and the track. In the speed range 
higher than the maximum permissible 
under uncontrolled conditions, there is 
danger of derailment. Moreover, 
after periodical overhaul, the trials are 
conducted essentially to ensure that all 
assemblies and fittings are functioning 
properly and to run-in the bearings of 
the locomotives. It is, therefore, not 
advisable to run trials of locomotives 
after POH at speeds beyond the maxi¬ 
mum permissible. As regards fitting of 
speedometers during trials, instances 
already exist that locomotives which 
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are normally required to have speedo¬ 
meters should be sent out on trials 
after overhaul with speedometers in 
working order. 

Final views: In view of the above, no 
further action was called for. 


176. 

& 

177. (See Chapter IV, Para 364). 

178. (See Chapter IV, Para 438). 

179. (i) , (ii) 
and 

180. (See Chapter IV, Para 430). 

181. We find that the handbooks for 
drivers in use on the Eastern 
and the Northern Railways do 
not contain information about 
the defects likely to develop on 
engines on the run. The North¬ 
east Frontier Railway has yet to 
bring out a handbook for drivers. 

182. (See Chapter IV, Para 465). 

183. (See Chapter IV, Para 471). 

184. (i) (See Chapter IV, Par a 583). 
(ii) (See Chapter IV, Para 595). 

185. 

& 

186. (See Chapter IV, Par a 519). 

187. (See Chapter IV, Para 555). 

188. 

& 

189. (Se e Chapter IV, Para 602). 

190. We not e that there has been an 
improvement in respect of 
passenger train partings on 
both the gauges. There has also 
been a considerable improve¬ 
ment in the incidence of goods 
train partings on the broad 


The Northern Railway has issued a 
trouble shooting Handbook for dri¬ 
vers. This covers the common defects 
likely to develop on the locomotives 
on run. The Eastern Railway has 
also take n the necessary action. 


Instructions were issued vide Rail¬ 
way Board’s letter No. 68/M(N) 7/8 
dated 3-1-1969 and followed up by 
further instructions since then to the 
effect that measures to reduce train 
partings should be sustained and 
intensified. These efforts are con- 
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gauge and a slight improvement 
on the metre gauge. We hope 
that the measures which brought 
about the improvement in the 
position of train partings will be 
sustained and intensified. 

Stores, post-accident relief measv? e s 
and other matters. 

191. We consider that though there 
has been some improvement in 
the availability of stores, there is 
considerable scope for further 
improving the position. 


192. In our view, the over-depen¬ 
dence of the Ministry of Rail¬ 
ways on the Directorate General 
of Supplies and Disposals for 
their requirements and the effect 
this has on the availability and 
procurement of stores is a matter 
of considerable concern. 


193. We find that while the extant 
rules do not preclude non- 
acceptance of the lowest tender 
if it is otherwise not acceptable, 
in practice such discretion is 
rarely used in favour of reliable 
firms. We feel that a bolder 
attitude in such cases will be in 
public interest. 


tinuin.g. On the basis of experience 
gained, RDSO has evolved an im¬ 
proved design of metre gauge draw 
bar (larger diameter) and springs 
metal bounded (Rubber springs of 
higher capacity than the earlier 
steel springs). 


Railways have bee n instructed to 
submit quarterly efficiency statistics 
from the stores department which 
includes percentage compliance of 
demand of purchase components and 
shop manufactured components. The 
position of compliance percentage 
could improve only slowly as there 
are constraints such a s ban on crea¬ 
tion of ministerial posts. The take¬ 
over of the purchase work from the 
DGS&D has also been authorised by 
th e Government on the understand¬ 
ing that no extra staff will be created 
either in the Railway Board’s office 
or on the Railways. 

As decided in consultation with the 
Ministry of Supply, the purchase of 
items specially required by the Rail¬ 
ways have been taken away from 
the DGS&D, and out of these items 
only a selected group of 18 items have 
been kept for centralised purchase by 
the Railway Board, the remaining are 
being procured directly by the Rail¬ 
ways. 

Instructions were issued vide Railway 
Board’s letter No. 68/RS(G)/645/l 
dated 28-6-1969 indicating that the 
extant rules did not preclude passing 
over of the lowest tender on the 
various grounds but specific reasons 
(Should be recorded when the lowest 
tender is not accepted. 

There is no ground to feel that the 
lowest tender, not acceptable on 
■specific grounds, continue to be 
accepted merely because the offer is 
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194. We found that some of the Rail¬ 
ways were ignorant of the 
existence of the standardised 
lists of safety items of stores as 
prescribed by the Railway 
Board. We hope the Railway 
Board would clarify the position 
to the Railways. 


195. We consider that inventory con¬ 
trol in an enormous under-tak¬ 
ing like the Indian Railways is 
a vital factor. It is apparent that 
modern methods will have to 
replace many of the old stores 
procedures. 


the lowest. In this connection it is- 
pointed out that the decision to pur¬ 
chase in all cases above Rs. 50,000/- 
is based on Tender Committee re¬ 
commendations where the members 
on the executive and procurement side 
have a direct responsibility to ensure 
the availability of proper materials. 
Such being the case these officers will 
always ensure consideration of the 
offer s in the light of the possible 
timely availability of the same, con¬ 
sistent with the quality requirement, 
and ar e not likely to be influenced by 
the sole criterion of lowest quotation. 
On the other hand it is also to be 
pointed out that merely because a 
tenderer has quoted the lowest rate, 
it does not mean that the material 
offered will not be of the acceptable 
quality. 

Vide Railway Board’s letter No. 68/ 
RS(G)/645 dated 13-3-1969, Unking 
the earlier letters issued on 18-1-1963 
and 20-6-1963 under which list of 
safety items were sent to the Rail¬ 
ways, the . Railways wer requested 
that supply of the safety items should 
be uninterrupted. Under Railway 
Board’s letter No. 68/RS(G)/645 
dated 28-5-1969 comments of the 
Railways were called for to re-examine 
the lists of items in the context of 
augmentation of newer types of rol¬ 
ling stock. Under letter No. 68/ 
RS (G)/645 dated 11-6-1970, the final 
list of safety items was issued and 
Railways were instructed to amplify 
the lists giving NL Card number and 
to circulate the list to their units, 
such as running sheds, etc., to see that 
at no time such items were out of 
stock. 

Under the Chairmanship of the then 
Minister of State for Railways, Shri 
M.S. Qureshi, a High-Powered Com¬ 
mittee on Inventory Management was 
constituted to go into all the aspects 
of Materials Management and the 
Committee had given their first Re- 
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196. It would appear that the mea¬ 
sures suggested to prevent 
tampering with track have 
proved ineffective. We are not 
unaware of the complex and 
difficult nature of this problem. 
We would urge that the steps for 
the security of the track against 
the danger s , posed by the sabo¬ 
teurs will have to be presevered 
in and implemented with vigour. 
In our view, there must be close 
and continuous coordination bet¬ 
ween the Ministry of Home 
Affairs, State Governments and 
the Railways if the designs of 
the saboteur are to be kept under 
restraint if not thwarted. 


port in 1976 and the Final Report in 
April, 1977. The recommendations of 
the Committee have been accepted 
by the Government and in case of 
review of organisation, training pro¬ 
gramme, lateral requirement etc. the 
decisions are under implementation 
by sub-committees. In this connec¬ 
tion it is however, pointed out that 
the augmentation of the staff strength 
of the Stores department on the 
Railways will not be possible in view 
of the Government’s ban on creation 
of ministerial posts chargeable to 
Demand No. 4 to which the pay and 
allowances of staff of the Stores 
department are chargeable. 

Following measures have been 
taken to prevent tampering with 
track or other acts of sabotage: — 

(i) Track patrolling by Railway 
Protection Force (11,000) 
and gangmen (13,000) was 
introduced in sensitive areas; 

(ii) Besides patrolling of the 
track in vulnerable sections 
by Railway Protection Force 
and gangmen, Gujarat, 
Maharashtra, Uttar Pradesh, 
Punjab and Haryana mobi¬ 
lised State Police personnel/ 
Home Guards/Village Chow- 
kidars for patrolling the 
track in sensitive areas; 

(iii) The State Governments of 
Punjab and Haryana have 
invoked the provisions of 
Village and Small Town 
Patrol Act ; 1890, thereby 
asking villagers to keep a 
watch on the track; 


(iv) Important cases of sabotage 
are being investigated by 
special squads of the C.I.D. 
of the concerned States; 
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(v) The State Governments have 
also, geared up the intelli¬ 
gence machinery. Close liaison, 
is maintained with all in¬ 
vestigating and intelligence 
agencies as well as the special 
cell in the Intelligence 
Bureau (Ministry of Home 
Affairs). At all levels, valu¬ 
able information is frequent¬ 
ly exchanged so that co¬ 
ordinated efforts are made to 
prevent and detect sabotage 
cases; and 

(vi) Due to timely action taken by 
Railway Protection Force 
and Gangmen patrolling the 
track, since November, 1977, 
26 cases of tampering with 
track were promptly noticed 
till March, 1978, which led: 
to prevention of serious 
accidents. 


197. We find that the work of rewir- The work has since been completed, 
ing of some coaches according to 
the revised wiring circuit re¬ 
mains to be completed on the 
Western Railway. 


198. We hope that the Kunzru Com¬ 
mittee’s recommendations in re¬ 
gard to the replacement of 4- 
wheeler medical vans with the 
bogie medical vans will be fully 
implemented within the shortest 
possible time. 


All four-wheeler medical vans have 
been replaced by bogie medical vans. 


199. (Se e Chapter IV, Para 607). 


200. (i) & 

(ii) (See Chapter IV, Para 611). 
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•CHAPTER V— RESEARCH. DESIGNS 
AND STANDARDS ORGANISA¬ 
TION ( RDSO) 

-201. W e find that the work done in Noted. No action was considered to 
the RDSO in recent years has be necessary, 
been notable and we would like 
to record our appreciation. 

202. We suggest that formal planning This practice is in force as far as 

and allocations of resources practicable, 

should be arranged well in ad¬ 
vance in respect of important 
items to avoid time lags. 

-203. We feel that the recommendation This is an observation. No action was 
of the Kunzru Committee re- considered to be necessary, 

garding the bifurcation of the 
research organisation into two 
separate research directorates is 
no longer a live issue as the 
range of expansion of the RDSO 
during the last five years has 
mure than covered the field that 
the Kunzru Committee had in 
mind. 

-204. We consider that the equipment Noted. No action wa s considered to 
and capacity of non-railway re- be necessary, 

search and technical bodies in¬ 
cluding Universities to under¬ 
take the solution of problems 
peculiar to Railways is very 
limited in India. 

205. We agree that a 12-monthly Noted. No action was considered to 
frequency for meetings of the be necessary. 

Central Board of Railway Re¬ 
search seems justified. We note 
that a three-year tenure of 
membership of this body has 
been adopted. 

'206. We find that the delays in finding Noted, 
solutions to certain problems 
highlighted by the Kunzru Com¬ 
mittee have in most cases been 
overcome. We would stress that 
there should be no slackening of 
efforts for still further imnrove- 
ments, particularly towards 
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greater safety in all aspects of 
railway working. We consider 
that in the case of sophisticated 
and costly items, special mea¬ 
sures including utilising the 
most expert advice obtainable 
are called for. 

‘207. We have satisfied ourselves that 
the Railway Board have given 
full weightage to the observa¬ 
tions made by the Kunzru 
Committee for modernising the 
techniques regarding the design 
and building of bridges. 

208. We find that there is a separate 
directorate in the RDSO which 
handles all aspects of signalling 
and is currently engaged in in¬ 
troducing several modern deve¬ 
lopments. 

209. The need for Railways to colla¬ 
borate technically with foreign 
firms in the manufacture of 
electrical and signalling equip¬ 
ment in India is no longer as 
great as before due to growing in¬ 
dustrialisation in both the public 
and private sectors. 

210. (See Chapter IV, Para 630). 

211. In our view, the prescribing of a 
rigid percentage to be spent on 
the RDSO is not a feasible pro¬ 
position. We agree that rigid 
sub-division of budgetary allot¬ 
ments between the various 
section within the RDSO are 
also unnecessary. 

212. We accept the view that suit¬ 
ability for discharging their 
duties efficiently plus some flair 
for designing end research 
should be the criterion for 
selecting railway officers for the 


Noted. 


This is an observation. 


This is an observation. 


Noted. No action was considered to 
be necessary. 


No further action is called for as this 
policy continues to be in force. 
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RDSO. We urge that the Rail¬ 
way Ministry should do its best 
to staff the RDSO with the most 
suitable men available. 

213. We think that a period of 4 to 

5 years should be the normal 
tenure of officers in the RDSO. 
We would leave the age of 

superannuation to be considered 
in the wider context of public 
and ‘service’ considerations, 

214. We agree with the Railways that 

the creation of liaison organisa¬ 

tion in the RDSO for the purpose 
of carrying out test checks on the 
quality of maintenance and 
standards of manufacture of rail¬ 
way equipment on the Railways 

will tend to dilute the responsi¬ 

bility already placed on super¬ 
visory and inspecting authorities 
and also result in some duplica¬ 
tion. 


215. (See Chapter IV, Para 616). 

216. We consider that an early revival 
of the liaison between the RDSO 
and the manufacturers of railway 
equipment is very much in the 
interests of the Railways them¬ 
selves. 


217. We recommend that the results of 
the performance research studies, 
under actual working conditions, 
be carefully examined by the 
(Railway Board, at Director’s and 
higher levels for improving the 
standard servicing and mainten¬ 
ance practices on Zonal Railways. 


This is already the policy. Regarding 
superannuation, no departure from 
Government’s policy of normal re¬ 
tirement at the age of 58 years could 
be made. 


Initial views: Pursuant to the recom¬ 
mendations of the Kunzru Committee, 
inspecting officers of the rank of 
Deputy Directors have been posted to 
carry out test checks on the standards 
of manufacture of railway equipment, 
whether manufactured by the railway 
production units or by the Private 
Sector. These officers are not rqeant 
to check the quality of repairs execut¬ 
ed by the Railways which is the Rail¬ 
way’s own responsibility. 

Final views: In the light of the above 
views no further action was called for. 


Initial views; Necessary liaison is 
maintained. 

Final views: In the light of the above 
views no further action was called for. 


Instructions were issued to the Rail¬ 
ways vide Railway Board's letter 
No. 69/M(W)/7/8 dated 14-10-1970 
desiring that running shed and carri¬ 
age and wagon depot should be brought 
under purview of works studies so as 
to improve methods of working with 
a view not only to improving the effi¬ 
ciency and productivity but also gen¬ 
eral condition of working. While for¬ 
mulating plans for undertaking work 
studies, it was desired that studies of 
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sheds and depots should also be in¬ 
cluded. A watch is, however, being 
kept by the Railway Board. 


218. We agree with the Kunzru Com¬ 
mittee that we should not hesitate 
to import equipment which is not 
readily available in the country 
as otherwise we shall be depriv¬ 
ing ourselves of the most pro¬ 
gressive and up-to-date ideas em¬ 
bodied in such equipment. 

219. We feel that there will be consi¬ 
derable advantage if experts in 
safety measures answering well 
on railways in advanced coun¬ 
tries, can be invited to visit Indian 
Railways in the near future to 
give their appreciation of the 
present position and of how train 
operation can be made safer. 


220. We find that the Railway Board 
have accepted the recommenda¬ 
tions of the Kunzru Committee 
regarding the status and powers 
of the Director General of the 
RDSO. 

221. We suggest that the tenure re¬ 
commended for other responsible 
posts in the RDSO should also 
apply to its head, who should 
always be closely associated with 
the selection of individuals to fill 
important posts in the organisa¬ 
tion. 

222. We express our appreciation of 
the detailed examination by the 
Kunzru Committee of various as¬ 
pects of the RDSO and are of the 
view that many of the improve¬ 
ments made during the past; five 
years in this organisation are 
largely due to this factor. 


Initial views: Accepted. Implemen¬ 
tation of such measures will necessari¬ 
ly have to depend upon priorities and 
availability of foreign exchange. 

Final views; In the light of the above 
views no further action was called for. 


Noted. This is an observation, hence 
no action is called for. 


Noted. No action was considered to 
be necessary. 


Adequate tenure is ensured for the 
incumbent of the post of Director 
General/RDSO within the policy of 
the Government regarding super¬ 
annuation. 


Noted. No action was censidered to 

be necessary. 


1 RB—25 


PART II 


Chapter I—INTRODUCTION 



1. Part I of our Report was devoted This is an observation. No action, 
mainly to a review of the position 

of accidents on the Indian Rail¬ 
ways since the appointment of the 
Kunzru Committee in the light of 
recommendations made by it and 
their implementation. 

2. In this part of our Report we have This is an observation. No action, 
addressed ourselves to suggesting 

measures for further minimising 
accidents. 

3. We consider that the record of Noted. No action, 
safety of rail travel on the Indian 

Railways must be judged in the 
context of the task that the Rail¬ 
ways are called upon to perform. 

Any sweeping generalisations 
which may be drawn from our 
observations on specific issues, 
itemised for the sake of clarity, 
in the first part of our Report or 
in this part, would be unjustified. 

4. We do not wish our remarks to be Noted. No action, 
taken to mean that nothing re¬ 
mains to be done to promote safety 

in rail travel. We feel that with 
increased axle loads, speeds and 
more intensive operation, the need 
for attention to the maintenance 
of track and rolling stock would 
be greater. The future may, there¬ 
fore, necessitate a higher degree of 
safety precautions and conscious¬ 
ness than at present. The quest 
for safety in rail travel will, thus, 
have to be an unending one. 

5. Notwithstanding the use of modern Agreed. No action, 
technological safety devices, we 

believe that the steps which the 
Railway administration may take 
not only to instil a higher degree 
of safety consciousness in its men 
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but also to raise the general level 
of morale and keep the sense of 
duty pitched at a high level will 
pay rich dividends. 

6. Apart from direct causes of acci¬ 
dents as brought out in the acci¬ 
dent enquiry reports, we have 
addressed ourselves to the more 
deeprooted factors which even 
though largely latent do, in course 
of time, give rise to conditions 
which cumulatively have the effect 
of eroding whatever makes for or¬ 
ganisational and individual effi¬ 
ciency; any drop in one or both of 
these assuredly makes an impact 
on the safety of rail travel. 

7. We have gone into matters whose 
link with train operations though 
seemingly indirect is, nevertheless 
in our view of a basic character, 
particularly the aspects concern¬ 
ing the human element as viewed 
from a wider perspective. 

8. We are convinced that the extent 
to which the Railway administra¬ 
tion is able to locate and remedy 
the factors—whether latent or ap¬ 
parent, remote or direct—which 
give rise to failure of the human 
element, to that extent a greater 
measure of safety in rail travel 
would follow. 

9. We wish to strike a note of cau¬ 
tion against exaggerated notions 
of economy which on occasions are 
apt to assail the railways as acci¬ 
dents result not only in direct 
costs but in indirect costs also and 
to these costs got added the suffer¬ 
ings of the victims of accidents 
and the loss of the fair name of 
the railways which cannot be re¬ 
ckoned in terms of money. 


The observation is noted. No action. 


The observation is noted. No action. 


Noted. No action. 


The Railway Board have issued direc¬ 
tives that the observations of the 
Wanchoo Committee may be brought to 
the notice of all officers concerned, 
particularly those connected with plan¬ 
ning and execution of works, with 
financial management.and control. 
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Chapter II—THE HUMAN ELEMENT 

10. We have, in Part I of our Report, 
shown that a large number of ac¬ 
cidents is caused directly by 
failure of the human element. 
Even out of the remaining, a 
good number can be traced in¬ 
directly to the failure of staff to 
carry out properly their duties of 
maintenance of track, engines, 
rolling stock or signals. The me¬ 
chanical devices and safeguards 
which may be employed by the 
Railway administration in its 
various fields of operation have 
still to rely for their operation or 
maintenance on the human mind 
and hand. 

11. We are of the view that unless the 
standards of service discipline 
are of a high order, the eventual 
result of corporate effort would 
be indifferent and in a field of 
work like railway operation it 
would be attended with hazard. 

12. We are convinced that while the 
Railway administrations and their 
core of dedicated workers have 
striven hard to increase the mea¬ 
sure of safety and to improve 
their performance generally, the 
position would have been better 
and the level of safety and effi¬ 
ciency even higher but for the 
factors which have affected dis¬ 
cipline adversely. 

f 

13. We think that the factors which 
generate indiscipline among the 
staff have also an effect on the 
morale of executives; in fact, 
whatever engenders one makes 
for erosion of the other. 


The observation is noted. No action.. 


Items 12 & 13. 

The recommendation is only an ob¬ 
servation which is kept in mind. No 
specific orders have been issued in the 
matter. 


Items 12 & 13. 

The observations are of a general na¬ 
ture. No specific issue is involved 
which can be solved or answered by 
any executive order. The Railways 
have the normal D & A Rules (Disci¬ 
pline and Appeal Rules), to take up 
acts of indiscipline. Further, as far as 
labour relations are concerned, there 
exists proper negotiating machinery at 
all levels to sort out irritants and pro¬ 
blems that arise. 


14 to 19 (See Chapter IV, Para 

63) 
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20. We welcome the policy adopted 
both by the Railway Administra¬ 
tions and the recognised unions 
o n the Railways of not favouring 
recognition of sectional (category- 
wise) unions. 

21 (i) to (iii) (See Chapter IV, Para 

63) 

22 to 26 (See Chapter IV, Para 67) 

27. We appeal to the Ministers that 
they should do all they can to 
insulate the officers within their 
charge from outside influence. 
We hope that the Minister of 
Railways would be equally an¬ 
xious to sustain the morale of 
his officers and would set pre¬ 
cedents whereby outside inter¬ 
cessions are eliminated. 


28. We consider it would be a healthy 
practice if th e Minister of Rail¬ 
ways were to lay on the table 
of both Houses of Parliament 
every quarter a statement giv¬ 
ing the details about letters and 
representations received by him 
from Members of Parliament in 
the nature of intercessions on be¬ 
half of individual members of 
staff and indicating what, if any, 
action has been taken on them. 

29. A more radical and fundamental 
method of eliminating political 
influence in such matters may 
be to convert the Railway Board 
into an autonomous statutory 
corporation ag is the case in the 
United Kingdom. It is not, how¬ 
ever, within the purview of this 
Committee to investigate into the 
pros and cons of this proposal 
and to pronounce on its desirabi¬ 
lity. 


There has been no change in the policy 
of the Government of not favouring 
sectional unions. 


Letters continue to be received from 
Members of Parliament etc., on mat¬ 
ters concerning individual members 
of staff. These are dealt with accord¬ 
ing to the rules and procedures and 
replies are issued to the Members of 
Parliament in the normal course as 
per extant instructions. 


The Government consider that work 
involved in compiling and placing on 
the table of both Houses of Parlia¬ 
ment such a statement would be volu¬ 
minous in nature and might result in 
additional expenditure with no com¬ 
mensurate advantage to public inte¬ 
rest. 


This is an observation. No action is 
called for. 
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80. Hie functioning of the vigilance 
organisation and its role in its 
present form has engaged our 
attention. We cannot help ob¬ 
serving that without any further 
loss of time, steps should be taken 
by the Government to undo the 
damage which has been done by 
the functioning of this organisa¬ 
tion which it might have once 
been thought, would root out cor¬ 
ruption but which instead is 
throttling the healthy organism 
of the Railways. We would sug¬ 
gest action along the following 
lines:— 


(i) While nothing must be left un¬ 
done to root out corruption in 
whichever quarter it may exist, 
it should be understood that this 
duty devolves squarely on the 
Railway administration itself and 
not on any organisation which 
has the semblance of an outside 
policing organisation. It equally 
devolves on the administration 
to protect honest and innocent 
officials from allegations by un¬ 
scrupulous persons who may be 
nurturing grievances against their 
superiors or fellow-workers. 


(ii) No investigation should be 
taken in hand against any rail¬ 
way official, including a gazetted 
officer, without the concurrence 
of the head of the branch or of 
the organisation corresponding to 
the status of the official against 
whom there is a complaint. While 
we would like to leave th e pro¬ 
cedure in this behalf to be settled 
by the Railway administration, 
we would as a broad guideline, 
suggest that for a class III em¬ 
ployee other than a senior super- 


This item in the summary of Recom¬ 
mendations was an observation made 
by the Railway Accidents Inquiry 
Committee, 1968 in passing. However, 
annonymous/psedonymous com-plaints 
are straightaway filed and no 
action i s taken thereon. As regards 
action on other complaints which ap¬ 
pear to be genuine, investigations are 
taken up only after verifying the gen¬ 
uineness of the complainant. In cases 
where it comes to notice after inves¬ 
tigations or after the departmental in¬ 
quiry against the alleged railway ser¬ 
vant that the complainant had 
deliberately made a false complaint 
with malicious intent, disciplinary 
action is also invariably taken against 
the complainant. 

The Head of the Department/Divi¬ 
sional Superintendent; whosoever may 
be concerned 'in relation to the officer 
alleged against, is advised about the 
complaints received and the investiga¬ 
tions are proposed to be undertaken 
so as to order the views with regard 
to the integrity and general reputa¬ 
tion etc. of the officer. In case there 
is difference of opinion between the 
Chief Vigilance Officer and Head of 
Department regarding investigations 
to be taken up, the matter is placed 
before the General Manager whose 


391 


1 


2 


3 


visor, the concurrence of the 
Divisional Superintendent (or an 
authority of an equivalent rank 
in the case of other than the divi¬ 
sional employees) should be ob¬ 
tained. For investigations against 
a senior supervisor, the prior 
concurrence of the Head of 
the department concerned should 
ordinarily be taken. In respect 
of an officer working on a Rail¬ 
way administration, the General 
Manager should be taken into 
confidence besides the concur¬ 
rence of the Member concerned 
of the Railway Board. In seeking 
such concurrence, all the mate¬ 
rial available on the basis of 
which the case for investigation 
is sought to be made out 
should be placed before the 
competent authority and if the 
latter after considering the ma¬ 
terial finds that there is no case 
for investigation, the matter 
should not be pursued further 
and the discretion so exercised 
should not ordinarily be question¬ 
ed. 

(iii) While we commend the directive 
that no notice must be taken of 
annonymous or pseudonymous 
complaints, we are of the view 
that the purpose behind this dir¬ 
ective is set at naught by initiat¬ 
ing investigations on ‘source’ in¬ 
formation. We depricat e the 
practice of accepting such in¬ 
formation. Such information 
should, except in extraordinary 
circumstances, not be given any 
credence. Only in very excep¬ 
tional circumstances and that too 
when the authority competent to 
give concurrence for initiating 
investigation has personally satis¬ 
fied himself as to the antecedents 
and motives of the informer may 
notice he taken of such informa¬ 
tion. 


decision is final in the matter. Simi¬ 
larly, tffe investigation report is also 
referred to the Head of Department 
to obtain his, view® on the facts as 
revealed during investigation They 
are generally asked to furnish their 
comments within a period of 15 days: 


All th e Railways were advised (No. 
74/Vig. Comp. 1/1 dated 12-11-74) that 
they must invariably verify the bona- 
fides of the ‘source’ before taking up 
investigation on the ‘source’ informa¬ 
tion received. Decision for taking up 
investigation into ‘source’ information 
is generally taken by Chief Vigilance 
Officer himself. 



392 


1 


2 


3 


(iv) In the Raiway Board, the 
Directorate of Vigilance should 
be headed by a railwayman of 
considerable experience and 
proved integrity who should 
have the rank of a Director 
functioning directly under the 
Member Staff. We do not 
consider that there is any jus¬ 
tification for the post of the 
Director General (Vigilance). 

(v) In the Vigilance Organisation, 
both in the Railway Board’s 
office and in the Railway ad¬ 
ministrations, the lower officers 
and inspectors should all be 
railwaymen having excellent 
record and reputation for in¬ 
tegrity and a flair for investi¬ 
gation. In our view, the police 
inspectors and officers who 
have little knowledge of rail¬ 
way working and who, in an 
organisation like the Railways 
would have problems of ad¬ 
justment, do not have any 
.utility in the Vigilance Orga¬ 
nisation, 


(vi) We welcome the assurance 
given to us by the representa¬ 
tive of the Special Police Esta¬ 
blishment that preventive 
checks not based on any spe¬ 
cific complaints have been 
discontinued. We wish to 
record that such checks do 
not serve any purpose and 
if these have been disconti¬ 
nued, these should not be re¬ 
vived. 

31. We would suggest a self imposed 
ordinance by the Central Vigi¬ 
lance Commission that only 
cases of officers in the Senior 
Administrative grade and 
above should be scrutinised by 


Consequent upon the restructuring of 
the Railway Board done by the present 
Minister, the post of Additional Mem¬ 
ber (Vigilance) has since been down¬ 
graded and redesignated as Director 
(Vigilance) who is also the Chief Vigi¬ 
lance Officer for the Ministry of Rail¬ 
ways. The Director (Vigilance) is an 
officer from the IRSE cadre and is an 
officer with sufficient experience of 
railway working. 

One officer of the rank of Additional 
Director (Vigilance) and another of 
the rank of Deputy Director (Vigilance) 
in the Vigilance Directorate, Railway 
Board, are drawn from the IPS and 
also a few inspectors are drawn from 
the State Police. Similarly on all the 
Railways, except North Eastern and 
Northeast Frontier, an officer of the 
rank of Assistant Vigilance Officer 
(Class II) is still generally drawn from 
the State Police keeping in line with 
the recommendation made by the 
Committee on Prevention of Corrup¬ 
tion—1962-63 (Santhanam Committee) 
and also to ensure closer liaison with 
the State Police and the CBI etc., and 
to take advantage of their skills in 
laying traps. 

This recommendation has since been 
accepted and generally preventive 
checks are not carried out by the SPE 
unless there are specific complaints of 
corruption in certain sensitive areas of 
railway functioning. In any case this 
concerns CBI who are outside the con¬ 
trol of Railway Ministry. 


In view of the Resolution No. 24/7/64 
dated 11-2-1964 passed by the Govern¬ 
ment of India (Ministry of Home 
Affairs) the CVC has the jurisdiction 
and powers in respect of all matters 
to which executive powers of the 
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the Central Vigilance Com¬ 
mission. Cases of other offi¬ 
cers should be left to be dealt 
with by the Ministry of Rail¬ 
ways themselves. 


32. In our view what is provided lor 
in Article 311 of the Constitu¬ 
tion is a time-honoured pro¬ 
tection. We would, therefore, 


3 . 


Union extends for undertaking 
enquiry into any transaction in 
which a public servant is sus¬ 
pected or alleged to have acted in a 
corrupt manner or cause an enquiry or 
investigation to be made into any com¬ 
plaint alleging corrupt practices on the 
part of any public servant. The Com¬ 
mission, however, being a one man 
Commission has imposed a self res¬ 
traint inasmuch as it normally does not 
require a report into the investigation 
made against the Non-Gazetted public 
servants, including railway servants 
against whom any complaint alleging 
corruption have been investigated by 
the SPE or the departmental Vigilance. 
However, the Commission can still call 
for reports in any such Non-Gazetted 
cases if they so desire. As regards 
corruption cases against Gazetted Offi¬ 
cers, the Commission have not made 
any distinction between the Gazetted 
Officers, of different categories and 
status and as per the procedure in 
practice till today, the results of in¬ 
vestigation into all complaints alleging 
oorruption on the part of any gazetted 
public servant, including railway ser¬ 
vants have to be referred to the CVC 
for their first stage advice with regard 
to the disciplinary action, if any, to be 
instituted against the officer(s) involv¬ 
ed. After the departmental enquiry into 
charges framed has been held, which 
is generally held by a CDI working 
under the CVC, the Commission also 
advise regarding whether the charges 
has been proved and if so, what penal¬ 
ty (broad guidelines only are given) 
should Ibe imposed CVC’s advice in 
this regard is, however, advising only. 
The position as prevalent has been 
given. The scope of the recommenda¬ 
tion basically concerns CVC which is 
outside the control of this Ministry. 

Noted. No change in the position. 

~ ' 1 S. J -7-♦-*-•**! . -"SI*, 3. 
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abstain from recommending 
that Article 311 of the Constitu¬ 
tion be amended. 

33. We do not see any reason why 
the Penalties not provided for 
in Article 311 of the Constitu¬ 
tion should be so treated in 
the Railway Servants Dis¬ 
cipline and Appeal Rules. We 
would urge the Railway Board 
to, take immediate action so 
that for the imposition of pen¬ 
alties other than those provid¬ 
ed for in the Constitution, a 
summary and simplified pro¬ 
cedure is adopted. 


The Ministries of Home Affairs and 
Law have opined that even for imposi¬ 
tion of the penalty of reduction to a 
lower stage in the time scale of pay, re¬ 
quirement of Article 311(2) must be 
fulfilled. In other words, it is not 
possible to follow summary procedure 
for imposition of the penalty of reduc¬ 
tion to a lower stage in the time scale 
as even in such cases detailed proce¬ 
dure as laid down in the Railway Ser¬ 
vants (Discipline and Appeal) Rules 
will have to be followed. The 
decision that i n cases where incre¬ 
ments are withheld for a period of 
more than three years or where incre¬ 
ments are stopped with cumulative 
effect or where such stoppage is likely 
to affect adversely the pensionary bene¬ 
fits, the procedure for holding full de¬ 
partmental enquiry as in case of major 
penalties, should invariably be follow¬ 
ed, has been taken by the Ministry of 
Home Affairs at the meeting of the 
National Council held in November 
1967. Consequent on this decision, the 
Ministry of Home Affairs revised their 
rules and the Ministry of Railways also 
followed suit. Any unilateral action on 
the part of the Ministry of Railways 
to deliberalise the Railways Servants 
(Discipline & Appeal) Rules is likely 
to be opposed by organised labour. In 
view of this, it is not possible to accept 
the recommendation made by the 
Wanchoo Committee in this regard. 
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34. (See Chapter IV, Para 75). 

35. It occurs to us that the disciplinary 
inquiry can, with advantage, be 
conducted by special inquiry offi¬ 
cers trained and deputed exclusive¬ 
ly for this purpose. These officers 
should form a part of the Per¬ 
sonnel Branch and should be 
chosen with great care so that they 
have a good knowledge of the Dis¬ 
cipline and Appeal Rules and 
where possible also some knowl¬ 
edge of law as well as legal pro¬ 
cedures. 

36. (i) to (iv) (See Chapter IV, Para 
79). 

37. (i) It must be appreciated that 
reservation of posts in favour of a 
community or a group of people 
must not be at the cost of overall 
efficiency of the administration. 

(ii) At the stage of initial rec¬ 
ruitment there is no objection to 
reservation of quotas for scheduled 
castes and scheduled Tribes. At 
the promotion stage, however, such 
reservation can give rise to a feel¬ 
ing of inequity among the staff 
who have already put in several 
years of service. 

(iii) We consider that the Govern¬ 
ment should now review the ques¬ 
tion of reservation of quotas for, 
and the weightage given to, sche¬ 
duled castes and scheduled tribes 
at the promotion stage in the 
context of the present day condi¬ 
tions. 

38. We recognise that if a vast orga¬ 
nisation like the Railways is to 
function efficiently, it must have 
in its superior cadres men of the 
best calibre available. Obviously, 
the objective is unlikely to be 


The question of increasing the number 
of wholetime Enquiry Officers was re¬ 
viewed in July 1978 and it was felt that 
it was not justified for the present. The 
existing Enquiry Officers (one on each 
Railway) at present function under 
the administrative control of Senior 
Deputy General Manager. 


(Items 37 (i) to (iii). 

It has not been found possible to re¬ 
duce in any way the reservations and 
quotas for the Scheduled Castes and 
Scheduled Tribes. 


The pay scales and service conditions 
of Railway Officers are more or less 
the same as those of other Central Ser¬ 
vices: the pay scales and promotion 
prospects of IAS/IFS are far better. 
The Indian Railways undoubtedly at- 
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achieved unless service conditions 
are such as to attract talented 
young persons. 


tract talented young persons. For in¬ 
stance. in the Engineering Services 
almost all the top ranking candidates 
opt tor and are inducted into the Rail¬ 
way Services as seen from the state¬ 
ment given below:— 


IRSE IRSME IRSSE IRSEE 


Year of examination 

No. of 
candida¬ 
tes re¬ 
cruited 

Ranks No. of 
■ of the Candida- 
Candida- tes rs- 
tes cruited 

Ranks 

• of the 
candida¬ 
tes 

No. of 

candida¬ 
tes re¬ 
cruited 

Ranks No. of 
■ of the candida- 
candida- tes re- 
tes cruited 

Ranks 
■ of the 

candi 

dates 

1 

2 

3 

4 

5 

6 

7 

8 

9 

1972 

10 

1 to 10 

8 

1 to 10 

5 

4 to 13 

3 

4 to 7 

1973 

10 

1 to 10 

15 

4 to 22 

6 

2 to 11 

10 

6 to 18 

1974 . 

16 

1 to 14£ 

15 

1 to 21 

6 

1 to 17 

15 

1 to 20 

1975 

16 

1 to 14£ 

23 

2 to 24 

6 

3 to. 7 

19 

1 to 27 

1976 

16 

1 to 14£ 

10 

1 to 6 

6 

4 to 10 

20 

1 to 27 


^Scheduled caste candidates hav; not been included. 




397 


1 


2 


3 


(Item 38 contd.) 


39. (i) We realise that it is not our 
function to spell out the details 
of the proposals for improving the 
pay scales and prospects of offi¬ 
cers, but we are anxious that the 
general feeling of discontent should 
be cleared up and the cadre struc¬ 
ture of railway officers should be 
so recast that from the point of 
view of prospects, the best talent 
is attracted to the Railway ser¬ 
vices. 

(ii) We understand that the Ad¬ 
ministrative Reforms Commission 
went into this matter in consider¬ 
able detail and have made certain 
recommendations. We have no 
doubt that the Government will 
consider these recommendations 
closely, appreciating the need for 
urgent action. We would, on our 
part, urge them to devote their 
attention to this problem without 
loss of time. 


40. (See Chapter IV, Para 85) 

41. The present set-up on the Rail¬ 
ways has no doubt stood the 
test of time but in the present 


There is, however, a tendency on the 
part of the officers recruited to the- 
IRAS and IRTS to join the IAS/IFS 
subsequently. 

With a view to improving the efficiency 
and effectiveness of Railway Services, 
cadre review is made every three years 
and in these reviews, promotion pros¬ 
pects are also taken into consideration. 

(Items 39 (i) & (ii)). 

According to the recommendations of 
the Administrative Reforms Commis¬ 
sion as accepted by the Government, 
the cadres of different group ‘A’ (Class 
I Services) are required to. be reviewed 
every three years. The first review of 
the cadres of Railway Services was 
done in 1973. The restructuring in¬ 
volved 250 Junior Scale posts being 
placed in Senior Scale, 500 Senior Scale 
posts in Junior Administrative grade 
and 218 Junior Administrative grade 
posts to Inter-Administrative and Senior 
Administrative grades. These proposals 
were implemented in 1974-75. This pro¬ 
vided, though partially the much 
needed organisational relief, at Head¬ 
quarters and Divisional levels on the 
Railways. It also helped, though not 
to the extent needed, in improving the 
promotion prospects of Railway Offi¬ 
cers. The second cadre review pro¬ 
posals are being formulated in consul¬ 
tation with the Department of Person¬ 
nel and Administrative Reforms. The 
cadre Review Committee consisting of 
the Cabinet Secretary, Personnel Secre¬ 
tary, Department of Expenditure, Chair¬ 
man, Railway Board and Financial 
Commissioner for Railways would take 
up the review of the Railway cadres 
as soon as the initial scrutiny by the 
Department of Personnel is completed. 


The Report of the Administrative 
Reforms Commission on Railways 
has since been considered by the- 
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situation with the increasing tempo 
of traffic, increase in manpower and 
complexity of management pro¬ 
blems, a time has come when seri¬ 
ous thought should be given to 
streamline the command structure 
on the Railways to deal with the 
challenges of the present and the 
future. One way in which this 
may be accomplished is for the 
organisational structure to be sub¬ 
jected to an expert study. 


-42. We refer to the various reasons 
adduced for increase in unproduc¬ 
tive paper work. We are aware 
that this state of affairs is not 
peculiar to the Railways and also 
that the reasons are hardly likely 
to lend themselves to an easy 
solution. But we consider that 
consultancy in the matter of office 
procedures as also in other fields 
may open up the management to 
fresh and useful ideas. 


43. We suggest that the Railway 
Board and the Railway adminis¬ 
tration should investigate whether 
any further devolution of authori¬ 
ty and delegation of powers would 
not be conducive to a reduction in 
the volume of correspondence and 
paperwork. We would however, 
strike a note of caution that any 
delegation of powers can have 
utility only if the authority to 
whom the power is delegated is 
allowed to exercise the power and 
obviously it will be rendered in¬ 
effective if distrust in the man on 
the spot continues to prevail. 


44. (i) to (v) (See Chapter IV, Para 
94 and 101) 


Government an decisions on various 
■recommendations contained therein 
have been finalised with the exception 
of recommendations Nos. 18 (2&3) re¬ 
garding promotional policy. No. 23 
regarding procedures for disciplinary 
action and setting u pCivil Services 
Tribunals and No. 38(1) and (2) re¬ 
garding enlargement of powers of Rail¬ 
way Protection Force. 


The recommendations of the consult¬ 
ancy services were not very useful to 
the Indian Railways. Many of the sug¬ 
gestions were not practicable. Such 
consultancies were not, therefore, tried 
further. 


Delegation of powers to lower levels is 
kept under continued review and the 
powers are liberalised as and when 
warranted. The powers of the General 
Managers were enhanced in June, 1974 
and again in December, 1977 on the 
basis of the recommendations of the 
committees set-up for the purpose. The 
General Managers have also been 
authorised to redelegate their powers to 
the Divisional Superintendents to, the 
extent necessary after taking into ac¬ 
count local conditions. 
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Chapter III—TRAINING OP STAFF 


45. We found the arrangements for 
general purpose training of staff 
generally adequate except for a 
few isolated instances of short¬ 
comings in the facilities for train¬ 
ing like inadequacy of hostel ac¬ 
commodation at the Zonal Train¬ 
ing Schools at Alipurduar and 
Tiruchirapalli, and non-supply of 
accident enquiry reports of the 
Additional Commissioners of 
Railway Safety to Zonal Training 
Schools. It was also indicated to 
us that there was ample scope for 
intensifying the training of drivers, 
train examiners, trade apprentices 
etc. at Jamalpur. 

■46. We were struck by the absence of 
a Zonel Training School on the 
South Central Railway. We con¬ 
sider it essential that the setting 
up of a Zonal Training School and 
the creation of training facilities 
on the South Central Railway is 
not delayed further. 

47. We consider that with the intro- 

• 

duction of modern highly sophis¬ 
ticated equipment in various fields 
of railway operation, it has become 
imperative that the staff entrusted 
with the responsibility of handl¬ 
ing, operation and maintenance of 
the equipment are imparted ade¬ 
quate and intensive training. 

48 and 49. (See Chapter IV, Para 113). 

50. (See Chapter IV, Para 117). 

51 and 52. (See Chapter IV, Para 120). 

53. It is suggested that mechanical 
and electrical cadre of signalling 
staff should be combined and in¬ 
tegrated into a single cadre. This 
step would, in our view, result in 
closer inspection and better main¬ 
tenance of signalling equipment. 


The training capacity available in the 
training school is utilised to the maxi¬ 
mum extent and the hostel accommoda¬ 
tion is adequate. 

The Commissioner of Railway Safety 
has been asked vide Railway Board’s 
letter No. 69/Safety (A&R)/Rep®rt 
dated 14-1-1970 to advise the ACRS’s 
to send cyclostyled copies of the final 
reports of accident enquiries to the 
Railways to enable them to distribute 
these copies to the Zonal/Area Train¬ 
ing Schools. 


Zonal Training School has been estab¬ 
lished at Maula Ali which is function¬ 
ing. 


This is already the policy and there 
is no change. 


A committee was appointed for review 
of rules regarding recruitment, train¬ 
ing, syllabus etc. for inspectors and 
artisan staff of the Signal and Tele¬ 
communication department of the 
Indian Railways. This Committee after 
examining all pros and cons came to 


400 


1 2 


3 


54 (i) and (II). (See Chapter IV, Para 
124). 

55. We suggest that the Railways 
should create adequate facilities 
in their System Technical Schools 
or alternatively in schools attached 
to the diesel locomotive sheds for 
imparting proper training to the 
staff employed on the maintenance 
of diesel locomotives. 

56 (i) to (iv). (See Chapter IV, Para 
129). 

57. We suggest that the Railways 
should keep a special watch on the 
nature of lapses on the part of the 
diesel and electric locomotive 
drivers which result in accidents 
as these may be useful pointers to 
the shortcomings in their training. 

58. (See Chapter IV, Para 94). 

59 and 60. (See Chapter IV, Para 141). 

61. (i) We agree that scientific ap¬ 
proach should be inculcated in staff 
dealing with long-welded rails 
through initial training and fre¬ 
quent referesher course. This, in 
our view, should also held true in¬ 
case of staff deputed for mainten¬ 
ance of track by measured shovel 
packing. 

(ii) We suggest that necessary 
facilities should be built up on 
each Railway and, as a first step, 


the conclusion that the nature, skills,, 
required for the two categories is dif¬ 
ferent and hence the combination of 
these two categories will not he feasi¬ 
ble. This recommendation of the Com¬ 
mittee has been examined by the Rail¬ 
way Board that it is not possible to 
combine the cadres of Signal Main- 
tainers. 


Necessary facilities have been created 
on all the Railways except North Eas¬ 
tern and South Central Railways. The 
North Eastern Railway have no diesel 
locomotives. South Central Railway’s 
staff are trained on the South Eastern 
Railway. 


This recommendation is kept in view. 


Items 61 (i) and (M) 

This is already being done. 



401 


1 2 


3 


instructors for these jobs should 
be trained by the RDSO or at a 
suitable centralise! training 
centre. 

62. We feel that the setting up of a 
school for the training of staff in 
the use of ultrasonic flaw detectors 
should receive high priority. 

63. (i) We feel that necessary facili¬ 
ties for imparting training in 
scientific methods of materials 
management will have to be creat¬ 
ed on the Railways or in a cen¬ 
tralised institution. 


(ii) We suggest that the possibility 
of making use of the Indian Rail¬ 
ways School of Electrical and 
Mechanical Engineering, Jamal- 
pur or other similar institutions or 
developing alternative facilities for 
training of stores personnel be 
examined. 

64. We consider it essential that 
training in service should be in¬ 
tensive; regular and should be 
more job-oriented than theorlical 
as is the case at present. 

65. We emphasise the need for the 
proper training of inspectors and 
other supervisors since ultimately 
the interpretation of what the ad¬ 
ministration requires its workers 
to do rests in the hands of these 
men who are in direct contact 
with the workers. On the quality 
of these men depends not only 
the image of the administration 
in the eyes of the workers but also 
the quality of output which would 

, ultimately emerge. 


Arrangements made at RDSO still 
continue. 


Items 63 (i) and (ii) 

The staff of the Stores Department are 
now given initial and refresher train¬ 
ing which includes materials manage¬ 
ment in the Zonal Training Schools 
and Technical Training Schools of Pro¬ 
duction Units as per standard syllabus 
prescribed for the purpose. 


Periodicity of refresher training in 
respect of various categories of staff has 
been laid down in the standard sylla¬ 
bus of training. The periodicity is 3 
to 5 years. 

The Railways were advised, reiterat¬ 
ing earlier instructions that supervisors 
course should be arranged in all train¬ 
ing schools and that some selected su¬ 
pervisors should be sent to the Zonal 
Training School, Northern Railway, 
Chandausi for a special higher course 
in management vide Railway Board’s 
letter No. E(Trg) 1-69 TRI/110 dated 
23-4-1970. The Railways were also 
asked to take special steps for teaching 
management and supervision to Super¬ 
visory staff in- a more purposeful man¬ 
ner vide Railway Board’s letter No. E 
(Trg)/69/TRI/110 dated 25-2-1971. 
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66. It is of vital importance that spe¬ 
cialised courses are arranged for 
inspectors and supervisors both to 
develop their outeok and to make 
them professionally more compe¬ 
tent. Indeed, this matter is so 
important in our view that it 
should receive the attention of, 
and may be watched by, the 
General Managers themselves. We 
have no doubt that those who 
undergo such specialised courses 
would emerge'as better inspectors 
and better supervisors. 

67. We understand that arrangements 
were made for conducting a cen¬ 
tralised course in supervision and 
management in the Zonal Training 
School at Chandausi, Judging 
from the fact that in the last four 
or five years only four courses 
were held, it is doubtful if the 
matter is receiving the attention 
which it deserves. We are also 
doubtful if the facilities and the 
calibre of instructors at Chandausi 
are such as to make it possible to 
orient the course with an all-India 
outlook. 


68. We suggest that refresher train¬ 
ing of senior supervisors belonging 
to civil engineering, transportation 
and mechanical engineering de¬ 
partments should, like those of the 
signal engineering department, be 
arranged at the respective all- 
India training centres at Poona, 
Baroda and Jamalpur. Specialised 
courses of three to four weeks 
duration organised at regular 
intervals should make it possible 
for all inspectors and supervisors 


The training arrangements made by 
the Railways were reviewed in 1972 
and these were considered adequate. 

Items 66 and 67 

Instructions vide Railway Board's 
letter No. E(Trg) 1-69 TRI/110 dated 
23-4-1970 have since been issued to 
Railway Administrations to arrange 
management courses regularly and 
particularly to the Nothern Railway to 
make adequate arrangements at the 
Chandausi School for the training of 
supervisory personnel and also to orga¬ 
nise the ‘Management and Supervision’ 
Courses for selected supervisors from 
all the Railways on a programmed 
basis, at least twice a year. The Rail¬ 
ways have advised that adequate ar¬ 
rangements for training of supervisory 
personnel on the subject ‘Supervision 
and Management' have been made by 
the Railway Administrations. They 
have also advised that existing arrange¬ 
ments of training (viz., training at the 
Zonal Training School in addition to 
the special higher courses on ‘Supervi¬ 
sion and Management’ organised by the 
Chandausi School) are adequate which 
should continue. 


Initial views: Refresher courses for 
inspectors are already being run on the 
Railways and the emphasis is on the 
specific peculiarities and problem of 
their respective Railways. This is con¬ 
sidered more beneficial as inspectors 
are normally not transferred outside 
their Railways. 

Final views: Recommendation not ac¬ 
cepted. 
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to be trained and oriented reason¬ 
ably adequately within a short 
span of time. If the existing facili¬ 
ties at these institutions are in¬ 
adequate, it would be well to 
augment them suitably. 

•59. The following suggestions were 
put forward in evidence which 
merit consideration:— 

(i) An experienced officer should 
be specially selected and put 
in charge of the probationary 
officers when they come on the 
open line to pick up the actual 
work they have to do so that 
they are not left, to their own 
resources to pick up what they 
can. There should be a whole¬ 
time training officer deputed, 
for the purpose. We under¬ 
stand that a scheme has been 
started for probationary trans¬ 
portation officers at Asansol 
where young trainee officers 
received field training under 
the guidance of an experien¬ 
ced wholetinie officer. We wel¬ 
come this step and urge that 
similar steps should be taken 
for trainee officers of other 
departments. 


(ii) Senior seasoned officers should 
be deputed to go as roving in¬ 
structors. They should spend 
some time with the officers, 
even upto the Divisional Sup¬ 
erintendent’s level and guide 
them in their problems as 
friends rather than as critics. 

(iii) The officers and supervisors of 
technical departments should 
be so trained as to receive 


The question of imparting training 
under a whole-time officer-in-charge in 
respect of Indian Railway Traffic Ser¬ 
vice probationers was reviewed and 
the Railway Board in their meeting 
held on 22-7-72 decided that the cen¬ 
tralised training for Indian Railway 
Traffic Service probationers should be 
discontinued and that the probation¬ 
ers should receive training on the 
respective Railways to which they are 
allotted. 

Accordingly, Indian Railway Traffic 
Service probationers of 1971 batch on¬ 
wards are receiving training on their 
allotted Railways. Railway Board's 
letter No. 72E(GR) II/4/5 dated 26-8- 
1972 refers. 

The system of imparting training to 
probationers of all .the services under 
a wholetime officer-in-charge or other¬ 
wise was again considered in 1977 and 
the Railway Board decided that the 
existing system of training on the 
Railways should continue. 

Deputing senior officers especially for 
this purpose is not considered necessary 
as Heads of Departments and other 
senior officers are already doing this 
in the course of their normal tours. 


This is already the practice in respect 
of training of officers of various de¬ 
partments. In respect of training of 
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specialised training in parti¬ 
cular trades while acquiring 
broad knowledge of railway 
working in other fields. 

70. We consider that a young officer 

is an asset on whom no invest¬ 
ment is too heavy to make him 
professionally competent and 
a good manager of men. 

Chapter IV. Other Staff Matters. 

71. (i) We are of the view that the 

conditions which brought about 
the setting up of the Railway 
Service Commissions do not 
exist any longer. 

(ii) We suggest that recruitment of 
staff in all mass categories and 
semi-mass categories should be 
left to the Railway Adminis¬ 
tration and the recruitment 
should be decentralised to be 
made at the divisional level. 

(jii) We consider that it will be 
adequate if a Committee of 
two, officers is appointed by the 
Divisional Superintendent to 
make the recruitment of staff 
in various categories at suit¬ 
able intervals. 


supervisors, the remarks offered against 
items 35 to 68 will apply. 


Noted. 


Items 71 (i) to (iv) 

Government after careful considera¬ 
tion have decided that the system of 
recruitment of Class III staff through 
Railway Service Commission should 
continue. But as far as possible there 
should be a separate Railway Service 
Commission for each Zonal Railway. 
Separate Railway Service Commissions 
have started functioning for North 
Eastern and South Central Railways. 
Orders have also been issued to open 
an office of Railway Service Commis¬ 
sion for Northeast Frontier Railway 
at Gauhati. 


(iv) We further suggest that catego¬ 
ries of staff other than mass 
categories and those for which 
either the minimum qualifica¬ 
tion is a university degree or 
a technical degree or diploma 
or which are otherwise specia¬ 
lised as for example, nurse, 
school teachers, printing press 
staff, etc., may continue to be 
recruited through Railway 
Service Commissions. 
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72.(i) We consider that for staff engag¬ 
ed in the operation and main¬ 
tenance of diesel and electric 
locomotives, modern signalling 
equipment tie tamping ma¬ 
chines, complicated hydro¬ 
electric and electrical equip¬ 
ment in the workshops etc., a 
good basic education and cer¬ 
tain minimum technical quali¬ 
fications are essential so that 
the staff who are entrusted 
with the responsibility of 
operation and maintenance of 
modern equipment are not 
raw and uninitiated hands but 
have an intelligent and effect¬ 
ive grasp of the equipment 
they handle. 

(ii) We suggest to the Railway 
Board and Railway Administra¬ 
tions to evolve the minimum basic 
qualifications for each of these 
categories. We have no doubt that 
in the present conditions, there 
would be no dearth of men having 
the requisite qualifications. 

73. (i) to (v) (See Chapter IV, Para 
160). 

74. (See Chapter IV, Para 163). 

75. (i) and (ii) (See Chapter IV, Para 
170). 

76. (See Chapter IV, Para 175). 

.77. It was observed by the National 
Federation of Indian Railwaymen 
that under the hours of employ¬ 
ment regulations, a continuous 
worker was required to perform 8 
hours duty a day, but for payment 
of overtime the basis of 54 hours 
a week and 231 hours in a month 
was adopted. We think that trade 
unions would already have brought 
up this matter before the Railway 


Items 72 (i) and (ii) 

Accepted in principle. The qualifica¬ 
tions considered necessary for Signal 
and Telecommunication staff have been 
worked out and will be implemented as 
far as possible in consultation with orga¬ 
nised labour. So far as Mechanical and 
Electrical Departments are concerned, 
it has since been decided to recruit Ap¬ 
prentice Mechanics with Diploma as 
qualification. They are thereafter 
appointed as Chargemen after training 
for 3 years. In the Civil Engineering 
Department, direct recruitment to the 
categories of Assistant Permanent Way 
Inspector is only from among holders 
of diploma in Civil Engineering who are 
given training for 18 months. This has 
been reduced to one year. 


In accordance with Section 71 (C) (2) 
of Indian Railways Act, 1890 and the 
rules framed thereunder, a "Continuous’ 
worker is required to work for 54 hours 
per week on rn average in a month 
and he becomes entitled to overtime 
if he works more than 231 hours in a 
month. However, this practice of pay¬ 
ing overtime beyond the monthly limit 
of 231 hours for staff classified as "Con¬ 
tinuous’ has been liberalised as such 
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Administration and the Railway 
Board. We, therefore, leave it to 
the Railway Board to examine the 
contention of the Federation. 


77. (a) (i) We are unable to see the 
merit of the argument under which 


staff are now paid overtime on fort¬ 
nightly basis beyond 108 hrs. on and 
from 14-8-1963. 

The National Federation of Indian 
Railwaymen had raised this issue be¬ 
fore the Railway Labour Tribunal 1969, 
who, after taking into account the sub¬ 
missions both by the Railway Board 
and the Federation, held that the princi¬ 
ple of averaging is warranted in rail¬ 
way working in regard to (i) running 
staff (ii) operating staff (iii) shift 
workers, and (iv) those workers whose 
work is bound up with the work of 
workers comprised in the above three 
categories. As regards those workers 
who are not covered by the above cate¬ 
gories of staff, overtime is admissible 
on daily basis. 

The said Tribunal has also recommend¬ 
ed payment of overtime at 1J times of 
the ordinary rate of pay beyond the 
rostered hours and upto statutory limit 
and at twice the ordinary rate beyond 
the statutory limits. In the case of 
running staff and other travelling staff, 
based on the recommendation of the 
Tribunal, overtime is payable beyond 
104 hours and upto 108 hours at 1J 
times of the ordinary rate and at twice 
the ordinary rate beyond 108 hours on 
a fortnightly basis. 

The recommendation made by the 
Railway Labour Tribunal, 1969 relat¬ 
ing to the Hours of Employment Regu¬ 
lations were accepted by the Govern¬ 
ment and orders were issued to the 
Railways for their implementation with 
effect from 1-8-1974. As a result of 
implementation of these recommenda¬ 
tions of the Tribunal, and increase in 
the scales of pay and allowances of 
Railway servants, the expenditure on 
overtime payment has increased con¬ 
siderably. 

Items 77 (a) (i) to (iii) 

Orders were issued to the Railways 
vide Railway Board's letter No. 
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the assistant station master at 
stations manned by the one station 
master and one assistant station 
master is continually on night duty 
for months and sometimes years. 
We urge the Railway administra¬ 
tions to go into this matter closely 
and find a satisfactory solution. 

77. (ii) In the absence of any other 
alternative, we are of the view 
that it may be possible to re-roster 
the duty shifts of the assistant 
station master and the station 
master so that the shifts change 
at midnight and 12 hrs. noon, the 
assistant station master coming on 
duty at midnight. 

(iii) On sections where traffic is 
very light and where there are 
such stations the Railway Adminis¬ 
trations may also examine the 
possibility of scheduling the trains 
in a manner that the station is 
closed during the period say from 
22.00 to 04.00 hours so that the 
assistant station master is not on 
duty right through the night as a 
permanent measures. 


E(LWA)/69 HER/48 dated 6-7-1970 that 
at stations where there is one Station 
Master and one Assistant Station Mas¬ 
ter, the duty rosters should be revised 
in such a manner that out of a cycle 
of four weeks the Station Master at 
each such station is placed on day duty 
for a period of three weeks while for 
one week the Assistant Station Master 
is given day duty and the Station 
Master rostered for night shift duty. 
Progress reports subsequently received 
from the Railways intimating imple¬ 
mentation of the Railway Board’s 
orders revealed that on the Western 
Railway, at stations where there was 
one Station Master and one Assistant 
Station Master, they were rostered to 
rotate each week so that the ASM was 
not on continual night duty. The Cen¬ 
tral and Eastern Railways reported 
compliance of these orders. The South 
Central and Northeast Frontier Rail¬ 
ways also reported compliance except 
on the Vijayawada Division of the 
South Central Railway and a few sta¬ 
tions o n the Alipurduar Division of the 
Northeast Frontier Railway where also 
action was in hand to implement the 
said orders. The North Eastern Rail¬ 
way also initiated action and in most 
of the cases the revised rosters had 
already been implemented. In a few 
cases, however, where transfer of staff 
was also inv#ved, it was felt by 
the Railway that it would cause hard¬ 
ship to the staff in view of the school 
session. It had, therefore, been de¬ 
cided to stagger the implementation at 
such stations in a manner as would 
cause least inconvenience to the staff, 
However, the Southern, Northern and 
South Eastern Railways had reported 
difficulties in implementing the Rail¬ 
way Board's orders. However, it was 
felt that it would take a year or a little 
more to switch over to the arrangement 
on the remaining three Railways. The 
precise position is being ascertained 
from all the Railways. 
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78. (i) and (ii) (See Chapter IV, Para 
180). 

79. (i) We emphasise that when a 
decision is taken to provide uni¬ 
forms to certain categories of staff 
non-supply or irregular supply of 
uniforms thereafter is a source of 
needless discontent and frustration 
in the staff. 

(ii) There were several complaints 
to the effect that the uniforms sup¬ 
plied were ill-fitting. An ill-fitting 
uniform is a stigma on the manage¬ 
ment. We have a feeling that not 
much thought is given to this 
matter. We do not see why the 
railway or its suppliers, should 
not find it possible to supply to 
each employee a uniform which 
fits him more less to size. 


(iii) We are also of the view that 
categories of staff whose work is 
entirely outdoor may be provided 
with rain coats. Overcoats may 
also be provided to staff in the 
categories of .shunting jamadars 
and gangmen where the need for 
providing these seems justified. 


Items 79(i) and (ii). 

Consequent to the M.R’s budget speech 
on Railway Budget for 1977-78 and 
General Managers Conference held in 
December, 1977. certain guidelines for 
streamlining the fabrication and supply 
of uniforms to railway staff have been 
issued, which inter alia provide for 
reviewing the standard sizes in consul¬ 
tation with experts; for appointing 
tailors on casual labour rates for taking 
individual measurement to sizes and 
supervising the work regarding indent¬ 
ing, fabrication, stitching and distribu¬ 
tion of uniforms as well as attending 
all sorts of complaints and arranging 
rectification etc. 


The Chairman, Uniforms Committee, 
1969, was advised (reference letter No. 
E(W)69UNI-33 dated 22-10-1969) that 
this recommendation of the Wanchoo 
Committee may be kept in view while 
finalising the report of the Uniforms 
Committee. 


In para 8.6 of their Report, the Uni¬ 
forms Committee gave their conclusions 
as under: 

“These recommendations have been 
taken into consideration. In regard 
to the supply of waterproof clothing to 
staff working out-door in rain, all cate¬ 
gories of such staff have been made 
eligible, for supply in areas of heavy 
rainfall. Overcoats have been provided 
for shunting jamadars working in ‘very 
cold’ areas. For gangmen, only jerseys 
have been prescribed as they cannot 
work with overcoats”. 
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■Chapter V—RULES, RULE BOOKS 

•80. (i) We would welcome a revised 
set of rules which provide for the 
technological changes that have 
taken place in recent years and 
suit the requirements of the grow¬ 
ing system and from which all 
the out-dated rules have been 
weeded out. 


On the basis of the observations/recom¬ 
mendations made in the Report of the 
Uniforms Committee—1969, ‘Revised 
Dress Regulations’ have been prescrib¬ 
ed in 1978 with the approval of the 
Minister for- adoption on the Railways. 
Under these regulations protective 
clothing for protection against monsoon 
have been provided at ‘heavy rainfall’ 
places, i.e. where there is an annual 
rainfall of 40 inches or an equivalent 
of 1000 millimetres. Even in areas 
which do not qualify as a heavy rain¬ 
fall area, a certain number of waters 
proof clothing is kept in Tools and 
Plant account with the supervisory offi¬ 
cial for use on occasions of incessant 
rain lasting for short periods only, with 
a view to ensure smooth working at 
large stations and also for emergent 
use by the staff who are not individu¬ 
ally eligible but who may require them 
on such occasions. The present Regu¬ 
lations are considered adequate to 
cover the actual requirements of also 
the staff whose work is entirely outdoor. 
Supply of overcoat is prescribed for 
shunting jamadars working in ‘very 
cold areas’. For gangmen, as observed 
by the Uniforms Committee—1969, the 
nature of their work is such that they 
cannot work with the overcoat on, and 
supply of overcoats to them is not pres¬ 
cribed. 

Due to shortage of funds, liberalisation 
of the existing Dress Regulations to all 
staff working outdoor or to all shunt¬ 
ing jamadars irrespective of the clima¬ 
tic conditions of the place of their work 
has not been considered feasible. 

AND MANUALS 

Items 80(i), tii), (iii) 

The General Rules, at present in force 
on the Railways, were adopted in 1929. 
The considerable advance made in re¬ 
cent years in methods of signalling and 
interlocking, modes of traction and in¬ 
troduction of new types of equipment 
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(ii) We recognise that with the 
weeding out of superfluous and 
redundant rules and cutting out 
of deadwood, renumbering of rules 
would be inescapable to maintain 
continuity. If, however some way 
can be found to retain the old 
numbers for at least the more im¬ 
portant rules like those pertaining 
to giving permission to approach, 
taking off of signals etc., it would 
certainly impose a much lighter 
burden on the staff than if they 
are faced with a set of rules in 
which there is no shred of simi¬ 
larity. 

(iii) We realise that the work of 
revision of rules has already gone 
sufficiently ahead. We, therefore, 
leave it to the Railway Board to 
see to what extent the general ar¬ 
rangement of this basic vocabulary 
of staff concerned with train run¬ 
ning can be retained. 


necessitated a revision of these General 
Rules, The need was recognised by the 
Kunzru Committee and the Wanchoo 
Committee, which desired that the revi¬ 
sion of Rules should be consistent with 
the conditions obtaining at present and 
likely to obtain in the foreseeable fu¬ 
ture. The Wanchoo Committee also em¬ 
phasized the need for keeping the basic 
complexion of rules intact while provi¬ 
ding for technological developments in 
recent years. 

A Committee comprising of officers 
from the Traffic and Signal departments 
was appointed by the Railway Board 
in 1968. A set of draft rules was 
submitted for consideration of the 
Railway Board in February, 1970. The 
Commission of Railway Safety whose 
comments had been invited, did not 
agree to the adoption of the draft rules 
on the grounds that they had proposed 
the abolition of certain fundamental 
concepts such as classification of sta¬ 
tions, minimum equipment of signals 
for each class of station, etc. In con¬ 
sequence, it was decided by the Rail¬ 
way Board in September, 1972 that the 
revision in the existing General Rules 
should cover such aspects only as re¬ 
quire modification in the light of the 
technological changes or where certain 
existing rules have become outdated. 


A fresh revision of the General Rules 
was accordingly undertaken by the 
Safety Directorate and a revised draft 
of General Rules was made in 1974. 
After taking into account the views 
and comments received from the Rail¬ 
way Administrations, the RDSO, the 
Commission of Railway Safety and 
various other institutions, revised 
General Rules were sanctioned and 
issued in February, 1976. The number¬ 
ing of these rules has been done ac¬ 
cording to modern practice, and the ar¬ 
rangement of chapters and Rules have 
been rationalised. 
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81. (i) In our view, the justifications 
for publication of the statutory 
rules and codes in bilingual form 
exists only when they are requir¬ 
ed for reference but when a rule 
book is required to form the per¬ 
sonal equipment of the staff, in¬ 
sistence on its being bilingual is 
ill-conceived. 

(ii) We suggest that Rule Books 
intended to be for the personal 
use of staff should be printed in 
English, Hindi or in the regional 
language as separate editions and 
the staff may be supplied these 
books according to their require¬ 
ments. 

82. (i) We recommend that arrange¬ 
ments may be made for the com¬ 
pilation of unified manuals on 
mechanical engineering and electri¬ 
cal engineering applicable to all 
the Railways. 

(ii) We consider it necessary that 
efforts are made to see that there 
is as wide a ground of agreement 
among the Railways as possible 
in regard to the practices and pro¬ 
cedures proposed to be unified and 
incorporated into the manuals. 


Hindi translation of these rules is 
presently in the process of being vetted 
by the Official Language Wing in the 
Ministry of Law, Justice and Company 
Affairs. Meanwhile, the Railways are 
preparing Subsidiary Rules in confor¬ 
mity with the revised General Rules. 
It is pertinent to mention that many of 
the working practices have been stan¬ 
dardised for adoption on the Railways,, 
such as working of trains during total 
failure of communications, issue of 
caution orders, berthing of passenger 
trains, rules for fog signalling, etc. and 
standardisation is a continuing process. 

The Railways were advised that this 
recommendation should be noted care¬ 
fully for compliance in future. 


The Railways were advised that this 
recommendation should be noted care¬ 
fully for compliance in future. 


Items 82(i) and (ii) 

Four committees were set up by the 
Railway Beard for preparation of Uni¬ 
fied Maintenance Manuals for (i) Steam 
locos (ii) Diesel locos (iii) Coaches and 
(iv) Wagons. Steam and Diesel Loco 
Manuals submitted by the respective 
Committees have been approved by the 
Railway Board and those for coaches 
and wagon stock are in an advance 
stage of finalisation. The Steam loco 
Manual and the Diesel loco Manual 
have been handed over to the Depart¬ 
ment of Printing for printing by the 
Government of India Press. 
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83. (i) We have seen the handbooks 
brought out by the Railway Board 
in recent years for different cate¬ 
gories of staff, viz., station masters, 
assistant station masters, guards, 
switchmen and cabinmen, levermen 
and pointsmen, gatemen, yard staff 
and permanent way staff. These 
handbooks appear to us useful and 
interesting. 

83 (ii) We recommend that similar 
handbooks should be brought 
out for the use of drivers, train 
examiners, 1 route relay inter¬ 
locking maintainers and 
panel operators. centralised 
traffic control maintainters 
and panel operators, staff con¬ 
cerned with maintenance and 
operation of diesel and electric 
locomotives, train lighting staff, 
etc. 

Chapter VI —Permanent Way 

84. (See Chapter IV, Para 216) 

85. (See Chapter IV, Para 221) 

86. and 87 (See Chapter IV, Para 229) 

88. During the course of inspections 
carried out on short lengths of 
track on some of the Railways, 
we found that:—- 

(i) Often sleepers were out of 
square, keys of steel-trough 
sleepers were driven rather in¬ 
discriminately, sleeper spacings 
were not according to draw¬ 
ings, some rail joints had near¬ 
ly run on to joint sleepers due 
to creep, and correct templates 
had not been used, the spik¬ 
ing being any thing but tra¬ 
pezoidal; 


A Standardised Manual for Electiic 
traction has been framed. 

This is an observation and hence no 
action is called for. 


The draft handbooks for drivers/motor- 
men/firemen, TXR and C & W fitters 
and signal maintainers decided to be 
prepared in pursuance of the recom¬ 
mendation of the Wanchoo Committee 
have already been finalised. The 
Railway Administrations are be¬ 
ing consulted on these drafts before 
Hand Books are finally printed and 
brought out which will take some time. 


The observation of the Wanchoo Com¬ 
mittee together with Railway Board’s 
views thereon were communicated to 
all Zonal Railways for taking necessary 
action. The Railways were further 
advised vide Railway Board’s letter 
No. 70/W6/RAIC/U dated 24-2-1971 to 
draw the attention of officers/sub- 
ordinates at different levels responsible 
for maintenance and inspection, to the 
detailed instructions laid down in Para 
1628 of the Code for the Civil Engi¬ 
neering Department and Paras 206, 601, 
644 and 647 of the Indian Railway Way 
and Works Manual in regard to main¬ 
tenance and inspection of track. All 
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the Railway Administrations are alive 
to the need for proper maintenance of 
track to the standards. 


88(ii) (See Chapter IV, Para 235) 

88(in.' (See Chapter IV, Para 238) 

89. Even though these observations 

are limited in character, it is 
evident that a lot needs to be 
done to improve the general 
standard of maintenance of 
track 

90. Ii is necessary that the staff en¬ 

trusted with the maintenance 
of track are enjoined to adhere 
to the instructions laid down if 
the state of the track is to im¬ 
prove. We also consider that 
conditions have to be created 
to cope with the present and 
future trends of heavier train 
loads and heavier rolling stock 
running at higher speeds. 

91. Ii our view, the programme of 

track maintenance round the 
year should aim at the follow¬ 
ing:— 

(il The sequence of track mainte¬ 
nance operations should be 
arranged according to the 
climatic periods so as to 
obtain the best results; 

(ii) A reasonable turnover per unit 
labour for each specific track 
maintenance operation should 
be ensured. Scientific work 
studies of the various opera¬ 
tions would, in our opinion, 
yield useful results. 


Items 89 and 90 

Improvement in the standard of main¬ 
tenance of track is receiving constant 
attention of the Railway Board, Im¬ 
proved methods of maintenance such 
as mechanised maintenance, measured 
shovel packing and directed track 
maintenance are being introduced on 
gradually increasing lengths of track to 
improve the standards of maintenance 
specially on heavy traffic density and 
high speed routes. The schedule and 
sequence of maintenance operations 
have also been laid down. 


The existing practice is in conformity 
with the recommendation. No further 
instructions were, therefore, required 
to be issued and the recommendation 
was treated as closed. 

Time studies have already been 
conducted or some track main¬ 
tenance operations and these yield¬ 
ed useful information * which is 
being made use of by a Com¬ 
mittee recently appointed for evolving 
a suitable formula for gang strength. 
It is felt that evolution of such a for¬ 
mula would be more useful than fixing 
a turnover per unit labour for each 
specific track maintenance operation,, 
more so in the context of new innova¬ 
tions recently introduced in manual 
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.92. We suggest that the mechanics of 
‘rennaissance’ in track mainte¬ 
nance as enumerated by the 
South Eastern Railway be 

tried over some sections in 

order to get a correct appraisal 
of its value and the results 
placed before the Track Stan¬ 
dards Committee. 


track maintenance namely, directed 
maintenance and measured shovel 
packing. 

This recommendation was therefore, 
treated implemented and closed. 

The recommendation of the Wanchoo 
Committee was examined by the Track 
Standards Committee in their 47th 
meeting held in May, 1971. The Track 
Standards Committee observed that as 
the technique adopted by the South 
Eastern Railway had not been tried on 
any other Railway, atleast two Rail¬ 
ways, viz., Eastern and North Eastern 
should try the technique. The recom¬ 
mendation of the Track Standards Com¬ 
mittee was accepted by the Railway 
Board and trials were carried out on 
the Northern and North Eastern Rail¬ 
ways. The results of the trials con¬ 
ducted by these two Railways were 
examined by the RDSO who felt that 
the self-appraisal technique adopted 
by the South Eastern Railway was 
not very much relevant to the modern 
methods of track maintenance which 
consisted of a constant review and 
appraisal of the track condition in a 
more objective and quantitative man¬ 
ner through track recording cars and 
measurement of vertical and lateral 
accelerations through oscillograph car 
runs. 


The Railway Board accepted the views 
of the RDSO and no further action 
was taken on this recommendation of 
the Wanchoo Committee. 


93. (i) to (iii) (See Chapter IV, 

Para 242) 

94. (See Chapter IV, Para 244) 

95. (See Chapter IV, Para 259) 
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96. 

& 

97. (See Chapter IV, Para 261 j. 

98. (i) to (v) 

& 

99. (See Chapter IV, Para 266). 

100, 101 and 102 (See Chapter IV, Para 
269) 

103. General. Rule 90 prescribes a 
speed restriction of 15 kmph 
on turn outs. The rule as it 
stands, makes no distinction 
between the various gauges 
nor does it make any reference 
to the angle of crossing, the, 
track structure or the type of 
locomotive. These are matters 
which require considerable 
study and research to ascertain 
the stage at which dangerous 
conditions are liable to occur 
and to lav down limits of safe 
speed. We consider that 
General Rule 90 should be 

more specific and should be 

revised in the light of such 
study and research. 


104. We consider that small and in¬ 

expensive devices like a magni¬ 
fying glass as well as a mir¬ 
ror can be provided for the 
use of gangs for detecting 
flaws in rails wherever rail 
failures are frequent. 

105. (See Chapter IV, Para 273) 

106. We suggest that from now on 

research and development of a 
self-propelled ultrasonic rail 
inspection car should be taken 
in hand so that before long 
each zonal railway has one for 
use on its system. 


On the basis of the speed trials con¬ 
ducted by the RDSO on turn-outs of 
improved design, the following maxi¬ 
mum permissible speeds higher than 
15 kmph have been permitted by the 
Railway Board. 


Turn-outs Maximum permissible 

speed in kmph 


1) 1 in 16 turn-out 
to drawing No RDSO/T-67 

50 

2) 1 in 16 high speed turn-out 
to drawing No RDSO/T-403 

60 

3) 1 in 16 symstrical split to 
drawing No. 20178 

75 

4) 1 to 20 turn-out to draw¬ 
ing No RDSO/T-98 

50 

5) 1 in 8| BG turn-out with 
curved switches 

25 

6) 1 in 12 BG turn-out with 
curved switches 

40 


The maximum permissible speed of 15 
kmph is still applicable to turnouts of 
conventional design. 

Mangnifying glasses and mirrors have 
been supplied to the permanent way 
gangs for detecting flaws in rails by 
visual inspection, on sections where 
rail failures are frequent. 


RDSO is seized with the subject of 
developing an ultrasonic rail flaw de¬ 
tecting car. Action will be taken to 
procure as soon as some definite plan 
is formulated. 
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107. We suggest that each case of rail 

failure as it occurs should re¬ 
ceive close attention of the ad¬ 
ministration by way of chemi¬ 
cal analysis, investigation of 
the previous history of failures 
of rails of the same type and 
age and other cognate factors. 

108. We note the decision of the Rail¬ 
way Board to extend the method 
of measured shovel packing in the 
light of experience gained but 
would like to point out that if a 
section of the track is subjected 
to machanised maintenance in the 
first instance, its subsequent main¬ 
tenance by measured shovel pack¬ 
ing is more satisfactory and lasts 
longer. We would like the Rail¬ 
way Board to bear this in mind 
while planning for extending the 
use of measured shovel packing. 

109. In regard to the general adoption 
of directed track maintenance, we 
consider that:— 

(i) It is an essential prerequisite 
of directed track maintenance that 
suitable means of transport should 
be available to convey gangmen 
and their equipment to and from 
the site of work; 


109. (ii) the benefits from concentra¬ 
tion of effort over a selected length 
of a few miles of track which 
directed track maintenance in¬ 
volves has to be carefully weighted 
against the disadvantage due to 
the withdrawing of gangmen and 
their supervisors on many other 
sections of the track to form a 
part of the scheme and the resul¬ 
tant longer intervals between in¬ 
spections and slackening of super¬ 
vision; and 


This is already the practice. No action 
was called for. 


Measured shovel packing is being 
carried out after a stable ballast bed 
has been obtained by repeated manual 
packing or by mechanical packing. This 
recommendation was, therefore, treated 
as implemented and closed. 


Directed track maintenance has so far 
been adopted where the gang length 
does not exceed normally 7 to 8 kilo¬ 
metres. For this much gang beat, cycle 
as a means of transport for gangmen is 
considered enough. Directed track main¬ 
tenance is not being adopted where the 
gang beat is more than this length. 

Directed track maintenance does not 
involve the withdrawing of gangmen 
and supervisors from other sections of 
the track. It also does not result in 
longer intervals between inspection and 
thereby slackening of supervision. 
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(iii) in respect of optimum gang 
length, a four-mile length of single 
line has, for some years, been a 
limit; conditions today, if anything 
indicate the necessity for shorter 
rather than longer lengths, for ins¬ 
pection and supervision to be 
effective. 


110. (i) to (iii) (See Chapter IV, Para 
281). 

110. (iv) Clean stone ballast for an 
adequate depth below the sleeper 
is a prerequisite for the working 
of an automotive tie tamper. This 
condition obtains on some sections 
of the trunk routes but, by and 
large on the main and branch lines 
the mixture of ‘muck’ with stone 
ballast is considerable. We feel 
that it will take sometime before 
sill sections are made fit for 
mechanised maintenance. 

(v) The use of automotive tie- 
tampers will also involve revised 
spacing of joint sleepers. 


110. (vi) (See Chapter IV, Para 284). 

111. (i) to (iii) (See Chapter IV, Para 
284). 

111. (iv) to (vi) (See Chapter IV, Para 
292). 

112. We leave it to the Railway Ad¬ 
ministrations to see if the special 
reports submitted by the perma¬ 
nent way inspectors to the divi- 


Four miles length of single line has 
been more or less a limit in the past. 
What is required is more and better 
inspection as well as attention to the 
track. This can be achieved not neces¬ 
sarily by reducing the gang length. 
Directed track maintenance aims at 
achieving the objectives by having 
need based inspection/attention and 
thereby taking out the time that was 
spent earlier in inspecting/attending 
such lengths of track as did not need it 
and utilising the time/effort so saved 
on sections which require it. 


Adequate stone ballast depth below the 
sleeper is necessary for the working of 
tie-tampers. Wherever tie-tampers are 
introduced, screening as well as re¬ 
coupment of ballast is done, in ad¬ 
vance. 


Tie-tampers are largely used on long 
welded rails. Even in locations where 
tie-tampers are used on jointed track 
no problem is faced because the 
machines are designed to tamp jointed 
sleepers and, therefore, revised spacing 
of jointed sleepers is not necessary. 


On consideration of the comments of 
the Zonal Railways, who were general¬ 
ly of the opinion that the system of 
submission of six-monthly reports by 
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sional officers serve the purpose of 
giving the latter a fair idea of the 
section and of their difficulties; if 
not, it might be useful to revise 
the six-monthly reports if neces¬ 
sary, in an abridged form. 

113. (i) and (ii) (See Chapter IV, Para 
296). 

Chapter VII—LEVEL CROSSINGS 

114. We reiterate what we nad said in 
Part I of our Report that a census 
every five years is necessary to 
determine whether an unmanned 
level crossing is to be manned or a 
mannel leve) crossing is to be 
upgraded. 

115. (i) to (iii) (See Chapter IV, Para 
806). 

116. (i) and (ii) (See Chapter IV, Para 
311). 

117. (See Chapter IV, Para 316). 

118. (See Chapter IV, Para 322). 

119. With a view to minimising deten¬ 
tion to road traffic at level cros¬ 
sings within station limits, the 
station staff must be educated to 
see that signals are not taken off 
much in advance of the approach¬ 
ing or the departing train. 


120. We suggest that whenever on sec¬ 
tions equipped with multiple aspect 
signalling lower quadrant two 
aspect signals protect mid-section 
level crossings, they should be re¬ 
placed by multiple aspect signals. 


the permanent way inspectors did not 
serve any useful purpose, it was, de¬ 
cided not to issue any instructions for 
the revival of this system. 


Same remarks as against Item 154 of 
Part I. 


Referring to the Railway Board’s ex- 
- tft orders on this subject contained 
in their letter No. 66 TTIV/15/N/5 of 
18-10-36. The Railways were again ad¬ 
vised vide Railway Board’s letter No. 
69 'i'TIV/41/8 of 11-11-70 to ensure 
strict compliance of there iost actions 
is., the level crossing gates must not 
remain closed to road traffic for more 
than 12 minutes at a stretch and that 
the station staff should be properly 
educated in order that signals are not 
taken off much in advance of the ap¬ 
proaching or the departing trains. 

Fully complied with. 
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It is essential that there should be 
uniformity in the type of signalling 
provided on a section. 

121. (See Chapter IV, Para 327). 

122. (i) to (iii), ( 

123 and (See Chapter IV, 

124. (i) to (iii) J 332). 


125. (i) We are of the opinion that 
from now on the construction of 
level crossings should be avoided 
wherever possible and reduced to 
the barest minimum. A level cros¬ 
sing should be provided only when 
for some unavoidable reason, it is 
not possible to have an over- 
bridge or an under-bridge. 

125. (ii) We hope that the amount col¬ 
lected in the Railway Safety Works 
Fund would be available to be 
utilised in future to avoid the 
necessity of new level crossings 
particularly where such level cros¬ 
sings are expected to have heavy 
road traffic. 


Chapter VIII—SIGNALLING AND 
INTERLOCKING 

126. The techniques of signalling have 
advanced today to an extent that 
it is possible to eliminate the 
chances of fallibility of the human 
element to a degree not conceived 
of a few decades ago. 


The acceptance of the policy that con¬ 
struction of level crossings should be 
avoided altogether would prove a seri¬ 
ous constraint in the construction of 
new railway lines and in the extension 
of road systems. Road over-bridges/ 
under-bridges are already being pro¬ 
vided where traffic conditions warrant. 


Not accepted. In the case of new rail¬ 
way line, the decision whether a levdl 
crossing or a road over/under bridge 
is to be provided, is taken in consulta¬ 
tion with the State Government and 
taking into account the requirement* 
of road traffic and other aspects like 
topography etc. The cost of such works 
provided at the time of construction 
of a railway line or at any time there¬ 
after in order to meet a railway’s 
statutory liability is chargeable to the 
Railway. The Railway Safety Works 
Fund is not available for such works. 
It can be utilised lor; works such as 
construction of road over/under-bridges 
of existing level crossings and for up- 
gradation of - level crossings etc. 


This is an observation. 
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127. We remarked in Part I of our 
report that the progress in the 
introduction of modem signalling 
on the Railways had been slow. 

128. (i) We find that of the total capi¬ 
tal expenditure on the principal 
categories of developmental works 
undertaken by the Railways, about 
five per cent only fell to the share 
of development in signalling. This, 
in our view, is inadequate. 

(ii) We consider that the imbal¬ 
ance reflects not merely a lack of 
appreciation on the part of the 
Railway administrations of the role 
of modem signalling from the 
point of view of safety but also a 
lack of realisation of the fact that 
unless signalling keeps pace with 
developments in other fields, the 
Railway administrations would be 
unable to put to the fullest possi¬ 
ble use their growing assets. 


Items 127 and 128 (i) & (ii) 

Initial Views: The Ministry of Rail¬ 
ways did not accept the view of the 
Wanchoo Committee that the expendi¬ 
ture on signalling on the Indian Rail¬ 
ways since the Kunzru Committee Re¬ 
port, had been inadequate. 

Final Views: 

The allotment of funds for S & T works 
since 1968-69 to 1977-78 are as follows: 


Year Total in. 

Lakhs of 
Rupees 


1968-69 

9,81 

1969-70 

8,12 

1970-71 

7,66 

1971-72 

15,98 

1972-73 

15,04 

1973-74 

12,27 

1974-75 

13,16 

1975-76 

14,78 

1976-77 

13,49 

1977-78 

13,73 


129. (i) The hopes which the Railways 
entertained about the private sec¬ 
tor, to whom they had turned 
somewhat belatedly, developing in¬ 
digenous manufacture of sophisti¬ 
cated signalling and due to which 
they forewent development of capa¬ 
city in a workshop of their own 
have not materialised. At the 


Sufficient indigenous capacity for the 
manufacture of railway signalling 
equipment has been developed in the 
private sector and the railway work¬ 
shops. A stage has now reached that 
except for a few items like axle coun¬ 
ter, which is also being manufactured, 
though the indigenous capacity for it 
has yet to pick up- the capacity develop- 
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same time these expectations seem 
to have conditioned their thinking 
so as not to go in for imported 
equipment. 

129. (ii) We urge that without any fur¬ 
ther loss of time, a firm plan in¬ 
tegrating the requirements of the 
Railways, the indigenous resources 
available and the imports needed 
should be drawn up with boldness 
and vision for the next five to 
ten years and the programme of 
each year should reflect the atten¬ 
tion which modem signalling de¬ 
serves but which it has not quite 
received in the past. 


ed in other items is more than what 
is being utilised. 


It is now possible to get signalling 
materials from indigenous sources to 
the extent funds are available fox- 
carrying out safety and line capacity 
works. 


130. (See Chapter IV, Para 347). 


131. We consider that a rigid check 
should be exercised on the quality 
of lenses and bulbs used in colour 
light signals. 


100 per cent inspection of bulbs and 
lenses are being carried out to ensure 
propei quality of materials. 


132. (See Chapter IV, Para 352). 

133 and 134. (See Chapter IV, Para 
358). 

135. (i) and (ii) (See Chapter IV, Para 

364). f 

136. (i) and (ii) (See Chapter IV, Para 
372). 


137. We suggest that action should be 
taken to see that the types of block 
instruments in use on any one 
Railway should be reduced to the 
minimum. It would be advantage¬ 
ous to have one type of block in¬ 
strument for use on double line 
and another on single line on each 
Railway. 


Z/Jr.L ° ara vlde th «r letter N< 
10/W3/SG/G/15 dated 5-6-70 asked th 

of the y w t0 t e£ ' P this rec °mmendaiio 
of the Wanchoo Committee in vie- 
whiie replacing the old and worn 0l 

CtadTw r 0 age ' CUm - c °ndition basi 
° n(l d , 0 , Uh e lme ' ot % IRS type doubi 
Tf , bl0dk ln struments are being p r< 
i e - On single line, however, Neal; 
oken/tablet instruments, Podam 
make tokenless block instruments o 
non-electnfied section and DAIDO tyr 
tokenless block instruments on electr 
fled sections are being provided j 
future installations. 


138. We recommend that panel inter¬ 
locking with colour light signals 
may be provided at stations on 


Panel interlocking has already bee 
commissioned at 239 stations and th 
work is in progress at 240 stations. 
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electrified sections and on such 
non-electrified sections where elec¬ 
tricity is available. 

139. We recommend that the pace of 
provision of route relay interlock¬ 
ing should be accelerated not only 
to speed up operation but also to 
enhance safety. 

140. We suggest that in yards provided 
with large route relay installations 
subsidiary signals which serve the 
purpose of calling-on signals may 
be provided below the relevant stop 
signals with post-type telephones 
to save detentions to trains. 

141. We find that so far the route relay 
installations provided at different 
stations have been of different 
types having been installed in col¬ 
laboration with different firms. 
This arrangement poses serious 
problems of availability of spares 
and the need to stock a variety 
of equipment besides training of 
staff. In our view, the need for 
standardisation of designs, speci¬ 
fication and requirements for 
future installations of this type is 
paramount. 

142. We consider that Centralised 
Traffic Control is an important 
development to meet the demands 
of greater safety and efficiency and 
we hope that in future whenever 
due to an increase in the density 
of train service on a single line 
section the question of creating 
additional capacity is examined, 
the case for installation of cen¬ 
tralised traffic control would be 
duly considered keeping in view 
the additional safety factor which 
such installation provides. 


Route relay interlocking has already 
been commissioned at 74 stations and 
the work is in progress at 10 stations. 


Calling-on signals are already being 
provided at major relay interlocking in¬ 
stallations. 

Post type telephones for selective call¬ 
ing and speech secrecy feature is pre¬ 
sently under development by the RDSO 
in coordination with M/s I.T.I., Banga¬ 
lore. 

The design of route relay/panel inter¬ 
locking installations are now based on 
standard indigenously manufactured 
equipment. 


Railways ensure that Centralised Traffic 
Control is duly considered whenever 
increase of single line capacity by 
doubling and other methods are under 
consideration by the Railways. The 
position as regards the sections on CTC 
has been introduced, so far, is as below: 


Railway/ Route Kilo- 

Section metrage 


North Eastern Railway 
Gorakhpur-Chupra 179 

Northeast Frontier Railway 
Bongaigaon*—Changsari 110 

Southern Railway 

Madras Egmore-Chengalpattu 55.4 
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143. We consider that ‘train describers’ 
which will simultaneously indicate 
the direction of movement should 
form a part of centralised traffic 
control wherever it is installed. 

144. (i) to (iv) 

and | 

‘ l (See Chapter 

145. (i) to (iii) Iv ’ Para 375 >- 


146. (See Chapter IV, Para 384). 

147. We suggest that the Railway Board 
should reconsider the question of 
use of Permali fish plates as in¬ 
sulated rail joints on track cir¬ 
cuited sections for high speeds in 
the light of the reported improve¬ 
ment in the design and strength of 
Permali fish plates. 

148. (i) to (iii) and 149 

(See Chapter IV, Para 389). 

150. (See Chapter IV, Para 393). 

151. (i) For items for which the Rail¬ 
ways depend on the private sector 
for supply, the effort should be to 
encourage more than one reliable 
source so that not only are the 
benefits of competition obtained, 
but an eventuality does not arise 
where the Railway administrations 
may be left high and dry. 

(ii) We understand that in coun¬ 
tries like Germany, Japan and 
France, two or three firms of re¬ 
pute who are prepared to invest 
money in research and develop¬ 
ment and who have adequate 
quality control are given assured 
orders for manufacture of sophis¬ 
ticated signalling equipment. We 
suggest that the Railway Board 
develop their thinking along these 
lines. 


The Railway Board vide their letter 
No. 70/W3/SG/G/17, dated 11-5-1970 
asked that adequate provision of in¬ 
stallation of train describer should be 
made in all future projects for the in¬ 
stallation of centralised traffic control. 


The continued use of Permali fish plates 
at insulated rail joints has been con¬ 
sidered by the Track Standards Com¬ 
mittee. The use of Permali fish plates 
has not been considered suitable be¬ 
cause fish plates of desired crushing 
strength are not available and the price 
of these fish plates is also not competi¬ 
tive and reasonable. As recommended 
by the Track Standards Committee at 
their 53rd meeting held in July 1977, 
the Railway Board have approved the 
discontinuation of further use of 
Permali fish plates. 

Items 151 (i) and (ii) 

1. In the case of indigenous items of 
critical nature, efforts are always being 
made by the Development Wing to 
develop parallel sources of supply by 
advertising the requirements through 
public media and the firms are encour¬ 
aged to quote. Firms of proven capa¬ 
city are entrusted with educational 
order relaxing the penalty clauses for 
late deliveries in educational orders. 
When once the firms execute success¬ 
fully the initial educational orders they 
are considered at par with the establish¬ 
ed supplier for bulk requirements. 

2. While forwarding the extract of the 
recommendations to the Railways vide 
Railway Board’s letter No. 70/RS(G)/ 
645/4 dated 23-12-1970, their attention 
was drawn to recommendation No. 2(b) 
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152. We understand that qualitatively, 
the indigenously manufactured con¬ 
ventional signalling equipment has 
not come up to the required stand¬ 
ard. We suggest that the Rail¬ 
way administrations would be well 
advised to give orders te two or 
three selected firms of repute so 
that these firms get interested in 
maintaining the requisite standards 
in the manufacture of equipment. 


153. (i) to (iii) (See Chapter IV, Para 
396). 

154. (See Chapter IV, Para 399). 

155. We suggest that a copy of relevant 
notes on joint inspections of sig¬ 
nals may be sent to the station for 
the reference and facility of in¬ 
specting officers visiting the sta¬ 
tion to enable them to see if the 
defects and deficiencies pointed out 
in the joint inspection notes have 
been rectified. 

156. We understand that a system of 
radio-patching in conjunction with 
Multi-Channel VHF (very high 


of the Committee nominated by the 
Railway Board to examine the question, 
of indigenous development of imported 
components. The said recommenda¬ 
tion which was accepted by the Railway 
Board reads as under:— 

“2(b) Give a commitment to the entre¬ 
preneur that he will "get an order for 
100 per cent of the requirements for 
the first year; 80 per cent for the second 
year; 60 per cent for the third year 
provided prices are reasonable. The 
remaining 20 per cent and 40 per cent 
requirements will be obtained by open 
tender. From the fourth year, there 
will be open competition.” 

While forwarding the extracts of re¬ 
commendations vide Railway Board’s 
letter No. 70/RS(G)/645/8 dated 
17-6-1970 the Railways were directed to 
ensure that orders for signalling items 
are placed only on reputed and reliable 
firms who have the requisite quality 
control facilities and who are capable 
of adhering strictly to the prescribed 
drawings and specifications and that 
during inspection, supplies are to the 
requisite standard. Further review is 
not called for. More and more signal¬ 
ling items are being manufactured in 
the Railway’s own workshops. 


Extracts of joint inspection report are 
being passed on to the stations con¬ 
cerned for necessary action by Station 
Master and check regarding their com¬ 
pliance by inspecting officers visiting 
the stations subsequently. 


This is an observation. 
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frequency) and microwave sys¬ 
tem is being used in order to im¬ 
prove the efficiency of the control 
lines and to overcome the difficul¬ 
ties created by the interruption of 
control circuits. We understand 
that the Railways have decided to 
run and man their own line wires 
instead of depending on the Post 
and Telegraphs Department. We 
consider these steps to be in the 
right direction and hope that these 
would produce the desired results. 

157. We hope that soon the Railways 
will be able to develop telecom¬ 
munication facilities on their sys¬ 
tem commensurate with develop¬ 
ments in other fields' as we con¬ 
sider that the fullest use of the 
assets which the Railways have 
developed in recent years and are 
developing can be made only if 
adequate telecommunications are 
available. 

158. In view, it would be impossible to 
attain a high standard of safety, 
efficiency and economy in working 
if those responsible for sanctioning 
the introduction of improved sig¬ 
nalling methods, through ignorance 
or otherwise, fail to realise the true 
potentialities of modem signalling 
and continue to apply the conven¬ 
tional yardsticks of financial justi¬ 
fiability to safety works. To that 
extent, the present day concept of 
financial viability of investment 
needs to be modified particularly 
in xespct of signalling projcts. 


The Railways were asked vide Railway 
Board’s letter No. 697W3/SG/RAIC/3/1 
dated 11-8-1971 to keep this observa¬ 
tion in view while planning telecom¬ 
munication works in the works pro¬ 
gramme. 


Since 1-4-1974 a few of the safety 
works are being charged to Accident 
Compensation and Passenger Amenities 
Fund (ACPAF). A proposal to expand 
its scope to cover other signalling and 
safety works is under consideration. 


CHAPTER IX—MOTIVE POWER 


159. (i) We would strongly recommend 
that the examining fitters at the 
incoming pit are chosen carefully 
after testing them in their profi¬ 
ciency and ability to read and 
•write. 


Items 159 (i) to (Hi) 

These recommendations of the Wan- 
choo Committee are being imple¬ 
mented by all the Railways. 
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(ii) Booking of repairs by the dri¬ 
ver 211(1 the examining fitter must 
be spot-checked from time to time 
by visiting mechanical officers and 
inspectors and other supervisors- 

(iii) The Loco foreman too should 
in our opinion, be in a position to 
make spot-checks at least twice or 
thrice a week. 

160. We suggest that whenever officers 
of the mechanical department 
inspect the incoming inspection 
pits, they must in particular check 
the deficiencies in respect of 
lighting, drainage cleanliness, 
availability of tools, etc. 

161. We .recommend that test-checks 
at the outgoing inspection pit 
should be intensified. 

162. (i) We consider it important 
that there should be no disparity 
in the concept of repeated book¬ 
ings as understood by the differ¬ 
ent (Railways. The definition of 
repeated bookings should be 
standardised. 


This is the existing policy. No further 
remarks. 


This practice is being followed. 

• :•*. dry . ; 

(Item s 162 (i) and (ii) 

The definition of repeated bookings 
and the procedure for recording the 
same was made uniformly applicable 
vide Railway Board’s letter No- 
70M(W)/7/20 dated 4.11.1970 as 
under: — 


(ii) It would also, in our view, 
be useful if the form of the re¬ 
peated bookings register is stand¬ 
ardised for use on all the Rail¬ 
ways instead of each Railway 
following its own system. 

r 

163. The limited survey which we 
have made in respect of repeated 
bookings shows that there is 
slackness in the sheds in attend¬ 
ing to booked repairs. There is 
considerable scope for ' improve¬ 
ment. 


“Three consecutive bookings/or book¬ 
ing occurring within an interval of 
three days of the previous attention 
at home shed should be deemed to be 
‘repeated booking' and the locomotive 
stopped for attention” 


Repeated bookings shall be recorded 
in a standard register to be maintain¬ 
ed by all the Railways on the stipu¬ 
lated proforma. Each register carries 
engine-wise sheets for recording re¬ 
peated bookings and a summary sheet 
for all the engines reflected in re¬ 
peated bookings. Instructions for fill¬ 
ing up the register have also been 
given to Railways. 
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164. We consider that it would be a 
salutory step if data in regard 
to repairs booked repeatedly in 
respect of certain selected parts 
of a locomotive are sent by the 
Divisional Mechanical Engineer 
periodically for the attention df 
the Chief Mechanical Engineer 
himself. 


165. The fact that derailments take 
place due to defective wheels and 
tyres lends some weight to the 
assumption that checking and 
recording of the wear on the 
tyres is not always done with 
care. We would emphasise that 
greater attention should be paid 
to the gauging of wheels and 
tyre profiles. 

166. We suggest that the requirements 
of loco sheds for provision of 
wheel lathes should be speedily 
assessed and such wheel lathes 
should be provided wherever 
justified without any loss of time. 


Railways analyse such bookings and 
take corrective measures. The shed 
foreman and inspecting Divisional/ 
Headquarter officers also invariably 
inspect the repeated booking register 
with a view to ensure that all pos¬ 
sible action was being taken by shed 
authorities to avoid repeated book¬ 
ings. 

Initial views: 

Repeated bookings registers are re¬ 
gularly inspected by the Inspecting 
officials including the Chief Mechani¬ 
cal Engineers during their visits to 
the locomotive sheds. Sending of pe¬ 
riodical information pertaining to re¬ 
peated bookings to the Chief Mecha¬ 
nical Engineers is unlikely to serve 
much purpose. 

Final views; 

In view of the recommendation hav¬ 
ing not been accepted no further 
action i s necessary. 

The Railways record tyre wear of all 
locomotives so that such records 
should enable the sheds in deciding 
when to turn wheels so that between 
successive schedules there is no case 
for tyres requiring returning. 


16 conventional and 9 underfloor 
wheel lathes have already been im¬ 
ported for the Railways from M/s 
Rafamet, Poland. All conventional 
wheel lathes are already in use. 17 
wheel lathes have also been ordered 
on M/s HEC, Ranchi. First lot of five 
wheel lathes is likely to be delivered 
by M/s HEC, before 31.3.79 and the 
remaining 12 by 31.3.80. In addition 
proposals have been mooted for the 
import of some more wheel lathes. 
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167. (i) In our view, ultrasonic test¬ 
ing equipment is an essential re¬ 
quirement of each major loco¬ 
motive shed. 

(ii), It is necessary that the inter¬ 
vals at which the axles and jour¬ 
nals of locomotives should be ul- 
trasonically tested in the loco 
sheds is laid down. 

168. (See Chapter IV, Para 145) 

169. We suggest that a detailed sur¬ 
vey of the facilities, equipment 
and machines, etc. available in 
and required for each loco shed 
on a Railway should be made by 
a senior mechanical engineer of 
the Railway and effective action 
should be taken thereafter to 
make good the deficiencies. 


170. Since the method adopted by the 
Northern Railway of maintaining 
in each loco shed a graph which 
shows at a glance the position of 
schedule repairs to locomotives is 
yielding satisfactory results, we 
recommend that its adoption on 
other Railways be considered 
with such modifications as local 
conditions may require. 


171. til We are disposed to think that 
the system of assigning engines, 
to inspectors of mechanical de¬ 
partment, ensuring as it would 
personalised attention to the loco¬ 
motives by a nominated inspec¬ 
tor, would be conducive to better 
maintenance. 


Ultrasonic testing equipment has been 
provided in the major loco sheds. 


Initial views: The periodicity for 
testing of axles <and journals of loco¬ 
motives is already prescribed. 

Final views: No further remarks. 


Initial views; Steam loco sheds on 
various Railways have been equipped 
according to the maintenance work 
on these Railways and the distribution 
of repair work between sheds and the 
workshops. Any further needs that 
arise are taken into account at the 
time of formulation of machinery and 
plant programme each year. 

Final views; Further to the above 
views, it is pointed out that type plans 
for diesel sheds have been laid down 
by the RDSO and are progressively 
implemented. 

All Railways are now maintaining 
such graphs. 


Items 171(i) and (ii). 

Intitial views; Standing instructions 
to this effect exist and this practice is 
already being followed by all the Rail¬ 
ways. 

Final views: No further remarks. 
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(ii) We suggest that the Railways 
on which the system of assigning 
engines to inspectors of mecha¬ 
nical department does not exist 
should examine the merits of 
this system and adopt it if they 
consider it advantageous. 

172. We consider it necessary to em¬ 
phasise that replacements of 
worn out machines should be 
effected as expeditiously as pos¬ 
sible. 


173. We suggest that where workshops 
are not adequately equipped with 
modern scrag and load deflection 
testing machines, they should be 
so equipped without further loss 
of time. 

174. We strongly urge that all loco¬ 
motive workshops should be 
equipped with proper weigh¬ 
bridges. 


175. We strongly urge that adequate 
provision should be made in 

each of the workshops for ultra¬ 
sonic equipment for the testing 
of axles. 

176. We suggest that a periodic eva¬ 
luation of the efficacy of quality 
control in the workshops should 
be done at the Chief Mechanical 
Engineer’s level. 


Lack of adequate funds had so far 
stood in the way of expeditious re¬ 
placement of Machinery and Plant. 
The question of funds has been pur¬ 
sued with the . Planning Commission 
and help irom the World Bank in a 
large way. in this connection, is ex¬ 
pected. 

Scrag and load deflection testing ma¬ 
chines are being regularly made use 
of the workshops. 


Initial views: Since uncompensated, 
locomotives have not been manufac¬ 
tured for several yearg noW, provision 
of weighbridges in each workshop is 
not considered necessary. Modern loco¬ 
motives are all compensated and do 
not need weighment in repair work¬ 
shops. 

Final views: In view of the recom¬ 
mendation having not been accepted 
no further action is necessary. 

Ultrasonic testing equipment has been 
provided in the workshops. 


Initial views; The Chief Mechanical 
Engineers are evaluating the efficacy 
of quality control in workshops not 
only by personal inspection of' the 
rolling stock and repaired compo¬ 
nents, but also by their overall per¬ 
formance in service. 
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Final views: Views of the Railway 
Board are comprehensive and are 
being followed by the Railways. 


177. We emphasise the need for more 
detailed information being regu¬ 
larly supplied to the workshops 
concerned in respect of failures of 
locomotives arising from poor 
workmanship so that they can 
adopt proper remedial measures. 


178. We consider that with a careful 
study of the present defects and a 
few minor improvements in the 
design of reflectors and dimmer 
switches, it should be possible to 
ensure that locomotives go out with 
proper headlights and dimmer 
switches in working order. 

179. We urge the Railway Board to 
standardise the equipment and the 
facilities required for diesel loco 
sheds where they have not so far 
been standardised so that the Rail¬ 
ways can thereafter take steps to 
equip the sheds to the required 
standard. 

180. The facilities in the diesel rhads 
should be such as can compare 
favourably with the facilities 
available for maintaining similar 
assets in other advanced countries. 


181. We emphasise the need for en¬ 
suring that electric loco sheds are 
equipped with all the necessary 
machines and plant from the be¬ 
ginning if maintenance of a high 
standard is to be attained. 


Initial views: This is already in 
vogue. 

Final views; The views of the Rail¬ 
way Board were comprehensive and 
are being followed by the Railways. 


RDSO have made a specification and 
headlights including reflectors are pur¬ 
chased as per this specification. 


By and large, all diesel sheds are 
equipped with the equipment as per 
the list recommended by the 9th Diesel 
Maintenance Group. 


Our diesel shed facilities and practices 
compare favourably with those abroad. 


Electric loco Sheds are equipped with 
necessary machinery and plant as laid 
down in RDSO type plans. 
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182. We understand that a Committee 
of senior officers has been appoint¬ 
ed to go into the question of 
standardising the machinery and 
plant to be provided in electric 
loco sheds. We consider it a step 
in the right direction. 

183. (See Chapter IV, Para 443) 

184. (See Chapter IV, Para 447) 


185. So long as the VDO type speedo¬ 
meters are in use on diesel loco¬ 
motives, it is suggested that a 
direction corrector should be fitted. 

186. (See Chapter IV, Para 451) 

187. 188 and 189 (See Chapter IV, 
Para 458). 

190. We recommend that anti-slip de¬ 
vices provided on diesel and elec¬ 
tric locomotives should be fre¬ 
quently checked for their efficient 
functioning. 

191. We suggest that both the indica¬ 
tions, i.e. visual as well as audi¬ 
ble, should be provided on diesei 
locomotives to give an indication 
of wheel slip. 


Chapter X Goods and Coaching 

192. The examination and mainten¬ 
ance of wagons and coaches has 
an important bearing upon the 
standard of safety in railway ope¬ 
ration. 

193. (See Chapter IV, Para 471) 

194. (See Chapter IV, Para 476) 


List of machinery and plant for elec¬ 
tric loco sheds has been standardised 
and loco sheds are being equipped with 
machinery and plant accordingly. 


All diesel locos fitted with VDO speedo¬ 
meters now have gearboxes which en¬ 
able the speedometer to indicate road 
speed in both the directions. 


This is being done regularly. 


The visual device is fitted on all loco¬ 
motives and is considered adequate. 
Additional audible device to draw the 
attention of the driver is not considered 
necessary where it is not already pro¬ 
vided. 


No action was called for as this is an 
observation 
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195. We consider that the maintenance 
of goods rolling stock merits no 
less importance than yard opera¬ 
tion and the occasions on which 
recourse should be had to the pro¬ 
vision for curtailment of time for 
train examination in exceptional 
cases should be few and far bet¬ 
ween. 

196. (i) Though some Railways have 
issued instructions in book form 
for the train examining stall, it 
seems that some confusion still 
exists in the minds of staff, parti¬ 
cularly about safe-to-run examina¬ 
tion. 

(ii) We suggest that the scope of 
each type of train examination 
given to goods rolling stock should 
be clearly defined for the guidance 
of the staff and the components 
to be examined and checked, spelt 
out and incorporated in the rules. 

197. We suggest that apart from ‘defect 
investigations’ which are under¬ 
taken by the RDSO off and on in 
respect of components which are 
reported to fail frequently, the 
design of goods rolling stock, par¬ 
ticularly IRS wagons should be 
examined by the RDSO or by a 
Committee of technical officers to 
see if there are any inherent de¬ 
fects and if any modifications are 
necessary in view of the higher 
speeds being planned. 


All Railways were advised that curtail¬ 
ment of time for maintenance of goods 
rolling stock should be resorted to only 
in exceptional cases and not as a mat¬ 
ter of routine. Ref. Letter No. 70/TT 
(I)/6i/55 dated 2-8-1970. These in¬ 
structions are being followed. 


Item 196(i) and (ii) 

The repairs have been standardised 
under the following two heads—- 

(i) Rejection Standard Exar»>.. j- 
tion with intensive repairs. 

(ii) Rejection Standard Examina¬ 
tion with safe-to-run repairs. 


Intial views; There is no inherent de¬ 
sign defect in the wagons in use on the 
Indian Railways, particularly the IRS 
stock. These wagons have been desig¬ 
ned with considerable care and thought 
and have stood the test of time. When 
a new design of stock is evolved, a pro¬ 
totype is first built which is thorough¬ 
ly tested before the design is finalised 

Accidents which may be attributed to 
wagon defects have been showing a 
downward trend as the following figu¬ 
res will show: 
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198. We consider it essential that the 
staff concerned with the examina¬ 
tion of wagons should be educated 
in respect of the incidence of de¬ 
railments caused by the various 
defects and their consequences in 
order to provide motivation for a 
higher standard of workmanship. 


The RDSO is, however, constantly en¬ 
gaged in suggesting improvements to 
the various components used on these 
wagons so that their performance may 
improve further and maintenance prob¬ 
lems reduced. The Ministry of Rail¬ 
ways, therefore, do not consider it 
necessary to constitute a special review 
of the design of the rolling stock in 
use on the Indian Railways. For higher 
speeds, however, the design or stock is 
being carefully checked by the RDSO 
by actual trials and modified where 
found necessary. 

Final views: Besides the above views, 
any defect of component or design is 
being investigated by RDSO and is also 
discussed in Carriage and Wagon 
Standards Committee meetings. New 
wagons which have been added to the 
fleet and the design of which was 
evolved by RDSO in consultation with 
the users and the maintenance organi¬ 
sation, are CRT four-wheeler wagons 
and bogie wagons such as BOY, BOBY, 
BOBX, BVGT, etc. 

Initial views: Accepted. Apart from 
the periodical refresher courses which 
are imparted to the train examining 
staff, the Safety Counsellors particul¬ 
arly those belonging to the Carriage 
and Wagon department, have the spe¬ 
cial responsibility of meeting the Car¬ 
riage and Wagon staff in their charge 
and educating them in respect of the 
causes and consequence of derail¬ 
ments attributable to various defects. 
In addition, the Railway Administra¬ 
tions issue monthly accident bulletins 
which also highlight the causes of 
accidents. Such bulletins are widely 
circulated among the staff. 

Final views: Railway Board's instruc¬ 
tions were comprehensive and the same 
continue to be followed. 


IRB—28 
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199. It is also necessary to provide the 
essential gadgets for examining 
the various components and to 
train the examining staff in their 
use 

200'. (See Chapter IV, Para 480) 

201 and 202 (Sec* Chapter IV, Para 
486) 

203. (i) and (ii) (See Chapter IV, Para 
492) 

204. (i) and (ii) (See Chapter IV, Para 
499). 

205. (i) We find that the percentage of 
coaches marked sick and detached 
at stations enroute and at termi¬ 
nal stations other than primary or 
scondary maintenance stations to 
the total number of coaches 
marked sick was 6-2 on the broad 
gauge and 8.1 on the metre gauge 
from April, 1967 to September, 
1868. 

(ii) We emphasise that attention to 
coaches at primary and secondary 
maintenance centres should be 
intensified in order to reduce the 
overall percentage of sick coaches. 

:!06(i) Running gear defects viz., those 
relating to axle boxes, bogie fra¬ 
mes, spring suspension and brake 
gear accounted for the highest 
percentage of the total number of 
defects on both the broad and the 
metre gauges. The incidence of 
damage-labelling on this account 
was higher on certain types of 
coaches than on others, 

(ii) The percentage of coaches dama¬ 
ge labelled due to wheel defects 
was also on the high side on both 
the gauges, particularly in respect 
of ICF coaches on the broad gauge. 


Necessary tools and gauges have been 
provided and their use is stressed up¬ 
on. 


Items 205 (i), (ii) and 206 (i) to (iff,. 
A system of investigating coach com¬ 
ponent failures through a 'Coach Fail¬ 
ure 'Report’ as prevalent on the Nor¬ 
thern Railway and as recommended by 
the Wanchoo Committee has been intro¬ 
duced on the railways. The analysis of 
such defects is being made every half 
year and is also suitably brought to the 
notice of the staff concerned. 

See remarks against Item 205Ci) 


Ditto 


Dittc 
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<iii) We emphasise the need for grea- See remarks against Item 205 (i) 
ter attention to coaches at the 
maintenance depots. We also 
suggest that a broad analysis of 
defects which result in damage 
labelling of coaches should be 
made at regular intervals and dis¬ 
seminated to the staff. 

207. (i) We urge that a detailed analy- Items 207 (i) and (ii) 

sis of the causes of electrical de- Being complied with, 

fects be made and remedial mea¬ 
sures taken to bring down the in¬ 
cidence of sick coaches on this 

account on all gauges. 

.(ii) We consider that it would be use¬ 
ful if the staff are made aware of 
the results of the analysis with a 
view to improving the standard of 
examination and maintenance of 
electrical installations in coaches. 

208. We suggest that fuses should be Complied with, 
provided on both the positive and 

negative wiring in steel bodied 
coaches. 

.209. (i) We suggest that the checking Items 209 (i) to (iii) 
of earth leakage with the help of Being complied with, 
test lamps should be intensified and 
carried out at the time of both 
primary and secondary mainte¬ 
nance of carriages. 

(ii) We suggest that the observance of do. 

these checks should be watched 
both at the divisional and head 
quarters’ level. 

(iii) Spot checks by electrical engi- do. 

neers and Supervisors to ensure 
that testing is carried out pro¬ 
perly would, in our view, prove 
highly advantageous in tonning 
up the quality of work done by 
staff. 
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210. We suggest that a system for in¬ 
vestigation of failures of certain 
selected carriage and wagon, com¬ 
ponents be evolved on lines com¬ 
parable to the investigation which 
is done at present in case of en¬ 
gine failures. 

211. We are glad to know that ‘defect 
investigations’ in respect of t'h e 
design of certain components are 
carried out by the RDSO and modi¬ 
fications are issued as and when 
necessary. While this is indeed a 
continuous process, we suggest 
that results of investigations and 
recommendations made by the 
RDSO should be uniformly disse¬ 
minated to all Railways for appro¬ 
priate action. 

212 (i) It is the Railway Board who 
should issue instructions regarding 
modifications setting out the target 
dates for carrying them out and 
call for periodical progress reports. 


(ii) We are strongly of the opinion 
that the whole process of issue of 
modifications by the Railway 
Board and thereafter the execu¬ 
tion at the Railways’ level needs 
to be streamlined if the effort and 
thought which go in ordering such 
modifications for enhancing safety 
are to serve any useful purpose. 

213. It is suggested that equalising 
beams which fail in service should 
be replaced by those manufactur¬ 
ed to RDSO’s drawing and speci¬ 
fication from claSs II steel and 


Recurring failure of components are 
investigated thoroughly with a view to 
take remedial action and minimising 
recurrence. Elaborate instructions 
were issued to the Railways vide Rail¬ 
way Board’s letter No. 70M(C)/142/49 
dated 31-3-1971. 

This is the existing practice. 


Initial views: Modifications to all 
standard components are authorised 
by the RDSO in consultation with the 
manufacturing units. Modifications to 
non-standard stock are undertaken by 
the Railways concerned and implemen¬ 
tation is watched by the Chief Mechani¬ 
cal Engineer. Arrangements are being 
made to see that the implementation 
of the more important items is watched 
by the Railway Board. 

Final views: In view of the recommen¬ 
dations having not been accepted no 
further action is necessary. 

Progress of important modifications/ 
alterations is being watched. 


Initial views : Orders regarding replace¬ 
ment of equalising beams which fail in 
service by beams manufactured to 
RDSO’s latest drawing and specifica¬ 
tions were issued a year ago. The 
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safety clamps should be provided 
as suggested by the RDSO. 

£14. (i) (See Chapter IV, Para 503). 

(ii) It is also suggested that the 
plates for the springs may be 
made from silico manganese steel 
instead of the present specifications 
to reduce the incidence of break¬ 
age. 

(iii) (See Chapter IV, Para 506). 

.215. We asked for information re¬ 
garding progress of implementa¬ 
tion of 10 selected recommenda¬ 
tions in the report of Director, 
Research (Hot Boxes). We do not 
feel heartened by the progress of 
the implementation of these re¬ 
commendations and urge that 
energetic action may be taken to 
implement the recommendations. 


216. (See Chapter IV, Para 528). 

217. We strongly urge that what¬ 
ever measures are needed to 
cause Jessops to fulfil the order 
placed on them in respect of 
EMU coaches be adopted. 


Railways have confirmed fitment of 
safety clamps stock. 

Final views: No further remarks. 


Silico-manganese steel is being used 
for the manufacture of springs to a 
large extent as far as indigenously 
available. 


All recommendations of the Director, 
Hot Boxes have been implemented 
and these are checked by supervisors 
and officers as a regular measure. 
The incidence of hot boxes has shown, 
a decrease as may be seen from the 
following figures. 

1972- 73 — 39,500 

1973- 74 — 36,000 

1974- 75 — 34,000 

1975- 76 — 33,000 

1976- 77 _ 28,000 


Initial views: The order for 216 Nos. 
broad gauge DC/EMUs which was 
placed on M/s Jessops in December, 
1972 has since been completed in 
March, 1978. There is no other order 
of EMUs at presen# outstanding on 
them. Therefore, no further action 
is called for. Proposal for placement 
of an order for 239 coaches (79 three 
car units and 2 spare motor coaches) 
on M/s. Jessops is under finalisation. 
Deliveries will commence after 12/14 
months from the date of order at the 
rate of 3 Nos. 3 car units per month. 

Final views: Nil 


‘218. We hope that the increase in the There has ' been an appreciable im- 
capacity for periodical overhaul provement in reduction of EMU 
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the backlog in the periodical over¬ 
haul of EMU coaches on the Cen¬ 
tral Railway would be cleared. 


219. (i) to (iv) (See Chapter IV, Para 

530). 

220. We are of the view that endea¬ 
vours should be made to im¬ 
prove the safety factor in res¬ 
pect of trains running on narrow 
gauge sections. Locomotives, 
carriages and wagons should be 
equipped to the extent possible 
with vacuum brake apparatus 
and where this is not possible, 
alternatives should be evolved as 

for instance introduction of rail 
cars, etc. Reliance upon hand 
brakes for the safety of trains 
is, in our view, not only out 
moded but also hazardous. 


221. (See Chapter IV, Para 541). 

222. (See Chapter IV, Para 549). 

223. (i) and (ii) (See Chapter IV, 
Para 553). 

224. We hope that effective steps will 
be taken to provide adequate 
capacity in the New Bongaigaon 
workshop for periodical overhaul 
of coaches. 

225. (i) and (ii) (See Chapter IV, 
Para 555). 

225. The need to equip every carriage 
and wagon workshop with ade¬ 
quate ultrasonic testing equip¬ 
ment for testing axles and also 
equalising beams of IRS metre 


coaches overdue POH. Only 5.5 per 
cent of the EMU stock was overdue 
POH on 31-3-1978 compared to 
18.1 per cent noted by the Wanchoo. 
Committee. * 


In the course of exploring the possi¬ 
bility of providing vacuum brake sys¬ 
tem on Narrow Gauge rolling stock 
with residual life of 10 years, it was 
found that the existing locomotives 
did not have spare steaming capacity 
to feed the conventional ejectors. Fit¬ 
ment of vacuum brake on existing 
rolling stock could, therefore, not be 
proceeded with. New stock, when¬ 
ever procured, will be fitted with 
automatic vacuum brake equipment. 
The speeds and the loads are gene¬ 
rally quite low and the trains can 
be controlled effectively with the 
existing brake arrangement. 

Introduction of rail cars has been tried 
on some Railways but these have gen¬ 
erally not been found economical 


The capacity of New Bongaigaon 
workshop has been augmented. 


All Carriage and Wagon workshops 
have been provided with ultrasonic 
flaw detectors. 
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gauge coaches cannot be over¬ 
emphasised. 

227. We suggest that special efforts 
should be made to procure bur¬ 
nishing machines for the work¬ 
shops. 

228 and 229. (See Chapter IV, Para 
566). 

230 and 231. (See Chapter IV, Para 
577). 

232. We suggest that a programme 
should be drawn upto replace the 
outdated or overaged machines in 
the workshops on a phased basis. 

233. (See Chapter IV, Para 583). 

234. (i, and (ii) (See Chapter IV, Para 
590). 

235. (i) We are of the view that there 
is need for revision of Conference 
Rules Part III. The rules contain¬ 
ed in this publication should not 
only provide comprehensively 
for the examination and repair 
of all types of stock which have 
be^n introduced on the Indian 
Railways over the past several 
years but the provisions having 
a direct bearing on safety in 
Railway operation a s distinct 
from those simply meant to keep 
the coaches and wagons in good 
fettle should be clearly specified. 
We understand that the Railway 
Board have under scrutiny a 
draft prepared by the IRCA for 
the examination of all types of 
coaching stock. 


(ii) (See Chapter IV, Para 595). 

236. The Indian Railways Conference 
Association publishes annually a 
‘Report on the broad and metre 
gauge wagon pool and neutral 
control of wagon examination’ 


Recently 12 modem burnishing ma¬ 
chines have been procured and instal¬ 
led in railway workshops. This is a 
continuing process. 


With aid from the World Bank and 
Planning Commission in process, sub¬ 
stantial improvement is expected. 


Conference Rules Part III have been 
revised in 1973 and a11 types of rol¬ 
ling stock have been covered in the 
rules. The rejection rules which have 
a direct bearing on safety have been 
identified by suffixing the word ‘S’ 
before it. 


With effect from 1970-71, the Indian 
Railways Conference Association Re¬ 
port on the broad gauge and metre 
gauge wagon pools and neutral exa¬ 
mination of rolling stock will show 
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which includes the results of the 
surprise checks conducted by the 
neutral control flying squads. We 
suggest that the report should 
clearly specify the percentage of 
wagons found unsafe-to-run to 
the total number of wagons 
checked. 

237. (See Chapter IV, Paras 465 and 
602). 


th e percentage of wagons with reject- 
able defects having a bearing on 
safety and these figures will be com¬ 
pared with the total number of 
wagons checked. (Our review shows 
that this is being done). 


CHAPTER XI—STORES 


238. We had, in Part I of our Report, 
referred to the fact that consi¬ 
derable time and energy of the 
executive officers is spent in cha¬ 
sing after the procurement of 
items of spare parts and stores 
which are in chronic short sup¬ 
ply. The position a a indicated 
by the evidence tendered before 
us in regard to the supply of 
such stores seems even worse 
than we had thought. 

239. It is of vital importance that to 
maintain locomotives, rolling 
stock, signalling equipment and 
permanent way to prescribed 
standards, the supply lines that 
convey spare parts and stores from 
the supplier to the ultimate user 
keep moving with clock-work pre¬ 
cision. 


Items 238 and 239 

The recommendations were brought 
to the notice of the Railways empha¬ 
sizing the need that suitable steps 
should be taken to ensure effective 
functioning of the Progress Sections 
to see that store s are available to the 
indentors in time and in sufficient 
quantities. 

The supply position of both purchase 
and shop manufactured items is dis¬ 
cussed in the periodical meetings of 
the Controllers of Stores held yearly 
with the Railway Board under the 
heading “Compliance of Demands”. 
The Railway Stores department have 
been impressed upon the necessity of 
ensuring timely compliance of the 
demands. In regard to non-stock 
items, enhanced powers to the con¬ 
suming departments have been given 
to deal with their urgent require¬ 
ments. The powers of the Controllers 
of Stores as well as the Depot Offi¬ 
cers for emergency purchase as well as 
for cash purchases have been enhanced 
with a view to enable them to meet 
the shortfalls in stock arising out of 
failures of the pipe-line stores. The 
statistical information being sent by 
the Railways are frequently moni¬ 
tored at the Railway Board’s level. 
The compliance percentages have late- 
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240. The policy in regard to imports of 
vital parts required for main¬ 
tenance of valuable assess as also 
the procedure of release of for¬ 
eign exchange needs to be 
thoroughly reviewed so that not 
only is the foreign exchange uti¬ 
lised to the best possible advan¬ 
tage but also the short-sighted 
policy of saving some little foreign 
exchange at the cost of keeping 
valuable assets idle is avoided. 

241. Th e chimerical impression which 
the compliance percentages of 90 
to 95 evoke is apt to prevent the 
focussing of the administration's 
attention on the need to stream¬ 
line their supply lines apart from 
the smugness which these per¬ 
centages induce in the Controllers 
of Stores of which we found a 
fair amount of evidence. 


242 (i) Complaints were voiced con¬ 
stantly about the inferior qua¬ 
lity of tools, store* and spare 
parts such as adjustable span¬ 
ners, screw driver*, bulb*, bat- 


ly suffered a set-back du e to the mul¬ 
tifarious types of rolling stock being 
in operation, ageing of the newer 
types of stocks acquired in the recent 
past needing more spare parts, which 
added to the lack of creation of mat¬ 
ching store s and organisation staff 
due to the governmental ban imposed 
since 1972-73 created a severe bot¬ 
tleneck. 

This is the existing policy. No fur¬ 
ther action i s called for. 


The recommendation was brought to 
the notice of the Railways, who were 
directed to ensure that even where 
the overall percentage of compliance 
is of the order of 90 t 0 95 per cent 
it does not give rise to complacency 
and special watch i* kept on the 
availablity and supply of vital items 
•o that adequate and timely supply 
of such items is maintained. 

The basis of compiling the statistical 
information was got examined by a 
Committee of three Controllers of 
Stores and the Railway Board have 
prescribed revised performa under 
letter No. 73/iRS(G>/779/22 dated 
30-12-1975. Remarks against recom¬ 
mendation No. 239 may be seen. 

Items 242 (i> and (tii) 

Detailed instructions were issued to 
the Railways vide letter No. 70/JtS 
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tery material, rubber rolling 
rings and other rubber fittings, 
etc. We are shown certain spare 
parts and components which 
though brand new could not be 
put to use as they were eitheT 
of the wrong size or they did not 
match with the components in 
conjunction with which they 
were supposed to be used, (ii) 
We have no doubt that the in¬ 
ferior quality of tools, stores 
and spare parts, apart from turn¬ 
ing out to be false economy in 
the end is highly frustrating in¬ 
asmuch as it throws additional 
burden on the staff in the per¬ 
formance of their duties and ren¬ 
ders the work of repairs and 
maintenance more onerous. In 
many instances where due to the 
unreliable quality of spares parts, 
shoddy repairs are affected, 
safety too would be at stake. 


242. (iii) It would be more prudent 
and economical to provide tools, 
stores and spare parts of the re¬ 
quisite quality readily identifi¬ 
able and covered by adequate 
guarantees by paying a proper 
price in the beginning. 


243. We had occasion, in Part I of 
our Report, to refer to over-em¬ 
phasis in accepting the lowest 
tenders due to the fear in the 
purchasing authority of criticism 
which may be engineered by the 
rejected tenderers. We reitera- 

ate that the administration 
should endeavour to insulate its 
purchasing officers from such cri¬ 
ticism if it ig satisfied that the 
discretion was exercised for good 
and sufficient reasons. 


(G)/645/l dated 1-5-70 drawing at¬ 
tention to the Stores Code Para 429, 
which lays emphasis that Stores 
should be purchased to specifications 
rather than to samples and also the 
instructions issued in this regard from 
time to time. They were directed 
that:— 

(a) they should ensure purchases 
strictly to accepted specifications and 
from sources having adequate inter¬ 
nal quality control; and 

(b) in case of items where specifi¬ 
cations may not have been evolved, 
purchases should be restricted to es¬ 
tablished brands of acceptable quali¬ 
ty. 

The instructions already issued are 
exhaustive and are being followed by 
the Railways. No further review 
is called for. 

The need to insist on all these items 
being purchased only from firms who 
have quality control and manufacture 
according to accepted standards is 
accepted. Instructions have already 
been reiterated to the Railways that 
the lowest tender can be rejected on 
valid grounds including incompetence 
and unrealiability of the firm. 

The extant rules do not preclude pas¬ 
sing over of the lowest tender, if it is 
otherwise not acceptable on techni¬ 
cal grounds or incompetence of the 
firm to supply the stores. This posi¬ 
tion was reiterated to the Railways in 
Railway Board’s letter No. 68/RS(G) 
/645/1 dated 28-6-1969 consequent on 
the observation of the Wanchoo Com¬ 
mittee in Part I of thei r Report. 

This is covered in remarks against re¬ 
commendation 193 of Part I. 
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244. We consider that as a rule all Accepted. This is also the practice- 


tools and spare parts must have 
the manufacturers’ markings on 
them. 

245. We had, in Part I of our report, 
referred briefly to difficulties 
which are being experienced in 
respect of items procurable 
through the Directorate General 
of Supplies and Disposals. We 
have examined in some detail 
the procedure for, and the posi¬ 
tion in regard to, the procure¬ 
ment of stores through the agen¬ 
cy of the Directorate General of 
Supplies and Disposals. We find 
that— 

(i) Despite the enormous indus¬ 
trial advancement made in 
the country during the last two 
decades and the improved 
materials management me¬ 
thods which ' are being em¬ 
ployed everywhere the time 
intervals for processing of 
indents and procurement of 
stores have remained more 
or less unaltered. Their 
continuance in the present 
form is, in our view, unjusti¬ 
fied. 

fii) It is unrealistic to expect an 
organisation as complex as 
the Railways which has been 
developing at a fast pace and 
undergoing modernisation to 
assess its requirements of 
stores 24 months ahead. Fur¬ 
thermore. factors like an 
ever-increasing and yet 
changing pattern of traffic 
which is closely linked up 
with the growth of industrial 
activity in different parts of 
the country, and the unpre¬ 
dictable law and order situa¬ 
tion in the country which on 


in most cases. 


Items 245 (i) to (Mi) 

This is covered in remarks against 
recommendation No. 192 of Part I. 


See remarks against Item 245 (i). 
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the Railways is reflected in 
the widespread incidence of 
thefts of railway material and 
cases of vandalism, make pre¬ 
cise forecasting of require¬ 
ments in any event difficult 
but with a procedure which 
prescribes a lead time of two 
years make things impossible. 

(iii) The position is depressing 
both in respect of the cover¬ 
age of indents and the mate¬ 
rialisation of supplies. Not 
only was a very low percent¬ 
age of the indents covered 
in time, but the extent of de¬ 
lays in the supplies on the 
basis of originally prescribed 
delivery periods ranged from 
1 to 20 months. In addition 
to these delays the supplies 
against several contracts tor 
which the original delivery 
dates had expired, in some 
cases years ago, still remain¬ 
ed outstanding. 


246. We express our keen disappoint¬ 
ment over the delay in procure¬ 
ment of railway equipment and 
stores through the agency of the 
Directorate General of Supplies 
and Disposals, 

,247. We are of the view that the 
functions of purchase cannot be 
divorced from the allied func¬ 
tions of standardisation, control 
on inventory, value analysis and 
control on consumption. Scienti- 
, fic materials management is pos¬ 
sible only if the function of pur¬ 
chase is integrated with the other 
functions of materials manage¬ 
ment. v 

248. It appears to us that too much 
has been made of the benefits 
resulting from bulking and that 
too little attention ha« been paid 


3 


See remarks against Item 245(i). 


Items 246. 247, 248 and 249 (i) & (ii) 

Railway equipment have since been 
taken over from DGS&D. In regard 
to the normal items being procured 
by DGS&D, common with other Gov¬ 
ernment Departments also, the Rail¬ 
ways’ Stores Department have been 
given increased emergency purchase 
powers to enable them to review the 
shortfalls and supplies in time and 
take local purchase action till such 
time supplies from DGS&D materia¬ 
lise. 
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to disadvantages inherent in the 
system of procurement of stores 
through an agency not involved 
in the running of the Railways. 

In our view, the disadvantages in 
the system clearly outweigh the 
advantages. 

249 (i) We are clear in our minds See remarks against Item 245. 
that responsibility for the 
procurement of stores should 
rest squarely with the Rail¬ 
way Board and the Railway 
Administrations without 

bringing into the picture the 
agency of the Directorate Ge¬ 
neral of Supplies and Dispo¬ 
sals. 

(ii) We think that this will lend -do- 

stability, permanence and 
continuity to the procurement 
of railway equipment and 
stores and would impart a 
greater sense of urgency to 
the officers of the Railways en¬ 
trusted with the responsibi¬ 
lity of materials manage¬ 
ment. 

250. We have been assured by the 
Railway Board that they have 
the basic organisation to replace 
the agency of the Directorate 
General of Supplies and Dispo¬ 
sals for procurement of their 
own stores and would be in a 
position to take this job over. We 
consider that this is a matter 
which can brook no further de¬ 
lay. 

251. We think that with the transfer 
of the functions of the Director¬ 
ate General of Supplies and Dis¬ 
posals to the Railway Adminis¬ 
tration, some reorganisation of 
the existing system and stream¬ 
lining and simplification of the 
procedure relating to procure- 


Thi s is confirmed. 


The observation is noted. 
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ment o£ stores will be necessary 
to meet the growing require¬ 
ments of the Railways. 

252. We find that over the years 
while the levels of prices of ma¬ 
terials on the one hand and of 
the consumption of stores on the 
other have been rising steadily, 
the powers of purchase vested in 
the Controllers of Stores have 
not kept pace. 


253. We consider that the following 
suggestions made to us deserve 
most careful consideration:— 

(i) The powers of purchase of 
Controllers of Stores should 
be raised to Rs. 50,000 or 
even Rs. 1,00,000 from the 
existing limit of Rs. 25,000 
with suitable increase in the 
powers of other purchase offi¬ 
cers. The limits of purchase 
through ‘single. tender’ in 
case of cash purchase should 
be suitably enhanced. 


(ii) Finance need not be associat¬ 
ed for purchase upto Rs. 
10,000 and in case of pur¬ 
chases in which the value 
exceeds Rs. 10,000 the stages 
of consultation with finance 
should be confined only to 


The matter regarding adequate pow¬ 
ers of purchase is under constant re¬ 
view. The powers of purchase of 
Controllers of Stores at present are 
as under— 

(a) Purchase of non-DGS&D items—. 
Rs. 5 lakhs for each individual 
item. 

(b) Purchase of DGS&D items not 
covered by rate/running con¬ 
tracts concluded by the DGS&D 
—Rs. 50,000/- in each case. 

Purchase of DGS&D items in 
emergencies Upto Rs. 5 lakhs in 
each case. 

The powers of purchase of Control¬ 
lers of Stores for non-DGS&D items 
and also DGS&D items in emergen¬ 
cies have since been raised to Rs. 5 
lakhs for each individual item. The 
Railways have been advised to re¬ 
draw delegation of the powers of 
Controllers of Stores to the officers 
under their control to the extent 
considered necessary. 

The powers of the Controllers of 
Stores to make purchase on ‘single 
tender’ basis has since been raised 
to Rs. 2,000 in each case for non- 
proprietory articles, and Rs. 10,000 in 
each case for proprietory articles. 

As regards the powers to make cash 
purchases, the limit has been enhanc¬ 
ed to Rs. 2,000 in each case. 

It has since been decided that prior 
concurrence of associate finance for 
issuing of purchase orders is not ne¬ 
cessary upto Rs. 10,000 in each case. 
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assessment of quantity, asso¬ 
ciation on tender committee 
and issue of contract. 

(ii'i) There is need to develop a 
proper buyer-seller relation¬ 
ship in respect of safety items 
of stores so that the seller 
becomes more committed and 
has a greater stake in his 
dealings with Railways. For 
a tie-up of this nature an 
assurance to one or two firms 
in respect of each important 
item that the requirements 
would be bought from them 
for a specified period may 
be necessary. 

1:54. We feel that the powers of pur¬ 
chase of stores at all levels 
should be kept under constant 
review by the Railway Board so 
that they are adequate to cope 
with the ever-increasing needs. 

255. We are of the view that it may 
ba possible to decentralise the 
stores organisation in a manner 
thaf the advantages of having 
stores depots contiguous to the 
consuming centres are derived 
without subjecting the system to 
disadvantages arising out of lar¬ 
ger inventories. 

25b. We had, in Part I of our Report, 
stressed the need, to adopt scien¬ 
tific methods of inventory con¬ 
trol and modem materials man¬ 
agement techniques. We consi¬ 
der that for effective and effici¬ 
ent materials management and 
the solution of various compli¬ 
cated problems the Railways 
would do well in seeking special¬ 
ist guidance from quarters who 
have the requisite expertise in 
materials management. 


The recommendation was brought to 
the notice of the Railways for their 
information and guidance vide Rail¬ 
way Board’s letter No. 70/RS(G}/645/ 
6 dated 7-6-1970. 

Remarks against recommendation 
151 (ii) may be seen. 


This is the existing policy. Powers 
of purchase eommensurate with the 
actual needs, have been delegated not 
only to the officers of the Stores de¬ 
partment but also to the executive 
officers in the division. 

Not accepted. 


The recommendation has been for¬ 
warded to the Railways for informa¬ 
tion and guidance vide Railway 
Board’s letter No. 70/RS(G)/647/7 
dated 11-6-1970. 

Remarks against recommendation No. 
195 of Part I refer. 
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257. (i) We consider that materials 
management today i s a spe¬ 
cialised job. Over-depend¬ 
ence on ill-qualified ministe¬ 
rial staff would create prob¬ 
lems for the stores organisa¬ 
tion rather than solve them. 


(ii) We have no doubt that the 
recommendations of the Com¬ 
mittee of the Controllers of 
Stores appointed to go into 
the reorganisation of the 
stores department would go 
a long way in improving the 
stores organisation. 


The need for imparting training in 
scientific methods of material's man¬ 
agement was examined in connection 
with Recommendation 63—Part II of 
the Report of the Wanchoo Commit¬ 
tee. The position is that adequate 
arrangements exist for imparting 
training to gazetted and nan-gazetted 
staff belonging to the Stores Organi¬ 
sation for Che scientific methods of 
management. The lectures arranged 
for the probationers of the stores de¬ 
partment at the Railway Staff Col¬ 
lege, Vadodara, are fully comprehen¬ 
sive and illustrative in detail. For 
this purpose services of experts from 
the Railways and outside the Rail¬ 
ways are also utilised. Thus, ade¬ 
quate arrangements have already been 
made to ensure that staff employed 
on the job remain adequately quali¬ 
fied. 

The Committee referred to by the 
Wanchco Committee was set up in 
January, 1967 and consisted of Con¬ 
trollers of Stores from the Central, 
Nctihern and Eastern Railways. The 
Committee was to go into the nature 
and conditions Qf working in the 
purchase wing of the stores depart¬ 
ment and make recommendations on 
the cadres, size and pattern of class 
III staff in the purchase offices, their 
methods of recruitment and yard¬ 
stick for deciding strength of gazet¬ 
ted staff under the then working con¬ 
ditions. This Committee submitted 
their report in January 1968. The 
report wa9 examined by the Railway 
Board and it was considered in Feb¬ 
ruary, 1969 that the recommendations 
of the Committee were, by and large, 
net acceptable and needed a further 
review to be conducted by the Effici¬ 
ency Bureau Directorate of the Rail¬ 
way Board. Further it was decided 
by the Railway Board in 1970 that 
the question of fixing a yardstick for 
stores officers may pend for the time 
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Chapter XII — Theft , 

258. Theft of Railway equipment and 
vandalism on the Railways are 
a serious problem from all ac¬ 
counts. Not only is theft of cop¬ 
per wire widespread on the 
Railways but the evil extends to 

components of locomotives, coa¬ 
ches and wagons and electrical 
equipment having even a small 
copp-er or brass element. 

259. We consider that the Railway 
should have a registered mark for 
railway materials and parts on 
which such mark can be imprinted 
as this would obviously make it 
possible to take effective action 
against persons in unlawful pos¬ 
session of railway property under 
the Railway Property (Unlawful 
Possession) Act. 

260. We feel that cases of wilful tam¬ 
pering with track do not receive 
from the State Police and the 
other authorities concerned with 
law and order the attention that 
they deserve. 

1RJ3.—29 


being and the present procedure of 
individual justification on the basis 
of the existing guidelines may conti¬ 
nue. This issue has also been raised 
by the Committee on Inventory Man¬ 
agement in their recommendation No. 
104 in the 2nd and Final Report of 
April 1977 that a committee consist¬ 
ing of the Heads of Departments o£ 
Stores, Accounts and Efficiency Bu¬ 
reau should be constituted. This 
committee’s recommendation No. 164 
lias been accepted and a committee 
consisting of COSs./NR & CR, FA & 
CAO/WR, Director, Efficiency Bureau 
and JDS(IC) has since been consti¬ 
tuted vide. Railway Board’s letter No. 
•77/RS(G)/779/41 of 4-1-1978 wh® 
will submit report, within six months. 

Vandalism and Sabotage 

This observation of the Wanchoo 
Committee was brought to the notice 
of the Railways to review the posi¬ 
tion in the light of steps suggested 
bv the Railway Board from time to 
time and those devised by the Rail¬ 
ways themselves. These are being 
fully implemented with vigour. (Ref. 
68/Sec (Spl)/152/6 VoL-II dated 7-4- 
1970). 

Accepted. The Railways as well as the 
production units have been instructed 
suitably vide Railway Board’s letter 
No. 70/Sec(Spl)/70/4 dated 24-2-1978. 
that all pilferable material which are 
manufactured in the Railway Work¬ 
shops should have in addition to part 
number, ‘IR’ marking also engraved/ 
marked therein for easy identification. 

Items 260 and 261 (i> 

The Ministry of Home Affairs were re¬ 
quested vide Railway Board’s O.M. No. 
68/Sec.(Spl)/152/6 dated 7-4-1970 to 
issue necessary instructions to the State 
Governments. The Ministry of Home 
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261. (i) We find that accidents due to 
sabotage have been increasing 
during the last 15 years and 
the action taken to trace the 
culprits has been largely in¬ 
effective, 

261. (ii) We do not agree with the 
Ministry of Home Affairs that pre¬ 
vention of accidents due to sabot¬ 
age is a matter which may be left 
to be tackled by the Railway 
Ministry themselves. It appears 
to us that if the problems were 
viewed anly from the view¬ 
point of percentage of train 
accidents attributable to sabotage, 
it is apt not place the gravity of 
accidents resulting form sabotage 
in correct perspective. 

(iii) We urge the Ministry of Home 
affairs to ask the State Govern¬ 
ments to take adequate measures 
to apprehend and prosecute the 
culprits successfully. Prevention of 
sabotage falls wholly and solely in 
the jurisdiction of the State Police. 

262. The Additional Commissioner of 
Railway Safety is a technical and 
highly experienced officer indepen¬ 
dent of the Railway Administra¬ 
tion and when alter due investi¬ 
gation he comes to the conclusion 
that an accident was due to wilful 

tampering with track, the State 
Police authorities should ordinarily 
be guided by the results of these 
investigations. 


Affairs agreed to issue such instruc¬ 
tions. 


Items 261 (ii) and (iii) 

Same remarks as against Items 261 (i). 


Items 262 and 263 

The Railways were instructed vide 
Railway Board's letter No. 68/Sec(Spl)/ 
152/6 Vol. II dated 7-4-1970 to take up 
such matters with the State Govern¬ 
ments at higher level. The Ministry of 
Home Affairs were also requested to 
draw the attention of the State Gov¬ 
ernments to the recommendations/ob 
servations of the Wanchoo Committee. 


263. In the event of a difference of See remarks against Item 262. 
opinion between the State Police 
and the Commission of Railway 
Safety in regard to whether the 
accident was due to sabotage, the 
Railway administration should not. 
allow the matter to rest at that 
but should pursue this with the 
State Government at a higher level. 
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264. We feel that there is need for 
suitably amending Section 12 of 
the Railway Protection Force Act, 
1957 and Section 126 of the Indian 
Railways Act, 1890 in order tnkt 
a person indulging in theft or des¬ 
truction of railway property or 
in wrecking or attempting to wreck 
a train can be arrested and pro¬ 
ceeded against with a reasonable 
chance of success. 

-265. We stress that the menace of 
theft of and tampering witli rail¬ 
way equipment is too, serious to 
be treated merely as an ordinary 
law and order problem as it ad¬ 
versely affects safety in railway 
operation. 

266. (i) It appears to us necessary 
that steps should be taken to edu¬ 
cate public opinion and to rouse 
the social conscience of the people 
as to the heinous nature of the 
crime of sabotage and of activities 
like vandalism and theft of rail¬ 
way material which result or may 
result in serious disasters involv¬ 
ing loss of life of innocent persons 
travelling on the Railway. 

(ii) We make a special appeal to 
the public men, the educationists 
and the press who have the oppor¬ 
tunity and responsibility of mould¬ 
ing public opinion to do their duty 
in this connection. 

(iii) We feel that the Railway 
Ministry and the State Govern¬ 
ments should keep in mind the 
necessity of such an approach all 
the time. 


There is no proposal to amend the RPF 
Act, 1957 at present. However, there 
is a proposal to confer more powers on 
RPF to investigate and prosecute all 
kinds of offences relating to railway 
property and property entrusted to 
RPF. This is under consideration. 


Ministry of Home Affairs were request¬ 
ed vide Railway Board’s O.M. No. 68/j 
Sec (Spl)/152/6 dated 7-4-1970 to issue 
necessary instructions to the State Gov¬ 
ernments.- The Ministry of Home 
Affairs agreed to issue such instructions. 

Items 266 (i> to (iii). 

In 1967 instructions were issued to the 
Zonal Railways for cultivating a better 
civic consciousness among the people 
in general and the youth in particular. 
The Railways were asked to fully 
utilise various media tMz., AIR, films; 
posters, cinema slides, pamphlets/ 
brochures, children’s magazines and 
also arrange talks in schools and col¬ 
leges and conducted tours to various 
railway installations of students from 
educational institutions. 

The zonal Railways have been, from 
time to time, undertaking social educa¬ 
tion campaigns by way of participation 
in exhibitions and trade fairs. Besides 
this, they have also been issuing dis¬ 
play advertisements of educative and 
nation building character in various 
newspapers to mobilise public opinion 
against anti-social activities. The press 
is also periodically invited to informal 
gatherings, both at the Railway Board 
and the Railway level to impress upon 
them the need to arouse social consci¬ 
ousness against disruptive elements of 
the society. During Railway Week cele¬ 
brations special commercial spots ore 
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broadcast in Vividh Bharti services of 
AIR. Periodically, students are also, in¬ 
volved in working of the Railways by 
way of participation in checking ticket¬ 
less travellers. The TV is also tele¬ 
casting programmes like cleanliness in 
railway premises, exhorting public to 
discourage illegal reservation of tickets, 
publicising the better facilities like 
cushioned sleeper berths provided by 
the Railways to the public and their 
duties to protect the same etc. through 
programme like ‘Zara Sochiye’ in the 
TV. 


However, in view of the increasing em¬ 
phasis on the social education campaign, 
these orders are being reiterated to the 
Zonal Railways. 


Chapter XIII—The Commission of Railway Safety 

267. Under the law, the Railway Board This is an observation. No action, 
are the Safety Controlling Authori¬ 
ty. The responsibility for safe 
operation of railways, thus, rests 
with the Railway administration. 

That responsibility cannot be shar¬ 
ed by officers of the Commission 
of Railway Safety. 


268. We have been asured by the Com¬ 
missioner of Railway Safety that 
full cooperation and assistance of 
every kind is given by the Rail¬ 
way administration to the Com¬ 
mission of Railway Safety. 


This is an observation. No action. 


*Recommendations and observations of the Wanchoo Committee concerning 
the Commission of Railway Saiety were considered by the Ministry of Rail¬ 
ways (Railway Board) in consultation with the Ministries of Tourism and 
Civil Aviation and of Home Affairs. The action taken and present position 
as advised by the Railway Eoard has been indicated in column 3. This has 
been supplemented with the views of the Railway Board wherever considered 
necessary. 
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269. We consider that in cases in 
which the Additional Commissioner 
of Railway Safety is unable, due 
to preoccupation or otherwise, to 
hold an inquiry into serious acci¬ 
dent and requests the Railway ad¬ 
ministration to arrange for a de¬ 
partmental inquiry, it should be 
sufficient if he expresses his views 
on the findings and the recom¬ 
mendations made where he agrees 
with the findings of the depart¬ 
mental inquiry, instead of prepar¬ 
ing his own report. 


.270. (i) We are of the view that the 
Additional Commissioners of Rail¬ 
way Safety should inquire into 
certain types of accidents which 
are not at present provided for 
under the rules. We have in mind 
in particular, two types, namely, 
(a) accidents at manned level 
crossings involving collisions bet¬ 
ween trains—whether goods or 
passenger—and road vehicles in 
which there is loss of life or grevi- 
■ous injury to passengers in the 
road vehicles and (b) collisions 
and derailments of goods trains 
in which there is loss of life or 
grevious injury to any person. 

.270. (ii) The Additional Commissioner 
of Railway Safety must also make 
such other inquiries into serious 
accidents as the Commissioner of 
Railway Safety considers neces¬ 
sary for him to inquire into. 

270. (iii) The Commissioner of Rail¬ 
way Safety himself may, if he 
considers fit or if his Minister so 


Ministry of Tourism and Civil Aviation 
have issued instructions to the Addi¬ 
tional Commissioners of Railway Safety 
directing that henceforth, in cases 
where an inquiry into an accident en¬ 
trusted by them to the Railway Ad¬ 
ministration under Rule 8(5) of the 
Railway (Notices of and Inquiries into 
accidents) Rules, 1966 as amended by 
Notification dated 9th August, 1968, 
they need not draw up a report in the 
standard form as required under Rule 
10 of the said rules in case they agree 
with the findings of the Railway depart¬ 
mental inquiry. In such cases, a copy 
of the report of the Railway Officers’ 
Inquiry Committee should be submitted 
to their office alongwith views on the 
Findings and Recommendations. A copy 
of the above instructions was also sent 
to the Railways for information and 
guidance. 

The Ministry of Tourism and Civil 
Aviation have issued instructions to the 
Additional Commissioners of Railway 
Safety directing that each circle officer 
should, as far as possible, inquire into 
two to three accidents per year of the 
types mentioned by the Wanchoo Com¬ 
mittee. The intention is that attempts 
should be made to inquire into all such 
accidents in Which there is loss of life. 
A copy of the said instructions was 
also sent to, the Railways for informa¬ 
tion. 


Since the recommendation is in con¬ 
formity with the procedure already in 
vogue, obviously, no further action is 
called for. 


This is already the practice. No further 
action is called for. 
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requires kim, make inquiries into 
accidents of a very serious nature. 

271. (i) We consider that the recom¬ 
mendations made by the Additional 
Commissioners of Railway Safety 
should be incorporated as an in¬ 
tegral part of the accident enquiry 
report under the heading ‘Remarks 
and Recommendations’ instead of 
being an annexure to the report. 


271. (ii) We suggest that line plans 
showing essential features and 
photographs, where necessary, 
should be appended to such acci¬ 
dent inquiry reports. 

272. In our view, a period of 60 days 
from the date of accident should 
ordinarily suffice for the final re¬ 
port to be sent by the Commis¬ 
sioner of Railway Safety to the 
Railway Board and the Railway 
Administration. 

273. (i) From the safety point of view, 
inspections by Additional Com¬ 
missioners of Railway Safety are 
no doubt advantageous. 

(ii) The reports of inspections by 
Additional Commissioners of 
Railway Safety should be forward¬ 
ed directly to the Railways con¬ 
cerned and copies may be sent to 
the Commissioner of Railway 
Safety and the Railway Board. 


274. It seems to us defiaitiely advantage¬ 
ous that the Commission ol Rail¬ 
way Sale!*- r«na.ims attached to 


Ministry of Tourism and Civil Aviation 
have issued instructions to the Addi¬ 
tional Commissioners of Railway 
Safety that Recommendations etc. made 
in connection with an accident should 
now form part of the Report under the 
caption ‘Remarks and Recommenda¬ 
tions’ and not as appendices to the 
report. A copy of the instructions was 
also sent to Railways for information 
and guidance. 

This is the existing practice, hence no 
further action is called for. 


Ministry of Tourism and Civil Aviation 
have issued instructions to the Addi¬ 
tional Commissioners of Railway Safety 
laying down the procedure and time 
schedule for the compilation and sub¬ 
mission of railway accident reports. A 
copy of the instructions has also been 
sent to the Railways for information. 

This is an observation. No action. 


Ministry of Tourism and Civil Aviation 
have issued instructions to the Addi¬ 
tional Commissioners of Railway Safety, 
directing them to forward copies of 
their Inspection Reports directly to the 
Railway Administrations concerned for 
necessary action and copies to be sent 
simultaneously to the Commissioner of 
Railway Safety and the Railway Board. 
In the case of the copy to be sent to 
the Railway Board, the reports should 
as hitherto be routed through the 
Commissioner of Railway Safety. Copies 
of the instructions were also sent to the 
Railways for their information and 
guidance. 

The Commission of Railway Safety 
continues to be attached to a Ministry 
independent of the Railway Board i.«:. 
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another Ministry so that its posi¬ 
tion as a body independent of the 
Railway Board would be, and re¬ 
mains, quite clear to the public. 

275. We have noted that during the past 
nearly three decades the Commis¬ 
sion. of Railway Safety has been 
attached to different Ministries 
from time to time depending upon 
the reshuffling of portfolios and 
jurisdiction of various Ministries. 
We recommend that from now on 
the Commission of Railway Safety 
should find, a permanent anchorage 
and that this should be with the 
Ministry of Home Affairs. 

276. We feel that the manner in which 
the draft report is at present dealt 
with robs it of objectivity and in- 
depenence and, furthermore, re¬ 
sults in unnecessary delays in 
finalising the report. 


Ministry of Tourism and Civil Aviation, 
as recommended by the Committee and 
accepted by the Railway Board. 

Railway Board’s views: There appears 
to be misapprehension in this matter. 
The Commission of Railway Safety has 
all along been attached to, the Depart¬ 
ment of Civil Aviation and there has 
been only a change in the name of the 
Ministry of which the Department has 
been formed a part. The present ar¬ 
rangement is working satisfactorily and 
may continue. 

Final views: This recommendation has 
not been accepted, the present arrange¬ 
ment has been working satisfactorily. 

Railway Board’s views: In reference to 
Para 610 of the Wanchoo Committee’s 
report it is stated that there has been 
no case of a Draft Report being “sub¬ 
ject” to the views of the Railway Ad¬ 
ministration concerned, nor any case 
of any Officer of the Commission of the 
Railway Safety being detracted from 
the conclusions he has reached on the 
facts and the evidence. However, in 
view of the acceptance of the recom¬ 
mendation No. 272, the practice of sub¬ 
mitting draft report will be given up. 

/ 

Final views: Ministry of Tourism and 
Civil Aviation have issued instructions 
to the Additional Commissioners of 
Railway Safety, laying down the proce¬ 
dure and time schedule for the compila¬ 
tion and submission of railway acci¬ 
dents reports. A copy of the instruc¬ 
tions has also been sent to the Rail¬ 
ways for information. 


277. (i) We are of the opinion that the This is the existing practice, 
responsibility for compiling the 
report of an accident inquiry 
should be placed squarely on the 
Additional Commissioner of Rail¬ 
way Safety concerned. 
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(ii) It is the final report which 
should be sent by the Commis¬ 
sioner of Railway Safety to the 
controlling Ministry, the Railway 
Board and the Railway Adminis¬ 
tration concerned. 


278. In case there is any difference of 
opinion between the Commissioner 
of Railway Safety and the Rail¬ 
way Board or the Railway Ad¬ 
ministration with respect to the 
conclusions or the recommenda¬ 
tion* in the report, the difference 
world have to be ironed out in a 
conference between the Commis¬ 
sioner of Railway Safety and the 
Railway Board in such manner as 
they think fit. 

279. (i) We do not see the merit of an 
arrangement whereby the rules for 
conducting of inquiries by the 
Additional Commissioners of Rail¬ 
way Safety are made by the Minis¬ 
try of Railways. 

(ii) We suggest that from now on 
whenever any changes in the pre¬ 
sent rules are required, these 
should be considered and issued by 
the Ministry controlling the Com¬ 
mission of Railway Safety. This 
Ministry may, when necessary, 
consult the Railway Board while 
framing such rules. 

280. We are of the opinion that it 
would inspire public confidence in 
the independence of the Additional 
Commissioner of Railway Safety 
if the public including trade unions 
and the press are admitted to the 
inquiries. They would, of course, 
have no say in the inquiry itself 
but may be present only as obser¬ 
vers at the stage when the Addi¬ 
tional Commissioner of Railway 


Ministry of Tourism and Civil Aviation 
have issued instructions to the Addi¬ 
tional Commissioners of Railway Safety 
laying down the procedure and time 
schedule for the compilation and sub¬ 
mission of railway accident reports. A 
copy of the instructions has also been 
sent to the Railways for information. 

This is the existing practice, hence no 
action is called for. 


Railway. Board’s views: The Rules are, 
at present, notified by the Ministry of 
Railways in consultation with the Min¬ 
istry controlling the Commission of 
Railway Safety. 

Final views: No action. 

This has been implemented. 


This recommendation has not been ac¬ 
cepted. The present procedure is con¬ 
sidered adequate. 
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Safety takes oral evidence of wit¬ 
nesses. 

281. (i) The accident inquiry report in¬ 
tended for publication should be 
available to the press soon after 
its finalisation. 

(ii) If prosecution is decided upon 
in a particular case, the publica¬ 
tion of the report may be with¬ 
held. 

282. It is necessary that the entrants 
to the Commission of Railway 
Safety should understand clearly 
that once they opt for the Com¬ 
mission and are selected, they 
would not revert to Railway Ser¬ 
vice. The Ministry of Railways 
should have no further say in re¬ 
gard to their career. 

283. We expect that if the steps that 
we have suggested for securing 
the independence of the Commis¬ 
sion of Railway Safety are taken, 
an inquiry by the Additional .Com¬ 
missioner of Railway Safety will 
inspire sufficient public confidence 
and a ‘judicial’ inquiry on the 
Indian Railways would, in course 
of time, become a rare thing. 

284. We suggest that the present 
strength of Additional Commis¬ 
sioners of Railway Safety may be 
increased from five to seven. The 
jurisdiction of the various circles 
is a matter to be determined by the 
Commissioner of Railway Safety 
in consultation with the Ministries 
concerned. Meanwhile, the fifth 
circle referred to in Para 586 of 
Chapter XIII, which has hitherto 
been continuing as temporary,' 
may be made permanent. 

285. It seems to us that the field for 
recruitment to the Commission of 
Railway Safety should be widened 


Items 281 (i) & (ii) Ministry of Tour¬ 
ism and Civil Aviation have issued 
necessary instructions to the Additional 
Commissioners of Railway Safety. 
Copies of instructions were also for¬ 
warded to the Railways for their infor¬ 
mation and guidance. 


This has been implemented. 


This is an observation. No action. 


The recommefidation of the Wanchoo 
Committee has been implemented. 


The recommendation has not been 
accepted on the basis of the views of 
the Railway Board which are as under: 
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and tkere should be no bar to offi¬ 
cers ot the Railways from depart¬ 
ments other than the civil en¬ 
gineering, namely, mechanical, 
operating and signal engineering 
being selected. We would like to 
add that the selection of officers 
Should be in consultation with and 
on the recommendation of the 
Commissioner of Railway Safety. 

286. We suggest a pyramid structure of 
grades for officers of the Commis¬ 
sion. In our view, volunteers 
should be invited from among offi¬ 
cers in the Junior Administrative 
grade. 


287. (i) The seniority of officers in the 
Commission of Railway Safety 
should be counted from the date 
of service in the Commission itself. 


‘The nature of duties of the officers of' 
the Commission of Railway Safety is 
such that they require a high degree of 
civil engineering knowledge and ex¬ 
perience. These posts should appro¬ 
priately, therefore, be filled by officers 
of the civil engineering department of 
Indian Railways.’ 


Railway Board’s Views: The Wanchoo 
Committee had recommended that rec¬ 
ruitment from the Railways should be 
to the post of Deputy Commissioner of 
Railway Safety (G) only, from among 
officers in the Junior Administrative 
grade and the posts of Additional Com¬ 
missioners of Railway Safety should be 
filled by promotion. Two grades had 
been suggested for the posts of Addi¬ 
tional Commissioner of Railway Safety. 
The Government have, however, decid¬ 
ed that there should be only one grade 
for all the posts of Additional Commis¬ 
sioners of Railway Safety (present 
scale: rs. 2500—3000) which should be 
filled by transfer from the Railways, 
officers in the grade of Chief Engineers/ 
Additional Chief Engineers. The Deputy 
Commissioner of Railway Safety (G) 
with three years experience in the 
grade will also be eligible for con¬ 
sideration alongwith volunteers from 
the Railways. The Wanchoo Commit¬ 
tee had recommended a scale of Rs. 
1600—1800 for Deputy Commissioner of 
Railway Safety (G). Government, how¬ 
ever, decided that the post should be in 
the scale of Rs. 1800—'2000. The present 
scale of the post is Rs. 2000—2250. 

Final views: The recommendation was 
accepted with modifications and imple¬ 
mented. 


Implemented. 
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(ii) After an officer has joined the 
Commission of Railway Safety, 
there should be no question of any 
further selection as far as grades 
upto Rs. 2000—2500 are concerned. 

(iii) The selection for the post of 
Commissioner of Railway Safety 
should be confined to the officers 
of the Commission of Railway 
Safety and no outside railway offi¬ 
cer should be imported for this 
purpose. 


288. We are convinced that the Com¬ 
missioner of Railway Safety 
should have the appropriate sec¬ 
retariat status which in this case 
would be that of an Additional 
Secretary to the Government of 
India. 


289. It is a matter of regret that when 
the salary of General Managers 
was raised in September 1965, 
the salary of Commissioner of 
Railway Safety was not corres¬ 
pondingly raised as it should 
have been at the same time. We 
recommend that this matter should 
be rectified without delay. 

290. While we appreciate the consi¬ 
derations that led the Commis¬ 
sioner of Railway Safety to sug¬ 
gest a shift of the office of the 
Commission to Secunderabad, lit 
appears to us desirable that the 


Railway Board’s views: Same remarks 
as against Item 286. 

The recommendation was accepted with 
modifications and implemented. 

Railway Board’s Views; Accepted. It 
has been provided in the Recruitment 
Rules that the post of Commissioner 
of Railway Safety will be filled by pro¬ 
motion from amongst Additional Com¬ 
missioners of Railway Safety. A provi¬ 
sion has, however, been made in the 
rules that in case no suitable officer is 
available for promotion, the post would 
be filled by transfer of officers from 
amongst the grade of General Mana¬ 
gers. Final views: The recommenda¬ 
tion was accepted with modifications 
and implementations. 

Railway Board’s views; It has been 
decided that while the Commissioner 
of Railway Safety should be an offi¬ 
cer of the status of Additional Secre¬ 
tary for purposes of pay and equival¬ 
ence in the Warrant of Precedence, it 
is not necessary to confer on him the 
secretariat status of Additional Sec¬ 
retary. 

Final views: The recommendation 
was partially accepted and imple¬ 
mented. 

Railway Board’s views: Accepted. 
The salary of the Commissioner of 
Railway Safety has been brought at 
par with that of the General Mana¬ 
gers on the Indian Railways with 
effect from 1.5.1972. 

Final views; Implemented, no further 
action is called for. 

Railway Board's views; The proposal 
of shifting the headquarters of the 
Commission ol Railway Safety to 
Delhi was examined and it was not 
considered feasible to do s*. 
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office of the Commissioner of Final views: The recommendation 

Railway Safety should be located has not been accepted, 
at New Delhi. 

291. The Headquarters of the Addition- The recommendation has not been 

al Commissioners of (Railway accepted on the grounds expressed in 

Safety should be at the head- the views of the (Railway Board which 

quarters of the zonal Railways are as under; 

except where the jurisdiction of 

the Additional Commissioner of The headquarters of five of the Addi- 

Railway Safety extends to more tional Commissioners of Railway 

than one Railway in which case Safety, including those of two addi- 

it should be at the headquarters tional circles created recently are lo¬ 
ot one or the other zonal Rail- cated at headquarters of the Zonal 

way. Railways. In regard to the other two 

circles, it has not been possible to 
implement the recommendation due to 
non-availability of accommodation at 
the stations concerned. 

292. The annual report on the working This is the existing practice, 
of the Railway Inspectorate 

should continue to be placed on 
the table of both Houses of Par¬ 
liament. 

CHAPTER XIV—RESEARCH, DESIGNS AND STANDARDS 
ORGANISATION AND ITS FUTURE ROLE. 

293. We set out the role and the This is an observation and calls for 
various facets of activities of the no further action. 

RDSO, as we visualise them. 

294. We were told that efforts of the This is a fact but efforts continue to 
Organisation in farming out prob- be made to get better results. 

lems of basic research to the Na- (The present position as advised by 

tional Laboratories, Institutes of the RDSO to the Railway Accidents 
Technology! or Research Institu- Enquiry Committee—1978 is as un- 
tions had not met with much sue- der): — 
cess. 

The help of National Laboratories, 
Institutes of Technology and Research 
institutions is now being fruitfully 
utilised in tackling the problems of 
basic research, as brought out below: 
The Metallurgical and Cheimical Di¬ 
rectorate had farmed out a problem 
of designing a suitable degaussing 
equipiment to the NFOL, Cocbiin to 
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divert magnetic field at the rail ends 
for facilitating metal arc welding of 
rails in tracks. After proper study, 
the equipment has been made avail¬ 
able by the NPOL, Cochin, which was 
found to be satisfactory during trial 
welding of rail joints. The Track Wing 
of the Civil Design Directorate (RDSO) , 
are making efforts to utilise these Ins¬ 
titutions [Indian Institute of Techno¬ 
logy, Madras and Structural Engineer¬ 
ing Research Centre (SERC), Madras] 
for problems of basic research on con¬ 
crete sleepers. In addition the SERC/ 
Madras is giving technical consultancy 
for the proposed concrete sleeper fac¬ 
tory of M/S. Jay Prestressed at Kosi 
Kalan and IIT/Madras is giving con¬ 
sultancy to M/S. Orissa Concrete Pro¬ 
ducts at Jharsuguda. Efforts for 
utilising these institutions for prob¬ 
lems of basic research by the Bridges 
and Structures Wing of Civil Design 
Directorate are being continued. 

Problems of pozzolana cement and 
wind pressure on platform shelters 
were farmed out to Indian Institute of 
Technology, Madras and Indian Insti¬ 
tute of Sciences, Bangalore respective¬ 
ly. Investigations are in progress. 


The Research Directorate (RDSO) are 
making efforts to utilise the services 
of the following institutions for prob¬ 
lems of basic research: 

(a) Investigations regarding three- 
dimensional photo elastic studies of 
IRN304 clip are being conducted by 
the Central Mechanical Engineering 
Research Institute, Durgapur. The pro¬ 
ject was farmed out in 1977 and the 
Institute are taking up the work. 

(b) Investigations regarding the assess¬ 
ment of feasibility of using portland 
cement for RCC works by Indian Ins- 
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295. We suggest that with a view to 
obtaining better coordination 
with the fundamental research 
institutions, laboratories and 

institutes of technology, the Di¬ 
rector General, RDSO, or his re¬ 
presentatives should be, in an ex- 
officio capacity, on the Governing 
Councils of those of the National 
Laboratories and Institutes on 

whom the RDSO has to lean hea¬ 
vily for the solution of its basic 
research problems. 

296. (i) The RDSO should concentrate 
on problems of applied research 
which may refer to the evolving 
of ways and means to improve 
the existing equipment and ser¬ 
vices or developing of new forms 
or systems. 

fii) We consider that in the mat¬ 
ter of applied research, priority 


titute of Technology, Madras. The 
study was farmed out in 1975. Interim 
reports have been received. Further 
investigations are yet to be take« up 
and final report is awaited. 

(c) Model studies in wind tunnel on 
passenger platform shelters have been 
completed by Indian Institute of 
Sciences, Bangalore and the report 
sent by them is under scrutiny. This 
study had been farmed out in 1974. 

(d) Project regarding measurement of 
temperature rise of traction motors 
has been referred to Indian Institute 
of Technology, Delhi during 1972. De¬ 
sign has been finalised and proto-type 
tests have been planned during the last 
week of May, 1978. 

(e) A scheme is being processed for 
collaboration with Indian Institute of 
Technology Kanpur for studies relat¬ 
ing to Track Vehicle interaction. 

Initial views; Director General, RDSO 
is already represented on the Goyem- 
ing Councils of certain research insti¬ 
tutions. The matter in regard to re¬ 
presentation on other similar bodies 
dealing with problems of applied re¬ 
search will be pursued. 


Items 296(1) & (ii) 
This is being done. 


See remarks against Item 296(i). 
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should, for sometime to come, be 
given to problems which are sus¬ 
ceptible of at least a partial solu¬ 
tion within a period of two to 
three years over the relatively 
long term research project. 

297. (i). A conspicuous example of a 
problem needing immediate solu¬ 
tion is the designing and stand¬ 
ardisation of signalling relays on 
which modem signalling depends 
so much and which are essential 
for progressing such works. 

(ii) We understand that a begin¬ 
ning has been made by setting up 
a Relays Cell in the iRDSO but 
we consider it necessary to acce¬ 
lerate the pace considerably so 
that relays suitable for our pur¬ 
pose and using indigenous mate¬ 
rials to the maximum extent can 
be developed. 

298. 

& 

299. 

(See Chapter IV, Para 620). 

300. We are of the view that design¬ 
ing and development of machines 
for special purposes which cannot 
be purchased as off-the-shelf 
items from trade should be a 
continuous activity of the RDSO. 

301. In our view, adequately equipped 
sections of the RDSO should be 
located at the manufacturing 
units like the Locomotive Works 
at Chittaranjan, the Integral 
Coach Factory at Perambur and 
the Diesel Locomotive Works at 
Varanasi. 

302. (i) We suggest that efforts should 

also be made to attract the 
beat Indian talent for design 
work from all sources and-to 
encourage the designing of 


Items 297(i) & (ii) 

Initial views: Signalling relays are a 
highly sophisticated item which have 
been developed after considerable re¬ 
search in foreign countries. Such re¬ 
lays are at present manufactured in 
India by firms of repute in collabora¬ 
tion with established foreign manufac¬ 
turers. The RDSO is also engaged in 
developing a suitable design for sig¬ 
nalling relays but in the nature of 
things, it would take time. 


Initial views: This recommendation is 
in consonance with the policy being 
followed at present. 


Adequately equipped Inspection and 
Liaison Cells already exist at the 
manufacturing units like Chittaranjan 
Locomotive Works, Integral Coach 
Factory, Madras and Diesel Locomo¬ 
tive Works, Varanasi. 


Items 302 (i) & (ii)' It is the constant 
effort of the Administration to attract 
the best available talent for design 
development and research work in the 
RDSO. Since the work of RDSO is 
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improved jigs and tools for 
railway workshops and better 
planning of equipment and 
plant layout for workshops, 
loco sheds, sicklines, stations 
etc. 

(ii) We have in view the special¬ 
ist consultancy service which 
the RDSO should provide in 
the designing and equipment 
of such depots. It is not our 
intention that the Design 
Wing of RDSO should function 
as a general-purpose drawing 
office at the back and call of 
the Railways and we would 
like RDSO to guard against 
this. 

303. We consider it useful that some 
sections of the Standards Wing 
of the RDSO should be located in 
the Railway Board so that com¬ 
plete sets of standard specifica¬ 
tions and drawings can be read¬ 
ily available on demand and re¬ 
ferences regarding these can be 
disposed of speedily. 

304. We suggest that the expert techni¬ 
cal Standards Committees should 
invite representatives of the 
Commission of Railway Safety 
and some manufacturers of rail¬ 
way equipment on a selective 
basis to participate in their deli¬ 
berations. 


305. (i) We would like to bring into 
sharp focus the rapid pro¬ 
gress being made by advanced 
countries in the development 
of signalling and tele-com¬ 
munication, particularly the 


on practical problems concerning 
Railways, the Organisation is manned 
mostly by men drawn from Zonal 
Railways. The work of RDSO covers 
all technical fields of railway activi¬ 
ties including workshops, loco sheds, 
sick lines, etc. 


Complete sets of standard specifica¬ 
tions and drawings are already main¬ 
tained in the Railway Board’s office 
and in isolated cases where any parti¬ 
cular drawing or specification is not 
available, no difficulty is experienced 
in making the drawing available at 
short notice. 

Initial views: Views of the officials of 
the Commission of Railway Safety 
and designers of railway equipment 
manufacturers and other concerned 
parties are taken into consideration 
in the deliberations of the Standards 
Committee. The presence of such 
officials at the meetings of the Stand¬ 
ards Committee would serve no useful 
purpose. 

Final views: In view of the recom¬ 
mendation having not been accepted, 
no further action is necessary. 

Modem signalling and telecommunica¬ 
tion techniques are being adopted pro¬ 
gressively on the Railways. More and 
more axle counters are being put into 
use as an alternative to track-circuit- 
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use of such items as axle 
counters, train describers, hct 
axle detectors, electronic 
track circuits arid automation 
in marshalling yards, improv¬ 
ed communication methods 
like message dialling and mi¬ 
crowave. 


305. (ii) It has been represented to us 
that adequate attention has 
not been paid to investigating 
problems concerned with 
' signalling and telecommuni¬ 
cation peculiar to the Rail¬ 
ways or to strengthening the 
telecommunication network 
on the railway system. We 
feel that there is great scope 
and urgent need for work of 
this nature in the RDSO and 
we would urge that this 
receives its due share of 
attention. 


306. (i) We are in favour of tests and 
inspections which are made by 
the RDSO at the specific re¬ 
quest of the zonal Railways, the 
Railway Board or the -Commis¬ 
sion of Railway Safety. We would 


ing, particularly when the length of 
the track circuit is more than 500 
metres. Two trial hot box detectors 
have also been installed on the Eas¬ 
tern Railway and their utility under 
local conditions is being watched. 

Electronic track circuits are also be¬ 
ing installed in the 25 KV/AC trac¬ 
tion areas wherever their use is con¬ 
sidered desirable. 

Over 11000 route kilometres of micro- 
wave UHF links with operator dial¬ 
ling facilities and on some sections 
even with subscriber trunk dialling 
facilities have been commissioned and 
work on about 6000 route kilometres 
are in progress. 


Initial views: The problems concerning 
signalling and telecommunication are 
receiving constant attention. Draw¬ 
ings and specifications of signalling 
equipment in regular use have been 
standardised. System specifications 
have also been issued for sophisticat¬ 
ed installations such as route-relay in¬ 
terlocking, automatic train control, 
axle counters and microwave. The 
telecommunication network on the 
Railway system is being strengthened 
as rapidly as possible consistent with 
the availability of resources. 

Final Views : Railway Board vide 
their letter No. 69/W3/SG/G/6 dated 
5-6-1970 asked the Railways to keep 
the recommendation and above views 
of the Railway Board in view. 

Initial views: Arrangements already 
exist for conducting tests and inspec¬ 
tions on request from the Railways. 
Strengthening of the Organisation 
would be considered as and when the 
need arises. 


1 R.B.—30 
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suggest that a suitable organisa¬ 
tion may be created in the RDSO 
so that such requests can be dealt 
with, without causing interfer¬ 
ence’ and interruption in the 
other regular approved pro¬ 
grammes of the (PDSO. 


(ii) The Inspection of material ma¬ 
nufactured in the signal and tele¬ 
communication workshops should, 
in order to ensure uniform quality 
be entrusted to the RDSO. 

(iii) We understand that inspection 
of electrical signalling equip¬ 
ment manufactured by the vari¬ 
ous firms is already undertaken 
by the RDSO but only a small 
percentage of production is in¬ 
spected as a test check. In the 
present stage of development 
when a number of firms are en¬ 
tering the field and when those 
already in the field are taking to 
new items, it is essential that a 
much larger proportion of electri¬ 
cal signalling equipment is inspect¬ 
ed both at the manufacturing 
stage and at the assembly stage. 


(iv) The inspection organisation of the 
RDSO should, if required, be suit¬ 
ably strengthened to perform 
these essential functions. 

(v) It appears to us that the inspec¬ 
tion units could with advantage be 
located at Calcutta, Bombay, 
Madras, etc. 

307. (i) We understand that the 
RDSO have been a cting as 
consultants to the State Trad¬ 
ing Corporation and the wa¬ 
gon building industry. We 


The inspection of relays, point mach¬ 
ines and signal machines etc. manu¬ 
factured by Signal and Telecommu¬ 
nication workshops are being done 
by the RDSO. 

Initial views: The sampling proced¬ 
ure lor purposes of inspection and 
testing depends on the product, method 
of manufacture, etc. and is laid down 
in the specifications. Whenever occa¬ 
sion requires, such as in the case of 
developmental item s or supplies being 
made by the firms, now in the field, 
arrangements exist for increasing the 
percentage for test and inspection. 


Initial views: The Inspection Organi¬ 
sation in the RDSO 'is strengthened 
as and when the necessity arises. 

Initial views: The inspection units 
are located at stations most Conve¬ 
nient from the point of view of work. 

Noted. 
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would like to commend the 
RDSO on this expanding role 
and would urge that techni¬ 
cal consultations should be 
provided in full measure to 
these important clients. 

(ii) We suggest that such consul¬ 
tation as may be asked for by 
the Commission of Railway 
Safety should be made readi¬ 
ly available. 

.308. We consider that with the ex¬ 
panding band of competent offi¬ 
cers and staff and with the grow¬ 
ing knowledge and expertise 
which the RDSO is steadily ac¬ 
quiring, rendering of consultan¬ 
cy services by the RDSO would 
progressively increase and more 
and more confidence will be plac¬ 
ed in its technical advice. 

'■309. We consider that the details of 
projects to which the RDSO 
should apply itself in future is a 
matter which would have to be 
left to the RDSO under the 
guidance of the Railway Board 
and the Central Board of Rail¬ 
way Research keeping in view 
the requirements and priorities 
which may arise from time to 
time. 

310. (i) (See Chapter IV, Para 627) 
(i'i) (See Chapter IV, Para 580) 

(iii) It is necessary that research 
and development of a self- 
propelled ultrasonic raiL in¬ 
spection car is taken in hand. 

(iv) Considerable research and 
study is necessary to ascer¬ 
tain the limits of safe speed 
on turn-outs of varying deg¬ 
rees. 


Consultancy services from the RDSQf 
are always available to the Commis¬ 
sion of Railway Safety. 


Noted. 


Noted. 


See remarks against Item 163—Port 
II. 


See remarks against Item 103—Part 
II. 


311. (See Chapter IV, Para 631) 
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312. We understand that the RDSO 
is in need of some very important 
equipment. We see no reason 
why the work in the RDSO 
should suffer for want of neces¬ 
sary equipment and would sug¬ 
gest that procurement of equip¬ 
ment should be planned so as 
to meet effectively the needs 
of the RDSO. 

313. The increase in expenditure in 
the course of the next few years 
consequent on the expansion of 
the RDSO would, in our view, 
be amply justified and be repaid 
in the form of higher standard 
of earnings, efficiency, and safe¬ 
ty in railway operation. 

314. We strongly urge that foreign 
exchange needed for the expan¬ 
sion of the RDSO should be re¬ 
leased as and when required. 

315. It is our opinion that the reor¬ 
ganisation of the RDSO required 
tc fulfil the role suggested in the 
foregoing paragraphs should be 
carried out within one year. 

316. (i) For an organisation like the 

RDSO to be successful, there 
should be excellence not only 
at the top but at each eche¬ 
lon of the hierarchy and the 
efforts should be to induct 
the most suitable officers and 
staff at all levels with suit¬ 
able motivating environment, 
(ii) It is obvious that the RDSO’s 
rules of business and the 
yardsticks in respect of its 
staff, equipment and materi¬ 
als, financial powers, etc., 
may have to be different from 
those which are applicable 
ordinarily to the Railway 
administrations. 


The need of the RDSO is always kept 
in view and receives due attention in 
the allocation of funds and in the pro¬ 
curement of equipment. 


Noted. 


Noted; 


The expansion and reorganisation of" 
the RDSO is a continuing process and 
due importance is being given to this 
matter. 


Items 316( i) and (Hi) 

This is already the policy. 
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317. To ensure that there are no hold¬ 
ups or handicaps to progress 
anywhere in the organisation, 
the overall head of the RDSO' 
should be the Chairman of the 
Railway Board to whom the Di¬ 
rector General should report di¬ 
rect. 

318. The Director General, who is 
the functional head should ap¬ 
propriately be selected from 
amongst the experienced Gene¬ 
ral Managers with a flair for re¬ 
search. 

319. We had suggested in Part I of 
cur Report that the head of the 
RDSO should have a long enough 
tenure to make an impact on the 
organisation. If this involves a 
still higher grade for the post 
temporarily t Q enable the incum¬ 
bent to continue, the upgrading 
would, in our view, be justified. 

ClfAPTER-XV ACCIDENT 

320. In order that statistics of train 
accidents may be of use, it is 'im¬ 
portant that they should identi¬ 
fy at least broadly, the primary 
causes of the various types of 
train accidents. Only then can 
the administration’s attention 
get focussed or. the various basic 
causes which give rise to acci¬ 
dents. 


<321. (i) We find that the statistics of 
train accidents as compiled 
in statement 41 of the Supplle- 
ment to the Annual Report 
on Indian Railways at pre¬ 
sent are oriented only to¬ 
wards their number and con¬ 
sequences. 


Initial views: The Director General, 
RDSO, reports to the Railway Board 
and this arrangement has worked 
satisfactorily. 

Final views: At present DG/RDSO 
reports to Member Engineering, Rail¬ 
way Board. 

The appointment to the post of Di¬ 
rector General is made after careful 
consideration of the suitability of the 
person. 


This is already the policy. 


STATISTICS \ 

Detailed instructions have been issu¬ 
ed to show the causewise details of 
accidents, the returns to be sent quar¬ 
terly, showing cumulative data to end 
of June, September, December and 
March. The statement, for the quar¬ 
ter ending March to replace the 
annual returns, sent hitherto (refer 
letter No. 69/Stat-I/32 General/RAIC 
dated 5-5-1973 and gazette notifica¬ 
tion No. S.O. 166 dated 16-11-1973). 
All railways are sending the returns 
in accordance with the revised ins¬ 
tructions and proformae. 

The revised format provides for 
cause-wise details of accidents. All 
Railways are sending the returns in 
accordance with the revised instruc¬ 
tions and proformae. 
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321. (ii)A sinalll pamphlet ‘A Review 
of Accidents on Indian Rail¬ 
ways’ published annually at¬ 
tempts an elementary analy¬ 
sis of causes under certain 
broad heads in respect of 
collisions and derailments. 


This is an observation. No action. 


322. While even broad heads of 
causes may have some value, the 
statistics of train accidents to be 
of intrinsic value should, in our 
opinion, itemwise these broad 
heads further so as to be of 
value to the administration. 


323. We suggest that the accident sta¬ 
tistics under different heads 
should be compiled on all the 
Railways on a uniform basis and 
instructions which leave no room 
for ambiguity should be issued 
to all the zonal railways. 

324. We suggest streamlining of the 
classification of accidents. For 
instance— 


The broad heads of the causes have- 
been further sub-divided and itemised 
to facilitate analysis and remedial 
measures. The data in respect of 
number of 'items are being compiled 
traction-wise. 

All Railways are sending the returns 
in accordance with the revised ins¬ 
tructions. 

Detailed instructions were issued to 
the Railways for compilation of data 
on an uniform basis. All Railways 
are sending the returns in the revis¬ 
ed format. 


(i) Fires in diesel or electric en¬ 
gines are more in the nature 
of engine failures than acci¬ 
dents to trains, and a more 
accurate indication of the na¬ 
ture of such occurrence could 
be given if they were to be 
brought under the broad 
head ‘failure of railway 
equipment.’ 


Items 324 (li), (ii) and (iii) 

Instructions have been given to the 
Railways that cases of fires in diesel 
and electric locomotives are to be in¬ 
cluded under item No. 1.05 of Table 2 
as they are more in the nature of 
engine failures than accidents (Refer 
letter No. 69/Stat. I/32/General/RAIC 
dated 5-5-1973). 


(ii) Fires in trains should, in our 
view, encompass cases of 
fires in vehicles and wagons 
only. 


(iii) If necessary, fires in electric 
and diesel locomotives may 
be brought under a separate 
sub-head under the general 
hrad ‘engine failures’ to iso- 
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late them from the mass of 
figures included under ‘en¬ 
gine failures.’ 

324. (iv) Time failures of engines 
under the broad head ‘failure 
of railway equipment’ are re¬ 
ckoned on the^ basis of de¬ 
lays of one hour or more 
caused to trains due to mal¬ 
functioning of train engines. 
While such standards may * 
have been all right for steam 
traction years ago. we consi¬ 
der them inapt in the ‘pre¬ 
sent day conditions, particu¬ 
larly in case of diesel and 
electric locomotives whose 
efficiency index must be very 
different, and for which a 
much shorter duration should, 
in our view, be prescribed. 

(v) We notice that at present 
‘failure of railway equip¬ 
ment’ includes only failures 
of rolling stock, permanent 
way and overhead electric 
wires. Failures of signalling 
apparatus are not included 
under this head. A break¬ 
down of signalling installa¬ 
tions can cause heavy delays 
in train running if not a com¬ 
plete stoppage of movement. 
We, therefore, suggest that 
a breakdown of modern sig¬ 
nalling installations or means 
of communication may also 
be classified under the head 
‘failure of railway equip¬ 
ment.’ 


After considering all factors includ¬ 
ing the problems connected with 
maintenance of diesel and electric 
lc cos. duration of failures for reckon¬ 
ing 'Time failure’ has been reduced 
from one hour to 30 minutes ‘in the 
case of such locomotives. (Ref. 73/ 
Stat (Accdt)/32/Genl. dated 14-12- 
1973). 


Accepted. The following items have 
been included:— 

(i) failure of route relay interlock¬ 
ing 

(ii) failure of centralised traffic 
control 

(iii) failure of automatic signalling 
causing detention to traffic for 
more than one hour; 

(iv) formal interruption of commu¬ 
nication affecting running of 
trains; and 

(v) any failure of signalling appa¬ 
ratus on the unsafe aide. 


325. W e consider that accident sta- This is the existing practice, 
tistics compiled at any time 
should be examined periodically 
to assess their value. 
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CHAPTER XVI—SAFETY ORGANISATION 
326. The four important departments Initial views: The responsibility for 


concerned with safety of rail tra¬ 
vel are the operating, the mech¬ 
anical engineering, the civil en¬ 
gineering and the signal engine¬ 
ering departments. In order that 
rail travel may be safe, it is ne¬ 
cessary that each department 
should do its bit in the best pos¬ 
sible manner 

327. It would be seen that there has 
been a fall of 44 per cent in the 
number of train accidents dur¬ 
ing the last six years and the 
number during the latest year 
was the lowest. For this satis¬ 
factory performance the credit 
must gOi not only to the safety 
organisation but to all categories of 
railway staff including officers, 
supervisors and railwaymen of 
all departments as well as the 
technological aids introduced. 
Nonetheless, it is clear that the 
safety organisation has played 
a vital role in enhancing the 
element of safety in rail travel 
by instilling safety consciousness 
amongst staff and eradicating 
short-cut methods which jeopar¬ 
dise safety. 

328. (i) We are of the view that the 
Directorate of Safety has a useful 

function to perform inasmuch as 
it focusses attention at the high¬ 
est level on matters having a 
bearing on safety. 

328. (ii) Analysis of long-term trends 
of accidents, examination of 
various suggestions and recom¬ 
mendations to promote safety and 
following up the implementation 
of the recommendations coupled 
with on-the-spot checks to see 


ensuring safety is recognised by each 
of the departments mentioned in the 
observation and each department is 
doing its bit in the best possible man¬ 
ner. The resultant improvement has 
been brought out by the Wanchoo 
Committee themselves in Para 682 of 
their Report. 

Final views: No action. 

This is an observation. No fur¬ 
ther action is called for. 


This already is the practice. 


Implemented. 
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whether short-cut methods are 
being adopted and how these can 
be eschewed are, indeed, highly 
useful functions. We, there¬ 
fore, consider that the Director¬ 
ate of Safety should continue to 
perform these functions as a 
permanent measure. 

328 (iii) We are disappointed to note 
that the post ef Joint Director in 
the Directorate of Safety was 
abolished sometime ago for rea¬ 
sons of economy. The main objec¬ 
tive of having a Joint Director 
in addition to a Director was that 
at all times the Director or the 
Joint^ Director could go out on 
inspection and be able to see 
through field inspections that 
safety work is carried on by the 
Railways on the right lines. 

328 (iv) We consider this objective 
unexceptionable and would 
strongly recommend that the post 
of the Joint Director in the Safe¬ 
ty Directorate should be revived. 
Considerations of economy should 
not, in our opinion, stand in the 
way where safety is concerned. 

329. The Transportation Superinten¬ 
dent (Safety) should spend a 
good deal of his time in inspec¬ 
tion from a safety angle. At the 
same time we think that to keep 
in touch with the actual trend 
in accidents and other safety mea¬ 
sures which are evolved from time 
to time either on the basis of 
accident inquiries or of other sour¬ 
ces, he should not be isolated from 
ease work dealing with accidents. 

330. We suggest that the headquarters 
safety organisation which is head¬ 
ed by a Transportation Superin¬ 
tendent (Safety) may be strengthe- 


3 


Items 328 (iii) & (iv). 

Initial views: The post of Joint Direc¬ 
tor in the Safety Directorate has since 
been revived. 

Final views: No further action is call¬ 
ed for. 


This is the existing practice. 


Fully implemented. 
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ned by the appointment, where 
required, ot an officer in the senior 
scale who wo,uld help the Trans¬ 
portation Superintendent (Safety) 
both in inspections as also in rou¬ 
tine case work dealing with acci¬ 
dents. 

331. We are of the opinion that the 
Divisional Safety Officer in each 
of the Divisions should be in the 
senior scale. Wherever the post 
is held at present by an assistant 
officer, it should be upgraded. 

332. As safety must be built into the 
various departments of the orga¬ 
nisation itself and particularly m 
the departments mainly concern¬ 
ed with movement of trains, we 
are of the view that Safety Coun¬ 
sellors of departments other than 
transportation should be sent back 
to their parent departments. On 
being sent back to their parent 
departments these Counsellors 
should continue to carry on their 
present functions though under the 
supervision of their respective divi¬ 
sional officers. 

333 (i) We suggest for the considera¬ 
tion of the Railway Administra¬ 
tions that when Safety Counsel¬ 
lors are reverted to their parent 
departments, posts of Chief Per¬ 
manent Way Inspector, Chief Loco 
Inspector, Chief Carriage and 
Wagon Inspector and Chief Trans¬ 
portation Inspector should be crea¬ 
ted in lieu of the existing posts 
of Safety Counsellors on each 
Division. 


333 (ii) The functions of these Chief 
Inspectors should be to carry on 
the work of safety by educating 
the etaff in correct methods of 


Fully implemented. 


Initial views: It will not be advanta¬ 
geous to upset an arrangement which 
ensures team work and coordinated 
tackling of problems of safety in rail¬ 
way operation. If these Safety Coun¬ 
sellors are sent back to their parent 
department, the effectiveness of their 
functioning is likely to suffer. It is, 
therefore, considered that the present 
set-up of the safety organisation should 
continue, the Safety Counsellors of 
different departments working together 
under the control of the Divisional 
Safety Officer. Final views. No fresh 
comments. 

In view of the remarks given against 
item 332 Part II, the present designa¬ 
tion of Safety Counsellors would con¬ 
tinue. 


Initial views: In view of the remarks 
against Item 332, the present designa¬ 
tion and status of Safety Counsellors 
would be retained. 
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working, propagating the impor¬ 
tance of safety by mass communi¬ 
cation methods and reporting to 
their divisional heads about any 
defects found by them during the 
course of their checks on the line 
which jeopardise safety. These 
posts, in our view, should be in 
Class II. We consider that in the 
selection of such Chief Inspectors 
their aptitude, sense of mission 
and dedication to the cause of 
safety should be the primary con¬ 
siderations and they should be 
hand-picked men. 

333 (iii) The Chief Inspectors should 
concentrate on personal contact 
with the staff whom they are re¬ 
quired to guide and train in safety 
measures. One aspect of their 
approach should be the importance 
which the staff should attach to 
their own personal safety. 

334 (i) We understand that safety 
camps which had proved to be 
useful were given up some time 
ago. We would urge that these 
short safety camps should be re¬ 
vived. 

(ii) These safety camps should not 
be confused with the regular re¬ 
fresher courses as safety camps 
are not intended to deal with rou¬ 
tine rules and procedure. Their 
. objective is to invigorate the safety 
consciousness of the staff. ‘ 


Accepted with modifications and suit¬ 
able instructions have been issued to 
the Railways. 


Items 334 (i) and (ii) 

The orders issued to the Railway vide 
Railway Board’s letter No. E (Trg) 
I-67/TR1/185 dated 26-12-1967 to wind 
up Safety Camps progressively after 
all the staff in the prescribed catego¬ 
ries had been put through Safety Camps 
once, were reviewed again in terms 
of the decision arrived in the General 
Managers’ Conference with the Railway 
Board and the Minister for Railways 
in November 1970. The Railways were, 
therefore, advised vide letter No. 
E (Trg)I/71/TRl/12/l dated 22-3-1971 
that safety camps may be held again 
for the categories of staff for whom 
these camps were arranged previously 
on the same lines as was done in the 
past. 

> i 

The Railways have also been advised 
vide D.O. letter No. E(Trg)I/71/TRl/ 
12/1 dated 9-10-1975 that safety camps 
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'335. We like to make a mention here 
of a highly enterprising effort 
made by the Divisional Superin¬ 
tendent and his officers at Luck¬ 
now in making a ‘safety model 
car' which we had opportunity to 
see. We were impressed by the 
initiative of the Divisional Sup¬ 
erintendent and his officers and 
would recommend that other divi¬ 
sions of the Railways may also 
adopt similar imaginative methods. 

.336 (i) A majority of the fatalities to 
railway staff are understood to 
occur to those railwaymen whose 
work exposes them to the danger 
cf being struck down by trains 
or by other moving vehicles in 
yards. In order to deal with this, 
the Railways in the United King¬ 
dom have devised high visibility 
clothing in the form of short high¬ 
ly visible jackets to be worn over 
the normal clothing so that the 
men on or near the track are 
more easily seen by drivers of 
approaching trains both during 
day and night. 

(ii) We recommend that this de¬ 
vice in an appropriate form be 
introduced on the Indian Railways 
for the safety of railwaymen. 


should not be mixed up with refresher 
courses and that the running of the 
safety camps should not become a rou¬ 
tine and the instructors, safety officers 
and the Transportation Superintendent 
(Safety) should make frequent ins¬ 
pections to see that the safety camps 
are being run in the best possible man¬ 
ner and are serving the purpose inten¬ 
ded. 

The recommendation has not been 
accepted. 


Items 336 (i) & (ii) 

Initial views: High visibility clothing 
may be advantageous in countries 
where conditions of impaired visibility 
like foggy weather etc. are persistent 
and prevail for long durations. In 
India, however, where visibility con¬ 
ditions are generally fair, such cloth¬ 
ing would have little utility. More¬ 
over, according to the experience of 
the Indian Railways, . there are not 
many cases of fatalities of railway staff 
on duty due to their not being ade¬ 
quately visible to the drivers of mov¬ 
ing trains or engines or to these con¬ 
ducting shuntings. 

Final views: The recommendation has 
not been accepted. 
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337 (i) We warn against the inspections Accepted and suitable instructions- 
of supervisors and officers in the issued to the Railways, 
safety organisation becoming rou¬ 
tine inspections like those of other 
departmental supervisions or 
departmental officers. 

337 (ii) Inspections and spot checks This is the existing practice. Instruc- 

by those in the safety organisation tions issued to the Railways in respect 

should be devoted solely to high- of Item 33 r(i) hold good in this case 
light unsafe methods of working a ig 0 
and how they can be eschewed 
without undue detriment to speedy 
movement of traffic. 




Glossary 


Advanced starter signal—when a train leaving a station is guided by more 
than one starter signal, the outermost of these is the last stop signal 
of the station and is called the advanced starter. The advanced starter 
signal is placed outside all connections on the line to which it applies. 

Axle Counter—means an electrical device which when provided at two given 
points on the track enables to know if the portion of track between the 
said points is clear of a train or vehicles. This is made possible by 
counting axles in and counting axles out. 

-Automatic Block System—is a system of working trains in which the trains 
control the operation of signals and the requisite headway between 
them is secured automatically by the use of track circuits or axle 
counters. 

"Block Clearance Points—indicate the end-limits of a railway line at a 
station within which station operations, such as shunting, etc. may be 
performed under the control of that station. 

Cab Signalling—is an arrangement in which the aspect of the signal ahead 
is repeated in the cab of the approaching locomotive. 

Centralised Traffic Control (CTC)—means a system by which the working 
of trains, including the operation of all points and signals, over a 
route to which it applies, is controlled remotely from a designated place. 

Colour light signals—are those in which the aspects are displayed by fixed 
coloured electric light or lights both by day and by night. 

Complete Track Renewal—means renewal of both rails and sleepers on a 
continuous length of track. Through Rail Renewal and through Sleeper 
Renewal mean separate renewal of rails and sleepers respectively on 
a continuous length of track. 

Continuous Welded Rail (CWR)—comprises of a rail welded continuously 
over a long length. 

Distant signal—signifies to the driver of an approaching train to proceed 
with caution when distant signal is ‘on’ and, to proceed ready to pass 
the next signal at the prescribed restricted speed or at the maximum 
speed permitted when distant signal is ‘off’. 

Fouling Mark—whenever two lines join or cross one another, the fixed 
standard dimensions are infringed, the point of infringement is indicated 
by a mark fixed on the ground which is called Fouling Mark. 

Hallade Track Recorder—is a portable instrument which when carried in a 
train, produces a graphic record of the various parameters of track over 
which the tain moves. 
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Track Recording Car—is an instrumented vehicle which when run on track 
provides a continuous record of the track parameters namely, uneven* 
ness, twist, gauge, supper-elevation and curvature or alignment, etc. 

Two-aspect signalling—means an arrangement of signalling in which each 
signal is designed to display, at any one time, either of the two aspects. 

Ultrasonic Flaw Detector—is an equipment used to. detect flaws in the axles 
of locomotives, vehicles or wagons and also detect flaws in rails. 

Warner signal—signifies to the driver of an approaching train, either to 
proceed, with caution when wamer signal is ‘on’, or to run through the 
station when Warner signal is ‘off’ 
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Home signal—is the first stop signal of a station at which an outer signal is 
not provided and. the second stop signal of a station at which an outer 
signal is provided. It is located outside all the points and crossings at 
a station which an approaching train may have to negotiate while 
entering a station and, permits a train to enter only when these points 
and crossings have been properly set and secured. 

Long Welded Rail (LWR)—is a welded rail the central point of which does 
not undergo any longitudinal movement due to temperature variations. 
The length of a LWR on the Indian Railways varies generally from 800 
to 1000 metres. 

Lower quadrant and upper quadrant signalling—the arms of fixed semaphore 
signals can be operated either in the lower quadrant or in the upper 
quadrant. In lower quadrant signalling, the ‘off' position is displayed 
by day by the inclined position of the arm below the horizontal; in 
upper quadrant signalling, the ‘off’ position of a semaphore signal is 
displayed by day by the arm worked to an angle above the horizontal. 
Lower quadrant signalling is all two-aspect, and upper quadrant signall¬ 
ing is multiple-aspect. 

Multiple-Aspect Signalling—means 3 signalling arrangement in which 
signals are designed to display at any one time any one of the three or 
more aspects and in which the aspect of each signal is pre-warned by 
the aspect of the previous signal or signals for the benefit of the driver 
of the approaching train. 

One engine only system—is a system of working trains under which only 
one train is allowed on the section of the line, on which this system is 
in force, at any one and the same time. 

Oscillograph Car—is a mobile laboratory-cum-instrument car which enables 
assessment of the safety and stability of rolling stock as. well as the 
standard of track maintenance. It is fitted with different accelerometers 
which record the vertical and lateral accelerations, etc. of the vehicle. 
This record is useful for monitoring the riding quality of track. 

Outer signal—is the first stop signal of a station, where it is provided. It 
is located at a prescribed distance from the Home signal. 

Semaphore signal—is a fixed signal consisting of a movable arm on the left 
hand side of a post seen by the driver of an approaching train to 
which it refers. The aspects of a semaphore signal are displayed by 
the position of the arm by day and by a light or lights by night. Sema¬ 
phore signals may be either lower quadrant or upper quadrant depend¬ 
ing upon whether the movable arm function's in the lower or upper 
quadrant respectively. 

Starter signal—when a train leaving a station is guided by only one starting 
signal, it is the last stop signal of the station and is called the starter. 

Track Circuit—means an electrical circuit formed alongwith th e rails in a 
portion of the track, which enables to detect the presence of a train or 
vehicle on that portion of the track. 
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